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Hh You Were a Jenant 


NORTH PIER TERMINAL 


Chicago, Ill. 


YOU'D have everything! 


You’d have LOCATION: 


On the famed Outer Drive; 10 minutes from the LOOP; at the ship- 
ping heart of Chicago; connecting to all street car lines; L trains; 
auto routes. 


You’d have TRANSPORTATION. 


You'd have WATER at your doorstep, with boats, motorships and 
barges docking from Europe, the Atlantic seaboard and the Gulf. 
You'd have AUTO TRUCK loading at your doorstep without crowd- 
ing. You'd have RAILROADS at your doorstep, every railroad. 


You’d have the famed Chicago TUNNEL System in your basement 
for LCL shipments. 


You’d have CONVENIENCE. 


You'd have offices at your warehouse or factory; close to all near 
north side restaurants, clubs, hotels; close to high speed auto routes; 
10 minutes to the LOOP; restaurants in the N. P. T. 


You’d have SERVICE. 


You’d probably use our stevedores, our car unloaders, reduce your 
overhead, pay us only when you use our men. We'd furnish janitor 
service if you like, elevator men always, constantly. 


And .... we haven't told you the half of it. 


a . 
S@.... if you manufacture, warehouse or move a case, a carload, 
or a cargo in the Chicago area... . 


.. make YOUR rental dollars buy the finest service and the finest 
transportation advantages that any warehouse can offer. 


You can make new arrangements for 1939 dividends . . . 
them. 


. and GET 


For if you distribute, manufacture or merchandise a case, a carload, 
or a cargo in the Chicago area... . you may also find extra thousands 
of dollars annually in your profits .... if you tenant with us. 


Write or phone W. W. Huggett, President 
NORTH PIER TERMINAL CO. 


589 E. Illinois St. Telephone Sup. 5606 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. — 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





YOU FIGURE IT OUT 


HE railroad committee of six says 7.7 per cent of 
the total freight ton miles is accounted for (1937) 
by inter-city motor trucks. 

C. E. Johnston, chairman of the Western Associa- 
tion of Railway Executives, says the railroad research 
department estimates that the railroads each year lose 
to trucks traffic that, if handled by the railroads, would 
produce additional revenue of something like two bil- 
lion dollars, three and a half billion dollars being the 
revenue taken in by the railroads annually on all kinds 
of freight handled. 

The U. S. Department of Agriculture says there 
has been an increase of nearly a hundred per cent in 


the relative share of total inter-city motor freight traf- 
fic, in contrast with a decline of over 14 per cent in the 
rail share of total business. 

M. J. Gormley, executive assistant, A. A. R., says 
the highway subsidy is equal to about $680,000,000 a 
year. 

And there have been other estimates and guesses. 

Certainly, there should be a universal demand for 
a competent board, commission, or committee to as- 
certain, not so much what the trucks and other agen- 
cies of transport are taking from the railroads—for 
each is entitled to what it can legitimately get—but 
to what extent these inroads are due to subsidies, di- 
rect or indirect. 


U. S. BARGE LINE “PROFITS” 


AYING no interest and virtually no taxes in 1938, 

the Inland Waterways Corporation, the govern- 
ment-financed barge line agency, had a “profit” of 
around $1,000,000, according to Major General T. Q. 
Ashburn, president of the corporation. 

On the other hand, class I railways, not relieved 
of taxes and interest, had a deficit in net income of 
$122,911,784. Tax accruals amounted to $340,779,786, 
while interest accruals were $488,056,000, a total of 
$828,835,786. Class I railways in 1938, instead of hav- 
ing a deficit of more than $122,000,000, would have 
had a net income of more than $700,000,000 if they 
had enjoyed these exemptions accorded the govern- 
ment barge line. 

These figures, while emphasizing the preferences 
accorded the government barge line, are not, however, 
as shown in the hearing before the House committee 
on interstate and foreign commerce, referred to else- 
where, by any means all that enable General Ashburn 
to talk about “profits.” Commendation is due Repre- 
sentative Wolverton, of New Jersey, for bringing out 
the facts at the hearing. 


If the barge line agency had paid or charged itself 
3 per cent on its investment of around $25,000,000, 
there would have been a charge of $750,000. The fed- 
eral income tax would have been about $140,000, ac- 
cording to Representative Wolverton. The barge line 
was relieved of paying $19,338 in personal injury dam- 
ages, $26,500 in postage, $12,000 in telegraph tolls, 
and $3,850 in rent—all charges a privately owned and 
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operated agency would have had to pay. Here is some- 
thing more than $950,000. Included in the “profit” of 
$1,000,000 claimed was $127,468 received from interest 
on government bonds. It would be interesting if the 
general would tell what he would have made from op- 
erations if he had had to meet the charges indicated— 
minus the interest received from the government on 
invested money he would not have had if he had had 
to meet the charges each year that a privately-owned 
and operated business would have to meet. 


The government barge line pays no interest on 
money provided by the people for its operations, but it 
receives interest from the public on the money it has 
put in government bonds, and credits it to income. Why 
money invested by the government barge line in gov- 
ernment bonds should draw interest while money in- 
vested by the government in the barge line does not, 
or why the government should pay back to the barge 
line money it has invested in its bonds while the barge 
line makes no repayment of the money provided by the 
government for its establishment, are questions that do 
not seem to bother General Ashburn; but they have a 
vital bearing on his claim that he has made and is 
making a “profit.” 


Unless Congress takes action looking to the liqui- 
dation of this government agency, the indications are 
that it will be continued indefinitely. General Ashburn 
admitted at the hearing that, if the conditions pre- 
scribed in the Denison act were met, it would be a long 
time before the government could sell the property. 
The Denison act should be amended to provide for dis- 
posal of the property without waiting for every tribu- 
tary of the Mississippi River to be canalized. A read- 
ing of the conditions arouses suspicion that they were 
made with a view to long-time government operation. 

General Ashburn says he is making a “profit” 
when his transportation competitors, privately owned 
and operated, are having a difficult time financially. 
In view of the facts, brought out again at the hearing 
before the House committee, his attitude is absurd. 
The government barge line is one of the transportation 
preferences that should be eliminated by Congress as 
part of a program to equalize government treatment 
of all agencies of transportation. There is no justifica- 
tion for its continuation as a demonstration. There 
are privately owned and operated lines on the princi- 
pal rivers. They know what their costs of doing busi- 
ness are and others may find out if they have an urge 
to buy a boat and go into business. The usefulness of 
the government agency as a demonstration was ended 
long ago by the attitude assumed by General Ashburn 
with respect to costs of operation. 


RAILROAD EARNINGS 


Preliminary reports from 93 Class I railroads, representing 
82.3 per cent of total operating revenues, made public by the 
Association of American Railroads, showed that those railroads, 
in February, 1939, had estimated operating revenues amounting 
to $227,976,660 compared with $206,576,440 in the same month 
of 1938 and $349,798,677 in the same month of 1930 (see Traffic 
World, March 18). Operating revenues of those roads in Feb- 
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ruary, 1939, were 10.4 per cent above those for February, 1938, 
but 34.8 per cent below February, 1930, says the association’s 
statement, which adds: 


Freight revenues of the 93 Class I railroads in February, 1939, 
amounted to $184,751,0i1 compared with $163,137,211 in February, 1938, 
and $270,311,687 in February, 1930. Freight reventes in February, 
1939, were 13.2 per cent above the same month of 1938, but 31.7 per 
cent below the same month in 1930. 

Passenger revenues in February, 1939, according to these pre- 
liminary reports from 95 Class I railroads, totaled $24,778,126 com- 
pared with $25,490,885 ir. February, 1938, and $50,109,432 in February, 
1930. For the month of February, 1939, they were 2.8 per cent below 
the same month in 1938, and 50.6 per cent below the same month in 
1930. 

Eastern District 


Thirty-six Class I railroads, representing 90.3 per cent of total 
operating revenues in the eastern district, in February, 1939, had 
estimated operating revenues of $125,389,631 compared with $107,660,- 
963 in February, 1938. and $194,145,700 in February, 1930. Operating 
revenues of the 36 Class I railroads in the eastern district in February, 
1939, were 16.5 per cent above the same month of 1938, but 35.4 per 
cent below February, 1930. 

Freight revenues of those railroads in February, 1939, amounted 
to $100,480,146 compared with $83,083,202 in February, 1938, and $148,- 
177,148 in February, 1930. Freight revenues of those railroads in 
February, 1939, were 20.9 per cent above the same month in 1938, but 
32.2 per cent below the same period in 1930. 

Passenger revenues of those roads in February, 1939, totaled $15,- 
462,740 compared with $15,529,261 in February, 1938, and $29,892,985 
in February, 1930. Passenger revenues in February, 1939, showed a 
decrease of 0.4 per cent compared with February, 1938, and a decrease 
of 48.3 per cent compared with February, 1930. 


Southern District 

Ninteen Class I railroads, representing 64.3 per cent of total op- 
erating revenues in the southern district, had estimated operating 
revenues in February, 1939, of $25,242,788, compared with $24,101,469 
in February, 1938, and $34,830,843 in February, 1930. Operating reve- 
nues of the 19 Class I railroads in the southern district in February, 
1939, were 4.7 per cent above those for the same month in 1938, but 
27.5 per cent below February, 1930. 

Freight revenues of those railroads in February, 1939, amounted 
to $20,703,293, compared with $19,582,273 in February, 1938, and $26,- 
956,250 in February, 1930. Freight revenues of those railroads in 
February, 1939, were 5.7 per cent above the same month in 1938, but 
23.2 per cent below the same month in 1930. 

Passenger revenues of those roads in February, 1939, totaled 
$2,564,685 compared with $2,584,550 in February, 1938, and $5,155,054 
in February, 1930, being 0.8 per cent below February, 1938, and 50.3 
per cent below February, 1930. 

Western District 

Thirty-eight Class I railroads, representing 79.2 per cent of total 
operating revenues in the western district, had estimated operating 
revenues in February, 1939, of $77,344,241, compared with $74,814,008 
in February, 1938, and $120,822,134, in February, 1930. Operating reve- 
nues of the 38 Class I railroads in the western district in February, 
1939, were an increase of 3.4 per cent compared with the same month 
of 1938, but a decrease of 36.0 per cent compared with February, 1930. 

Freight revenues of those railroads in February, 1939, amounted 
to $63,567,572, compared with $60,471,736 in February, 1938, and $95,- 
178,289 in February, 1930. Freight revenues of these railroads in 
February, 1939, were 5.1 per cent above the same month in 1938, 
but 33.2 per cent below the same month in 1930. 

Passenger revenues of those roads in February, 1939, amounted 
to $6,750,701 compared with $7,377,074 in February, 1938, and $15,061,- 
393 in February, 1930. Passenger revenues of those railroads in Feb- 
ruary, 1939, were 8.5 per cent below the same month in 1938, and 55.2 
per cent below the same in 1930. 


RAIL CERTIFICATES AT PREMIUM 


Chairman Jones, of the RFC, has announced the sale to 
Salomon Bros. & Hutzler of $24,880,000 equipment trust certifi- 
cates and $2,140,000 bridge bonds of seven railroads at a pre- 
mium of $1,005,315. These include: $690,000 Chicago Great 
Western 102; $662,000 Norfolk Southern 101%; $1,305,000 B. & 
O. 101%; $2,859,000 C. M. St. Paul & Pac 103%; $3,764,000 
Lehigh Valley 101%; $15,600,000 Sou. Ry. 105 and $2,140,000 
Wabash-St. Charles bridge bonds 101. 

The sales, except in the case of Southern Railway and the 
C. M. St. Paul & Pac., include all the equipment trust certifi- 
cates of these roads owned by the RFC. Of the Southern 
equipment trust certificates, the corporation retains $3,900,000, 
twenty per cent of each maturity. The Southern certificates 
in the total amount of $19,500,000 were for 100 per cent of the 
cost of the equipment and mature from two to fifteen years at 
four per cent. The twenty per cent of these which the RFC 
retains is subordinated in point of security to the eighty per 
cent sold, but is payable ratably as the eighty per cent is paid. 

Chairman Jones said the equipment trust certificates and 
bridge bonds were sold as the result of negotiations and not of 
competitive bidding. He said the corporation received better 
prices, he thought, as the result of the negotiations than it would 
have under bidding. 
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Current Topics in 
Washington 





Without malice or willingness to 
embarass any one, it might be sug- 
gested that, when the Commission, 
by division 5, instituted MC C 118, 
candy by motor carrier, and Ex 
Parte No. 130, candy by rail, by 
action on the part of all its members (elsewhere in this issue), 
it did a bit of advertising of the fact that, when it set up the 
Bureau of Motor Carriers, it paved the way for some dupli- 
cation. It may be duplication only in clerical matters; how- 
ever, there are some who think it is more than that. 

In the days of greater simplicity, one proceeding would 
have been enough to cover the question of rates on candy from 
Hersey, Pa., to Baltimore, regardless of the number of car- 
riers concerned. It is to be noted, however, that there is to 
be only one record and that is to be made in the presence of 
Examiner Claude A. Rice. Therein that proceeding differs 
from the one concerning citrus fruit from Florida, which is 
being handled by the body that regulates land carriage and 
the body that regulates the web-foot carriers, the former, 
however, walking in parts of both fields—at greater expense 
to the tax payer than necessary. 


Commission Calls 
Attention to Its 
Circumlocution Office 





Even if William O. Douglas, out 
of excessive kindness, probably, did 
permit himself to be photographed, 
after he had been nominated to be 
a justice of the Supreme Court, with 
the soles of his shoes nearest the 
camera, his is the one Roosevelt selection most likely to please 
the dignified and the not-so-dignified ones that go to make up 
America. Forty years old and certain to be on the highest 
bench in the world in a week or two seems a truly Alger end- 
ing for an American boy. 

Coming east to get himself a college education as a care- 
taker of sheep and then “bumming” his way because that 
method was not adequate, it is believed, can be depended on 
to remove any possible sting in his allowing himself to be 
photographed sitting as men do when their beloved womenfolk 
are not about to force them to be “dignified.” 

And the story of his being kicked out of Columbia because 
he had not been able to earn enough to pay his way does not 
hurt. And then, to have it turn out that the boy who had 
to leave because he hadn’t the money, stopping to say good-bye 
to the dean, is to sit on the bench with that dean, makes the 
tale overwhelming as an American success story. 

The fact that he was a professor and dean of a law school 
might hurt him in the eyes of some who are a bit sour on a 
good many professors, but that is tempered by the other fact 
that he did not stick at that sort of work until he had devel- 
oped a warp. Or at least if he has any of the warps that 
have caused fish-eyed looks at some professors, it is not pro- 
nounced. 

In view of the greeting others of his appointees have 
received, the acclaim Douglas is receiving must make Presi- 
dent Roosevelt bat his eyes as indicating a question as to 
whether, in choosing men for office, he has not slipped. It 
is not natural. 


Douglas Appointment 
to Supreme Court 
Exceptionally Popular 





Every month since the Literary Digest 
poll, for years respected, blew into invisible 
fragments, some one has thought of some- 
thing to take a poll about. The next 
logical step, it might be suggested, would 
be a poll of polls to determine which is 
the best. A more entertaining one, perhaps, would be one to 
determine which of them looks like the best product that 
might be obtained from devoted addicts of absinthe and 
“snow.” 

One just publicized shows that, in the opinion of fifty- 
three Washington correspondents of political newspapers, well- 
distributed geographically, Senator Norris, of Nebraska, leads 
ten senators as the “highest in integrity, intelligence, industry, 
and influence’ with Representative Martin, of Massachusetts, 
leading a like number of representatives. There are some- 
thing like 425 Washington correspondents, not all political 


Era of “Nutty” 
Polls Seems 
Well Advanced 
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writers, in the corps of correspondents, but the fifty-three were 
picked, presumably, as a fair sample of them. Two would 
not allow their names to be made public. 

Now, as to Norris. Without doubt he is the greatest zealot. 
Don Quixote cannot have a longer record in tilting at evils 
than the Ohio-born Nebraskan. Hardly will it be denied that 
he has done about as much as one man can do with his tongue 
to change the form of the American government from a rep- 
resentative republican form, chosen by democratic methods, 
to emotional democracy—the sort that blew up in Greece and 
about which the makers of the American form were too well 
informed to use as a model—and more recently in Italy and 
Germany. 

In those countries things became intolerable, with endless 
debates in the legislative bodies and bossing of the public by 
organizations that were not government, so that the dictators 
had no trouble in establishing themselves. That condition pre- 
vailed in Russia under Kerensky to such an extent that the 
dictatorship was easily set up. The bolsheviki (Russian for 
majority), under pretense of giving effect to the will of the 
majority set up a regime that is hard to distinguish from 
those in the other totalitarian states, Russia also being organ- 
ized on the idea that the state is everything and the individual 
nothing. 

The Senator from Nebraska, according to his admirers, 
has been all the words “liberal” and “progressive” imply. He 
is an advocate of nearly all things to discourage private enter- 
prise and cause loss to those who furnish the tax money with 
which Muscle Shoals and things of that sort are created— 
things without adequate return to those who furnished the 
money. 

Norris, as an insurgent Republican, and Garner, as a 
leader of the Democrats in the House in 1910, overthrew the 
restraints, opprobriously called “Cannonism,” that had been 
put up through nearly a century of experience under the Con- 
stitution, which, many believe, was intended to be conservative 
and to make no changes under the pressure of groups such as 
have largely controlled Congress since that time. The Senator 
from Nebraska may be all the poll says, but it would be pos- 
sible to find men who have watched him ever since he came 
to Congress at the turn of the century who would not accept 
him except, possibly, as a desirable irritant. Sincere? Cer- 
tainly. But sincerity is not synonymous with economic sense, 
poise, and some other desirable qualities. 


Were the matter not so se- 

Talk of Tax Revision rious, it would be all right to 

E laugh over the situation in which 

Means Mere Shift of President Roosevelt and some of 

Burdens—No Lightening his real and some of his nominal 

advisers find themselves in talks 

about tax revision; also the sharp turning of corners some of 

them deem necessary to keep from the public the fact that 

there is threat of a considerable row about the matter, as to 
how and by whom moves were suggested. 


One report has it that the move to revise originated among 
members of Congress, another is that an assistant secretary 
of the Treasury started it, and still another that the White 
House initiated the move of “appeasing” (if that word is tol- 
erable, seeing as how the President does not like it) business. 

Appearing to appease, for lack of a word of the President’s 
own choosing, is all the moves are. The President long ago 
made it clear that, whatever was done, the total of taxes to 
be exacted from corporations was not to be reduced. He also 
has made it appear that Senator Harrison, who lost the lead- 
ership in the Senate because the President intervened in behalf 
of Barkley, of Kentucky, agreed that there could be no reduc- 
tion in the amount of tax burden. 

All that can be done for appeasement is to shift the bur- 
den, if that much. The undistributed profits tax, the one that 
tends to break down the efforts of the Commission to compel 
bankrupt and near-bankrupt railroads to create sinking funds 
for the retirement of their bonds, is the favorite thing to talk 
about. 

That tax is the darling of the President. It was devised 
to prevent, as he used to call it, “evasion” of taxes by rich 
men who owned practically all the stock in a number of com- 
panies. By having the profits kept in the reserves of such 
companies, the rich man, he argued, evaded the payment of 
taxes on the income they would receive if they distributed the 
profits in the form of dividends to themselves—that is, by 
letting the profits stay in the treasuries of such companies the 
rich men put off the day when they would have to pay income 
taxes. 

The Commission built a fire under the President’s darling 
in 1936 by calling attention to the evil effect of the tax on the 
sinking funds it had required railroads to set up. Sinking 
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funds were undistributed profits, hence taxable, though they 
were not set up with any thought of evading or avoiding the 
payment of income taxes. 

It was the Commission‘s recommendation in respect to 
that tax that created a row and a disturbance at the Treasury 
and the White House. That row caused the executive branch 
of the government to put forth an effort to bring the Commis- 
sion into “coordination” with the executive branch so that the 
Commission would not again throw a monkey-wrench into the 
executive machinery by making an unknown to the President, 
recommendation about taxes. 

Whether the undistributed profits tax law can be so re- 
written as to afford relief for the railroads, appease business, 
and still yield as much money as ever, is one of the things no 
man knows. If Harrison, as chairman of the finance committee, 
works earnestly on the subject, it is suspected his earnestness 
will be due more to the love of his party than affection for its 
titular leader. The latter, in the midst of the fight for its 
Senate leadership, wrote a letter to “dear Alben’ Barkley and 
caused, many believe, the defeat of Harrison by one vote, and 
the creation of much friction. 


The Maryland Court of Appeals has 
upheld an order of the Maryland public 
utilities commission requiring discon- 
tinuance of operation of a motor carrier 
under contract with W. P. A. to carry its 
workers between Baltimore and Annap- 
olis, notwithstanding that it thereby interfers with a federal 
government activity. The upholding was in Baltimore and 
Annapolis R. R. Co. vs. Lichtenberg and O. E. Weller (Mary- 
land Public Service Commission) vs. Lichtenberg. The carrier 
was ordered to stop operating because he had not obtained a 


permit and was not conforming with the state safety regula- 
tions. 


Lichtenberg said the state was interfering with an essen- 
tial function of the federal government in stopping transpor- 
tation by what the motor industry usually calls a “wildcatter.” 
The Maryland court said it was of the opinion that there had 
been no such interference with the federal government as was 
prohibited by the Constitution of the United States. Only the 
use of Maryland’s roads by an independent contractor was 
dealt with, said the court, operating a private instrumentality. 

“And the court sees no foundation,” said the judges, “for 
holding that the government may, for its greater convenience 
or for the sake of economy, relieve the contractor of the obliga- 
tion to conform to the law.”—A. E. H. 


Maryland Hampers 
WPA Work, But 
Not Unlawfully 





REVENUE FREIGHT LOADING 


Revenue freight loading the week ended March 18 totaled 
594,568 cars, according to the Association of American Rail- 
roads. This was an increase of 2,877 cars or five-tenths of 
one per cent above the preceding week, 54,203 or ten per cent 
above the corresponding week in 1938, and 160,354 or 21.2 per 
cent below the same week in 1937. 

All districts reported increases compared with the corre- 
sponding week in 1938 except the Southwestern, which reported 
a decrease. All districts reported decreases compared with the 
corresponding week in 1937. 


1939 1938 1937 


ee ee 2,302,464 2,256,717 2,714,449 


4 weeks in February ............... 2,297,388 2,155,536 2,763,457 
Week ended March 4 ............... 598,691 552,892 730,329 
Week ended March 11 .............. 591,691 556,730 744,499 
Week ended March 18 .............. 594,568 540,365 754,922 

DEE Or cp ca peisks wk Oem eRe ObIeR 6,384,802 6,062,240 7,707,656 
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Revenue freight loading by districts the week ended March 


18 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 5,741 and 5,966; live 
stock, 1,020 and 974; coal, 25.445 and 18,822; coke, 2,392 and 1,540; 
forest products, 1,232 and 1,535; ore, 576 and 414; merchandise, L. C. L., 
38,097 and 37,633; miscellaneous, 57,764 and 47,612; total, 1939, 132,267; 
1938, 114,496; 1937, 174,398. 

Allegheny district: Grain and grain products, 3,725 and 3,366; live 
stock, 808 and 827; coal, 29,579 and 23,576; coke, 2,677 and 1,936; forest 
products, 719 and 707; ore, 1,507 and 2,148; merchandise, L. C. L., 
26,436 and 25,111; miscellaneous, 52,353 and 42,743; total, 1939, 117,804; 
1938, 100,414; 1937, 160,674. 

Pocahontas district: Grain and grain products, 298 and 232; live 
stock, 118 and 58; coal, 29,115 and 23,772; coke, 484 and 255; forest 
products, 497 and 390; ore, 202 and 185; merchandise, L. C. L., 5,612 
and 5,435; miscellaneous, 5,687 and 4,904; total, 1939, 42,013; 1938, 
35,231; 1937, 57,317. 

Southern district: Grain and grain products, 2,366 and 2,426; live 
stock, 1,030 and 887; coal, 14,803 and 9,891; coke, 373 and 308; forest 
products, 9,981 and 8,319; ore, 939 and 533; merchandise, L. C. L., 
28,087 and 27,517; miscellaneous, 39,441 and 39,642; total, 1939, 97,020; 
1938, 89,523; 1937, 118,282. 

Northwestern district: Grain and grain products, 6,570 and 6,371; 
live stock, 2,261 and 2,431; coal, 5,980 and 3,989; coke, 1,164 and 494; 
forest products, 5,179 and 7,623; ore, 299 and 352; merchandise, L. C. L., 
18,532 and 18,758; miscellaneous, 25,871 and 24,457; total, 1939, 65,856; 
1938, 64,475; 1937, 81,597. 


Central Western district: Grain and grain products, 8,007 and 8,196; 
live stock, 4,920 and 5,118; coal, 8,413 and 5,695; coke, 130 and 170; 
forest products, 5,061 and 4,389; ore, 5,211 and 3,971; merchandise, 
L. C. L., 24,520 and 24,813; miscellaneous, 38,333 and 37,445; total, 1939, 
94,595; 1938, 89,797; 1937, 106,216. 


Southwestern district: Grain and grain products, 3,277 and 3,895; 
live stock, 1,062 and 1,229; coal, 3,029 and 1,773; coke, 94 and 60; 
forest products, 3,461 and 3,480; ore, 198 and 292; merchandise, L. C. L., 


11,041 and 11,554; miscellaneous, 22,851 and 24,146; total, 1939, 45,013; 
1938, 46,429; 1937, 56,438. 





POOLING OF EARNINGS 


Alleging that the institution of a new division of express 
transportation earnings by the Railway Express Agency, Inc., 
et al. “is unlawful under section 5(1) of the interstate commerce 
act, in that such division has not received the ‘specific approval’ 
of the Commission,” the Brotherhood of Railway and Steam- 
ship Clerks, Freight Handlers, Express and Station Employes, 
by George M. Harrison, president, in a complaint, No. 28221, 
has asked that the railroads and the express company be re- 
quired to put into effect a method approved by the Commission 
as just and reasonable. 

On December 18, 1928, according to the complaint, a joint 
application was filed with the Commission by agents represent- 
ing eighty-four participating railroads and the Railway Express 
Agency, Inc., for an order approving and authorizing the form 
of a proposed operating agreement providing, among other 
things, for a pooling of express transportation earnings and 
the division thereof between railroads and other carriers over 
whose lines the Railway Express Agency, Inc., should conduct 
operations. It said that the Commission under section 5(1) of 
the interstate commerce act approved and authorized such pro- 
posed pooling of revenues and division of earnings “in accord- 
ance with the terms of article V of the proposed operating 
agreement.” It said that the express company no longer com- 
puted the actual amount due individual railroads, as provided 
in article V, but now apportioned aggregate earnings on the 
basis of a fixed percentage arrived at by a monthly average in 
a test period from June, 1937, through May, 1938. 

The new division of earnings, the complaint alleged, had re- 
sulted in undue hardships to several hundred employes of the 
express company. No provision whatever, it said, had been 
made by that company to avoid or alleviate such hardships. 


Revenue Freight Car Loading—Week Ended Saturday, March 18 


Grain and Live 
grain prod. stock Coal 
{ 1939 29,984 11,219 116,364 
en ED goo Sun's sa wea eee 1938 30,452 11,524 87,518 
1937 29,079 11,768 172,391 
Preceding week March 11........ 1939 31,211 10,175 118,314 
Per cent increase over ............ 1938 33.0 
Per cent decrease under ......... 1938 15 2.6 
Per cent increase over ........... 1937 3.1 
Per cent decrease under ......... 1937 4.7 32.5 
1939 337,975 125,933 1,408,247 
Cumulative 11 weeks to Mar. is | 1938 371,320 136,616 1,238,554 
| 1937 320,768 135,999 1,751,621 
Per cent increase over ............ 1938 13.7 
Per cent decrease under ......... 1938 9.0 7.8 
Per cent increase over ........... 1937 5.4 
Per cent decrease under ......... 1937 7.4 19.6 


Per cent to 15 year average, 77.7, 


Forest Mdse. 

Coke products Ore L.C. L. Miscellaneous Total 
7,314 26,130 8,932 152,325 242,300 594,568 
4,763 26,443 7,895 150,821 220,949 540,365 

12,014 37,285 10,941 171,430 310,014 754,922 
6,966 25,927 7,559 152,422 239,117 591,691 

53.6 13.1 1.0 9.7 10.0 

1.2 

39.1 29.9 18.4 11.1 21.8 21.2 

81,613 278,775 93,224 1,595,709 2,463,326 6,384,802 

64,789 288,378 80,340 1,600, x61 2,281,382 6,062,240 

131,554 374,058 115,747 1,785,035 3,092,874 7,707,656 

26.0 16.0 8.0 5.3 
3.3 3 

38.0 25.5 19.5 10.6 20.4 17.2 
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Decisions of Interstate Commerce Commission 





TRANSIT AT RATE BREAK POINTS 


DHERING to its determination that rates on grain and 
4 4 products in the western district and for export shall be made 
on the rate break principle the Commission in reargument in 
No. 27580, Atkinson Milling Co. et al. vs. Alton et al., and 
cases joined with it, has again refused the request of grain 
interests at rate break points to permit transit at those points. 
The reargument was made not only on the Atkinson complaint 
but also on No. 17000, part 7, the big grain case. The cases 
joined with No. 27580, were No. 27628, Board of Trade of 
Kansas City, Mo., vs. Alton et al.; a sub-number, Omaha Grain 
Exchage et al. vs. Same; and I. and S. No. 4558, wheat and 
products via Twin Cities to east. 

The determination on reargument has the effect of leav- 
ing only one exception to the rate break principle. That is 
the allowance of transit at Minneapolis on the proportional 
rate between Duluth and Chicago. That transit privilege at 
Minneapolis has been extended so as to cover coarse grains as 
well as wheat and flour. 

On that reargument the Commission affirmed previous 
findings denying requests with respect to issues of undue prej- 
udice of rate break markets along the Missouri River on indi- 
rect routes because of lack of transit on rates less than the 
rate break combinations over those routes. 

Minneapolis received the concession as before indicated by 
reason of the Commission finding that its prior findings should 
be modified so as to permit, on coarse grains from Duluth to 
Chicago and related gateways, the same transit privileges as 
were afforded on wheat. 

The Commission, however, affirmed the findings of July 12, 
1938, requiring discontinuance of transit at Minneapolis on a 
proportional rate from the Missouri River markets to Chicago 
and related gateways lower than that prescribed in the grain 
case. In I. and S. 4558, the Commission vacated its order 
suspending the expiration date of tariffs discontinuing transit 
at Minneapolis. The transit therefore must be discontinued. 

Commissioner Meyer, dissenting in part, said he agreed 
with the finding that coarse grains were entitled to the same 
services and rates as wheat moving on the proportional rate 
from Duluth with transit at Minneapolis. He dissented from 
the other findings for the reasons stated, said he, in his dissent 
in Grain Case Modifications, 229 I. C. C. 17. 

Dissenting in part, Commissioner Aitchison said he con- 
curred in the separate expression of Commissioner Meyer which 
reiterated the substance of his dissent in the grain case, supra. 
However, said he, he was of the opinion that complainants in 
this proceeding had established that the present adjustment 
was unduly prejudicial to them. 


In affirming the previous finding, that dealers and millers 
at the Missouri River markets and Minneapolis, rate break 
points, were not unduly prejudiced by the denial of transit on 
the inter-market proportional rates, both the report now 
adopted and the previous report, said Commissioner Aitchison, 
unduly emphasized the form of rate construction and the 
character of certain incidents of the transit involved; that is, 
whether under overhead rates or on inbound and outbound 
proportionals. 


“The result is,” says the dissent, “that the substance of 
the material disparity which exists is subordinated to and is 
excused by tariff nomenclature. The present adjustment denies 
transit at these rate break markets on indirect routes, while 
the adjustment permits transit, and the privilege is accorded, 
at adjacent and competing points on either side on the same or 
more circuitous routes. This appears to be a violation of 
section 3(1) of the act, regardless of the method of computing 
the rates or the form which the transit may assume. No 
justification is suggested for this difference in treatment, other 
than the mere manner of rate construction and tariff publica- 
tion, which I can not bring myself to believe constitute a 
dissimilarity in transportation circumstances and conditions.” 

Chairman Caskie joined in that expression. 

Commissioner Mahaffie in his report said the argument on 
behalf of the complainants in No. 27580 was along much the 
same lines of that previously submitted. He said the points 
now made in argument for modification of the prior require- 
ment were similar to and in many respects the same as those 
previously emphasized in oral argument. Rate illustrations, 


he said, were presented somewhat different from those pre- 
viously submitted, but to the same general effect. However, 
said he, as shown by counsel for the Wichita Board of Trade, 
to grant the requests for transit under proportional rates from 
the rate break markets would be to reestablish the so-called 
dual system of rates. That system, he added, had been con- 
demned in these proceedings on five different occasions. It 
would give the rate break markets, Kansas City and Omaha, 
observed he, the privilege of using a 9.5 cent transit balance 
to defeat the present 16-cent proportional rate to Chicago as 
well as to destroy the present relation required in rates from 
origins in the western district. 


CHALK WHITING RATES 


A revision of interstate rates on chalk whiting from Cam- 
den, N. J., to destinations in official territory and intrastate 
rates in New Jersey on that commodity is to be made by the 
railroads on or before June 15 under findings and order made 
by the Commission in No. 27921, Southwark Manufacturing 
Co. vs. Pennsylvania-Reading Seashore Lines et al. Attached 
to the title complaint are 16 sub-numbers in which consignees 
of whiting from the title complaint are complainants asking 
action similar to that requested in the title complaint. The 
report also covers No. 27612, intrastate rates on whiting in 
New Jersey on further hearing, and No 25220, American Lime 
& Stone Co. vs. Pennsylvania, together with the proceedings 
listed in the margin of the first page of the original report, 
201 I. C. C. 467. 

The title complaint alleges that the rates on chalk, de- 
scribed as a form or type of limestone, from Camden to des- 
tinations in official and southern territories are unreasonable, 
unduly prejudicial to the complainant and unduly preferential 
of its competitors shipping ground limestone in the same terri- 
tory. Violation of section 4 was also alleged. The report was 
written by Commissioner Mahaffie. 

In the title complaint the Commission found that the rates 
on chalk whiting had not been shown to be unreasonable in 
the past but that they were and for the future would be un- 
reasonable to the extent they might exceed 20 per cent of the 
present first class rates from and to the same points, min- 
imum 60,000 pounds. The Commission further found. that any 
undue prejudice which might have existed would be removed 
by the rates prescribed herein and that no violation of section 
4 had been shown. Reparation, the report said, would be de- 
nied. A further finding was that the rates on chalk whiting 
from Camden to destinations in southern territory had not 
been shown to be unreasonable or otherwise unlawful. 

On further hearing in No. 25220 and related cases, the 
Commission modified its findings in the former report with 
respect to ground or pulverized limestone to the extent that 
they conflicted with the following findings: That on limestone 
whiting or whiting substitute, viz., limestone, ground or pul- 
verized to fineness such that 98 per cent would pass through a 
screen of 200 meshes to the inch, maximum reasonable rates 
for the future would be 20 per cent of the present first class 
rates, minimum 60,000 pounds. 

In No. 27612, intrastate rates on whiting in New Jersey, on 
further hearing, the’ Commission made a thirteenth section 
finding about the transportation circumstances and conditions 
on intrastate traffic in New Jersey being no different from 
transportation of interstate traffic, and then further found that 
the rates on chalk whiting maintained by the railroads on 
intrastate traffic between points in New Jersey caused unrea- 
sonable advantage, preference and prejudice between persons 
and places and unjust discrimination against interstate com- 
merce. It found that the unlawfulness would be removed by 
the railroads publishing rates not less than those prescribed 
for application to destinations in official territory the same as 
those prescribed in No. 27921. 


Findings with regard to the intrastate rates, the report 
said, were without prejudice to the right of the authorities 
of New Jersey or any other interested party to apply for a 
modification thereof as to any specific intrastate rate on the 
ground that it was not related to interstate rates in such way 
as to contravene the provisions of the interstate commerce act. 
The Commission said that to the rates prescribed or approved 
might be added increases authorized in the fifteen per cent 
vase, 1937-1938. In No. 27612, the Commission said, it would 
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not enter an order for 30 days so as to give the New Jersey 
commission an opportunity to reconsider the position it took 
with respect to intrastate rates on chalk whiting. 


LINCOLN TUNNEL BUS OPERATIONS 


Finding that the proposed service by groups of bus com- 
panies through the Lincoln Tunnel between Manhattan, N. Y., 
and Weehawken, N. J., constituted a new service for which 
public convenience and necessity had to be proved before a 
certificate might be issued authorizing such operations, the Com- 
mission, by division 5, in MC 668, Inter City Transportation 
Co., Inc., common carrier application, and cases joined with it, 
has granted certificates to nine combinations of such companies. 

Against the opposition railroads in trunk line and trans- 
continental territories, it has also authorized the applicants to 
conduct special or chartered party operations from the terri- 
tory served by their respective regular interstate routes to 
place within the United States. The certificates designate city 
streets on operations in New Jersey but the record is held open 
on the question as to the need of imposing restrictions on routes 
in Hudson County, N. J. 

The certificates were granted jointly to bus company groups 
rather than singly to the companies in the various combinations. 
Authority to operate in Hudson County over the routes as ap- 
proved in this report has been granted subject to such restric- 
tions as may hereafter be imposed if need therefor is shown 
in subsequent proceedings. The Commission said all applicants 
were established operators and had demonstrated that they 
were fit, willing and able properly to perform the services 
authorized in this case. The operations authorized are between 
points in Bergen, Hudson and Passaic counties, N. J., on the 
one hand, and Manhattan, N. Y., on the other. 

Applicants, in general, said the Commission, opposed the 
applications of those with whom they were not affiliated, and 
certain other motor carriers opposed certain applications. 


ICE CREAM CONE RATING 


In I. and S. No. M-379, dishes or ice cream cones, classi- 
fication rating, the Commission, by division 5, has found not 
justified a proposal to increase present less-than-truckload and 
volume ratings on ice cream cones or dishes to double first 
class any-quantity and to eliminate present ratings on bakery 
goods, N. O. I., and dishes, or ice cream cones, edible, in mixed 
volume shipments. The schedules were filed by motor carriers 
parties to National Motor Freight Classification, Jackson’s MF 
I. C. C. No. 5. On protest of the Illinois Baking Corporation, 
Milko Cone & Baking Co., Inc., and Northwest Cone Co., Inc., 
the schedules were suspended. The Central States Motor 
Freight Bureau, Inc., intervened and offered evidence in sup- 
port of the proposed schedules, said the report. 

The finding of nonjustification is without prejudice to a 
conclusion that the respondents had established that a rating 
of 1% times first class would be a reasonable maximum rat- 
ing. The report said respondents would be expected to file new 
schedules which provided a rating of not to exceed 1% times 
first class, any-quantity, on dishes or ice cream cones, edible, 
N. O. I. The report said that as the charges in central territory 
to be assessed on such schedules would be somewhat lower 
than those in effect and prescribed in Ex Parte MC 21, Motor 
Carrier Rates in Central Territory, 8 M. C. C. 233, respondents, 
at the time of filing the new schedules, should file also a peti- 
tion requesting that the Commission’s order in that case be 
modified. 


EXPERIMENTAL TANK CARS 


The Commission, in a supplemental report written by 
Commissioner McManamy, in No. 3666, regulations for trans- 
portation of explosives and other dangerous articles, has 
authorized the Union Tank Car Co. to construct 100 tank cars 
for experimental service in the transportation of petroleum 
products fabricated by fusion welding. In prior reports the 
Commission authorized the construction of 607 tank cars 
equipped with tanks fabricated by fusion welding. 


COMMISSION REPORTS 


Iron and Steel 


No. 27806, Summers Hardware & Supply Co. et al. vs. 
B. & O. et al. By the Commission. Rates, iron and steel 
articles, carloads, Pittsburgh, Pa., to Kingsport and Johnson 
City, Tenn., unreasonable but not unduly prejudicial as alleged, 
to the extent it exceeds or may exceed 39 cents, subject to the 
general commodity rate increases of 1937 or the general per- 
centage increase of March 8, 1938. New rate is to be established 
not later than June 22. The complaint, filed July 9, 1937, 
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alleged that the rates were unreasonable, unduly prejudicial 
and unduly preferential of competitors at Bristol, Va.-Tenn. 


Bituminous Asphalt Rock 


Fourth section application No. 17478, bituminous asphalt 
rock to Salem, Ill. By division 2. By fourth section order 
No. 13362, Chicago & Eastern Illinois, Missouri Pacific and St. 
Louis-San Francisco authorized to establish and maintain on 
bituminous asphalt rock from Iantha, Lamar and Liberal, Mo., 
and Pleasanton, Kan., to Salem, IIll., rates the same as con- 
currently maintained over direct lines or routes from and to 
the same points, but not lower than $3.63 a net ton, without 
observing the long-and-short-haul part of section 4. The relief 
is subject to the 50 per cent circuity limitation, and shall not 
include intermediate points as to which the haul of the peti- 
tioning lines or routes is not longer than that of the direct 
lines or routes from and to the competitive points. Relief was 
temporarily authorized by fourth section order No. 13236. 


Coal and Coal Briquettes 


Fourth section application No. 17391, coal to Toledo Docks 
and Sandusky Docks, O. By division 2. Norfolk & Western, 
and others, authorized by fourth section order No. 13361 to 
establish and maintain over their circuitous routes on coal and 
coal briquettes, carloads, from Elkhorn City, Ky., and points 
in Virginia in the Clincho group to Toledo Docks and Sandusky 
Docks, O., for transhipment by vessel, rates the same as those 
contemporaneously in effect on like traffic over the direct 
routes from the same origins to Toledo Docks, but not lower 
than the present rates over the direct routes from the same 
origins to Toledo Docks, without observing the long-and-short- 
haul part of section 4. It is provided that the rates from higher 
rated intermediate points shall not be increased except as may 
be authorized by the Commission, and shall in no instance ex- 
ceed the lowest combination of rates. Relief was temporarily 
authorized by fourth section order No. 13169. The present rate 
is $1.81. The relief sought was to enable applicants to meet 
the competition of the direct routes to Toledo Docks and to 
place Sandusky Docks, as a port of transhipment for lake-cargo 
coal, on a rate parity with Toledo Docks, without reducing 
the present rates from higher-rated intermediate points on 
their lines. 


Walnut Logs 


Fourth section application No. 17375, walnut logs to St. 
Louis, Mo. By division 2. Chicago & Rock Island, by fourth 
section order No. 13360, authorized to establish and maintain 
over its interstate route through Kansas City, Kan., on walnut 
logs, minimum 34,000 pounds, subject to Rule 34 of the western 
classification, from Polo, Elmira, Lawson, Excelsior Springs, 
Moseby, Liberty and Birmingham, Mo., to St. Louis, Mo., rates 
the same as those contemporaneously in effect on like traffic 
over the direct intrastate route, as described in the application, 
between the same points, but not lower than 19 cents, without 
observing the long-and-short-haul-part of section 4. It is pro- 
vided that the relief granted shall not include intermediate 
points as to which the haul of the petitioning line is not longer 
than that of the direct route between the competitive points. 


a relief was authorized by fourth section order No. 
13199. 


COMMISSION MOTOR REPORTS 


In MC 4409, Sub. No. 1, R. & H. Corporation, extension 
of operations, the Commission, by division 5, has authorized 
operation as a contract carrier of glass milk bottles, glass 
jars, and paper bottle caps from Clarion, Pa., to points in 
Delaware and New Jersey; and empty crates, cullet, and re- 
fused or rejected glass milk bottles, glass jars, and paper bottle 
caps from points in those states to Clarion, over irregular 
routes. 

In MC 7450, Abram Jerome Novick, common carrier ap- 
plication, embracing also MC 7450, Sub. No. 1, Abram Jerome 
Novick, Waynesboro-Pennsylvania extension, and MC 7450, 
Sub. No. 2, Same, Virginia extension, the Commission, by 
division 5, has authorized continuance of operations as a com- 
mon carrier of general commodities, with exceptions, between 
certain points in Delaware, District of Columbia, Maryland, 
New Jersey, New York, Pennsylvania, Virginia, and West Vir- 
ginia, over regular routes; rayon yarn from Waynesboro, Va., 
to destinations in Pennsylvania, and bobbins, spools, and ma- 
chine parts from those destinations to Waynesboro, over regu- 
lar routes; and mail order catalogs from Winchester, Va., to 
various points in Virginia, over irregular routes. 

In MC 9859, Kane Transfer Co., common carrier applica- 
tion, embracing also MC 67583, Same, contract carrier appli- 
cation, the Commission, by division 5, has authorized continu- 
ance of operation as a common carrier of household goods and 
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office equipment, over irregular routes, between points in defined 
areas in Maryland, Virginia, and the District of Columbia, and 
general commodities, with exceptions, over a specified route 
between Baltimore, Md., and Alexandria, Va., and over irregu- 
lar routes between Washington, D. C., and Baltimore, on the 
one hand, and points within defined areas in Maryland and 
Virginia, on the other. The Commission has also authorized 
continuance of operations as a contract carrier of specified 
commodities over the same route and in the same territory. 


CITRUS FRUIT FROM FLORIDA 


“The question here is as to whether the United States gov- 
ernment, having the power to establish minimum rates, is go- 
ing to allow these carriers to commit suicide by cutting their 
rates,” said Wilbur LaRoe, Jr., in connection with a joint hear- 
ing, March 20, by the Commission and the Maritime Commission 
in No. 28181, citrus fruit from Florida and fourth section appli- 
cation No. 16028, of the same title and Maritime Commiss‘on 
No. 510, of like title. Examiner Archer presided for the rail 
rate regulating body and Examiner Furniss for the water rate 
body. Mr. LaRoe was attorney in that hearing for the Mer- 
chants & Miners Transportation Co. That water line has asked 
for the reopening of the fourth section order under which the 
rail lines have authority to meet water line rates without ob- 
serving the long and short haul part of the fourth section, and, 
in substance, reversal of the position taken in the matter of 
citrus fruit rates, by the Commission. 

A difference or differential of ten cents a hundred pounds 
under the all-rail rates is desired by the water lines, with the 
imposition of a minimum rate order, if necessary, to prevent 
cutting below a reasonable level. At present the boat lines have 
a difference of five cents under the all-rail rates, as a result 
of see-saw operations between the railroads and the boat lines 
in rate matters since the fall of 1938. 

The proceedings initiated by the two commissions, Nos. 
510 and 28181, are inquiries into the rates and practices of 
the carriers with respect to citrus fruit from Florida to Balti- 
more with a view to the prescription of minimum rates, if that 
seems desirable. The rates to Baltimore alone are covered by 
the proceeding, but whatever rates are made to that city, it 
is taken for granted, will control the rates to other north 
Atlantic ports. 

A minute description of rates and service given citrus fruit 
was put into the record by James B. Sweeny, vice-president and 
general manager of the Merchants & Miners line. His testi- 
mony, showing that the boat lines were the pioneer handlers 
of citrus traffic, was that after the introduction of refrigerator 
cars and the establishment of reconsignment and diversion at 
Potomac Yards, Va., the railroads had taken a large percentage 
of the traffic. Use of refrigerator ships and trucks to bring the 
fruit to the ports, he indicated, resulted in the return of traffic 
to the boat lines. Reductions in all-rail rates, he said, again 
brought traffic to the rail lines. The last reduction by the boat 
lines under the rail rates, he said, had resulted in restoration 
of tonnage to the water line for which he was speaking. 

Conditions in Florida, with short hauls of the fruit from 
the points of production to the ports, he said, made the truck 
the natural ally of the ship lines. But he said the water lines, 
although the transportation was lower in cost, were at a dis- 
advantage in speed, the railroads now promising third morning 
delivery at points as far north as New York and fourth morn- 
ing delivery at New England points. In addition to that he 
said the rail carriers had broadened the field for the distribu- 
tion of citrus fruit over the rail routes by extending the privi- 
lege of reconsignment to points beyond the Buffalo-Pittsburgh 
line as far west as St. Louis. Prior to that extension, he 
said, when a carload of fruit got to Buffalo on reconsignment 
or diversion it had no other place to go. Now, he said, it 
could be sent to Cleveland, Detroit, Chicago and intermediate 
points. 


According to Edward B. Wright, vice-president of the Bull 
Steamship Line,‘ that company no longer is a serious factor in 
the carriage of citrus fruit from Fort Pierce, Fla., to Balti- 
more. What fruit it did move went to New York and then back 
to Baltimore, said he. The line, he added, pioneered the de- 
velopment of citrus trade out of Fort Pierce and carried a sub- 
stantial tonnage to Baltimore. Since grant of fourth section 
relief, he said, the movement by water had been reduced to 
such an extent the Bull Line had sold the ships it formerly 
ran to Baltimore. He suggested that if present conditions were 
allowed to continue the Merchants & Miners might find itself 
in the position the Bull Line had found itself. When it began 
operating out of Fort Pierce Mr. Wright said the Bull Line 
had the benefit of a substantial differential, as compared with 
the railroads. When the rates were equalized, said he, the 
only thing left for the Bull Line to do was to dispose of the 
ships it could no longer operate profitably. The Bull Line, 
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said Mr. Wright, did not attempt to meet the rates of the Mer- 
chants & Miners, but would like to get back into the business 
after a change in the set-up of rates. His view was that Mr. 
Sweeney’s statement covered the ground for the maritime 
interests. 

As a closing of the case for the marine side Mr. Laroe of- 
fered in evidence the report made by the Maritime Commission 
to Congress on the state of the intercoastal and coastwise ship- 
ping industry (see Traffic World March 18, p. 613) as an ex- 
hibit. There was objection by the railroads to its acceptance, 
but Examiner Furniss, for the Maritime Commission, allowed 
it to be made a part of the record of that body. Frank W. 
Gwathmey, counsel for the railroads, asked for a ruling by 
Examiner Acher. The latter also accepted the document. 

Defense of the fourth section relief under which the rail- 
roads operate in the citrus trade was presented by R. J. Doss, 
freight traffic manager of the Atlantic Coast Line. He pre- 
sented detailed facts about the rail rates from 1928 onward, to- 
gether with figures showing that the railroads had regained 
traffic when they reduced rates and had fourth section relief. 
According to his testimony the inroads of trucks were render- 
ing useless rail mileage that had been built to serve produc- 
tion points. Mr. Laroe wanted to know whether it was the 
railroad idea that railroads alone were entitled to carry the 
traffic. Mr. Gwathmey asked whether “this is cross examina- 
tion” because the question was asked while Mr. Doss was en- 
gaged in giving direct testimony. Mr. Laroe did not insist on 
an answer. 

On cross examination, Mr. Doss said the railroads believed 
they should have a parity of rates with the truck-water routes 
and “let the best man win.” He contended that although costs 
had increased, the present reduced rates on citrus fruit were 
reasonably compensatory. The fourth section relief which the 
railroads now had, he said, was subject to the condition that 
the rates should be no lower than rates which would yield 12 
cents a car-mile. He assented to a proposition stated by Ex- 
aminer Furniss that the railroads in competing with the truck- 
water routes would probably go down to the earning limit fixed 
by the Commission if necessary to obtain traffic. 

Additional witnesses for the railroads were L. R. King, 
assistant freight traffic manager of the Seaboard Air Line, and 
D. B. Green, general freight agent of the Florida East Coast. 


In closing the hearing, Examiner Archer told the parties 


they might file joint briefs with both commissions not later 
than May 1. 


COMMISSION ORDERS 

No. 28167, Traffic Bureau, Lynchburg Chamber of Commerce for 
Lynchburg Iron & Metal Co. vs. A. & R. et al. Southern Converting 
Co. permitted to intervene. 

MC 48654, John P. Fleming, dba Fleming Driveaway Service. 
Petition filed by rail carrier protestants for reargument and recon- 
sideration, denied. 

MC 49252, Sub. No. 1, George M. Willauer, extension of operations. 
Applicant’s petition for further hearing, denied. 

MC 52018, B. F. Price, common carrier application. Matter re- 
opened for further hearing at time and place to be hereafter fixed by 
Commission. 

MC 61525, Sub. No. 1, South Texas Coaches, Inc., extension of 
operations. Petition for reconsidered filed by Southwestern Greyhound 
Lines, denied. 

MC 61916, Sub. No. 3, Crescent Stages, Inc. Joint board No. 157 
having been and being unable to agree on matter, and more than 
45 days having elapsed since matter was duly submitted to and heard 
by it, authority to recommend an appropriate order and make a report 
in this matter, conferred on the joint board, terminated as of March 
7. Matter referred to Examiner Richard Yardley for such further 
action and proceedings as may be appropriate and proper in premises. 

MC 84420, Ignacio Rivas Venero and Henry Wear, dba Rivas Trans- 
fer, common carrier application. Matter reopened for further hearing 
at time and place to be hereafter fixed by Commission. 

MC 86184, Anton Granquist, common carrier application. Matter 
reopened for further hearing at time and place to be hereafter fixed 
by Commission. Applicant’s petition for rehearing denied in view 


of order of division 5, of even date, reopening matter for further 
hearing. 


MC 88831, William Henry Hute, contract carrier application. Matter 
reopened for further hearing at time and place to be hereafter fixed 
by Commission. 

MC 89564, Frank William Goen, common carrier application. Mat- 
ter reopened for further hearing at time and place to be hereafter 
fixed by Commission. 

MC 92983, Eldon Miller, contract carrier application. Petition for 
formal hearing which was filed on behalf of Brady Transfer & Stor- 
age Co., denied. 

MC-F 653, C. C. Carey et al., control, Paul L. Butler, Inc. Ap- 
plication dismissed. 

No. 27197, Stanolind Pipe Line Co. vs. Alton et al. Petition of 
complainant for rehearing, reconsideration or reargument, denied. 

No. 27658, L. Hirshberg & Co., Inc., et al. vs. B. & O. et al. Peti- 


tion of complainants for reopening, reargument and reconsideration by 
entire Commission, denied. 
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No. 27844, Arthur R. Mitchell vs. C. R. I. & P. et al. Petition of 
complainant for rehearing and reargument, denied. 

No. 27935, J. W. Mortell Co. vs. C. C. C. & St. L. et al. Petition 
of complainant for reconsideration and further hearing, denied. 

1. & S. No. 4417, malt liquors, New England to Texas ports. Peti- 
tion of New Orleans Joint Traffic Bureau for reopening, reconsidera- 
tion, and/or reargument by entire Commission, denied. 

1. & S. No. 4514, limerock from Sugar Factory, Utah, to Idaho. 
Petition of Utah Idaho Central, protestant, for reopening, rehearing, 
reargument and reconsideration, concurred in by the Town of Provi- 
dence, Ida.,. denied. 

1. & S. No. 4601, commodities between St. Louis district and Mis- 
souri. Petition for vacation of order of suspension filed by St. Louis 
Southwestern, denied. 

MC 88366, Victor Van Alstine, dba Van Alstine Transfer. Applica- 
tion dismissed on request of applicant. 

MC 93983, Grady Hill Johnson, common carrier application. Matter 
reopened for further hearing at time and place to be hereafter fixed 
by Commission. Applicant’s petition for rehearing, denied in view 
of the order of division 5, of even date, reopening matter for further 
hearing. 

Finance No. 11559, Old Colony et al. trustees abandonment. Effec- 
tive date of certificate issued January 24, extended to May 25. 

No. 27978, Harry Manaster & Brother vs. P. R. R. Petition of com- 
plainant for reargument and reconsideration before entire Commission 
and modification of order, denied. 

MC 38809, Sub. No. 1, James Mancuso, common carrier extension, 
Buffalo. Recommended order stayed. Matter reopened for formal 
hearing at time and place to be hereafter fixed. 

MC 88523, Brewer Petroleum Service, Inc. Application dismissed 
on request of applicant. 

MC 88884, Norman D. Herr, common carrier application. Matter 
reopened for further hearing at time and place to be hereafter fixed by 
Commission. 

No. 27559, Morehead Cotton Mills Co. vs. C. & O. et al. Order 
entered January 28, which was by its terms made effective May 6, 
modified to become effective June 5, on not less than 30 days’ notice 
instead of May 6. 

No. 28204, State of New Jersey vs. B. & O. et al. Merchants’ As- 
sociation of New York permitted to intervene. 

No. 14435, Public Service Commission of Indiana vs. B. & O. et al. 
Order entered herein May 27, 1924, as subsequently modified, further 
modified so as to except therefrom rates to Chicago, Ill., on fruits 
and vegetables, carloads, from Bunker Hill and Graham, Ind., and 
Carmi, Irving, Lilly, Mt. Carmel and Stonefort, Ill. 

MC 14133, Consolidated Van & Storage Companies, Inc., common 
carrier application. Applicant’s petition for oral argument, denied. 

MC 15896, O. K. Transfer & Storage Co., common carrier applica- 
tion. Applicant’s petition for oral argument, denied. 

MC 29698, Sub. No. 2, Lester Fellows Co., extension of operations. 
Petitions for oral argument filed by applicant and by intervener, 
United States Pipe & Foundry Co., denied. 

MC 88746, Fugate & Girton Driveaway Co., Inc., extension of op- 
erations. Applicant’s petition for oral argument, denied. 

MC 88969, P. Harvey Rucker, common carrier application. Ap- 
plicant’s petition for oral argument, denied. 

MC 89360, Rudolph Schmidt, common carrier application. Appli- 
cant’s petition to reopen matter, denied. 

MC-F 821, K. & L. Transportation Co., purchase, L. C. Chastain. 
Petition requesting approval, under section 210a(b),. of temporary 
operation by K. & L. Transportation Co. of properties of L. C. Chas- 
tain, denied. 

Finance No. 11915, Erie reorganization. C. L. Amos, Fred F. Spel- 
lissy, A. C. Kizis, William L. Jones, constituted and acting as bond- 
holders protective committee for general mortgage convertible 4 per 
cent bonds, Series A, B and D, due April 1, 1953, issued by Erie, per- 
mitted to intervene. 


PETITIONS FOR REHEARING, ETC. 


MC-F 763, application of Pacific Motor Trucking Co. to acquire 
control of Pacific Truck Express by purchase of its capital stock. 
Silver Wheel Motor Freight, Tillamook-Portland Auto Freight, and 
Consolidated Freight Lines, Inc., protestants, ask reopening for further 
hearing and consideration, that matter be referred to a joint board, 
and that a reasonable and appropriate time be allowed both applicant 
and protestants in which to develop the facts necessary for a proper 
determination of the issues herein involved. 

Ex Parte MC 22, motor carrier rates in New England. New England 
Motor Rate Conference asks modification of order of August 3, 1938, 
and supplemental orders, to extent necessary to permit establishment 
of rates and charges in connection with packing house products, viz.: 
Advertising matter; butter; canned goods, edible; eggs; lard; lard 
compounds or substitutes, in solid form; meats, fresh or frozen; meats, 
canned, with or without cereal and/or vegetable ingredients; meats, 
cooked, cured, preserved, loose or in packages; oil, cooking or edible; 
poultry, dressed; sandwich spread; shortening; vegetables, canned, 
with or without meat ingredients, in barrels or boxes. 

1. & S. No. 4602, all freight between St. Louis and Kansas City. 
L. E. Kipp, on behalf of Alton; Chicago, Rock Island & Pacific, and 
others, operating from St. Louis to Kansas City, asks Commission 
to vacate its order herein and permit reduced rate of 39 cents a 100 
pounds on all freight from St. Louis to Kansas City, under suspension 
in this docket, to become effective on one day’s notice. 

No. 28051, increases in Mississippi freight rates and charges. Gulf, 
Mobile & Northern, respondent, asks modification and amendment of 
order entered November 8, 1938, so as to permit the establishment 
and maintenance for a period ending December 31, 1939, for the in- 
trastate transportation of gravel, clay gravel, sand gravel and sand, 
in carloads, of a rate of $12 a car from Richton, Miss., to Tuckers, 
Ovett, Rhodes, Hintonville and Kittrell, Miss. 
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Finance No. 11040, St. Louis Southwestern reorganization. Walter 
E. Meyer asks that Southern Pacific and St. Louis Southwestern be 
required to answer amended and supplemental petition for investiga- 
tion filed by petitioner; that Commission reconsider its order dated 
March 7, denying request that Southern Pacific be required to furnish 
data as to carload traffic interchanged by Southern Pacific with con- 
nections asked for in petitioner’s letter of March 3 to Commissioner 
Aitchison, and order Southern Pacific to produce data requested or 
such part of said data as may seem reasonable to Commission; that 
if Commission should decide not to grant prayer requiring Southern 
Pacific to furnish such data, or any part thereof, petitioner then asks 
that Commission cancel hearings assigned for April 12, at Washington, 
D. C., and reassign the case for hearing in Houston, Tex. 

MC-F 806, M. R. and M. S. Webster, purchase, J. B. Riley. M. 
R. and M. S. Webster, dba Webster Motor Lines, ask temporary au- 
thority to operate motor carrier operating rights sought to be acquired 
in MC-F 806. 

No. 27870, Lightsey Bros. vs. S. A. L. et al. Defendants ask that 
Commission reopen this case, reconsider its order therein and modify 
said order to provide that reparation be awarded to the basis of a 
rate of 34.5 cents a 100 pounds. 

MC-F 604, Howard Moland et al., purchase, Barker Transportation 
Co. M. J. Patrykus, intervener, asks that order of February 13 be 
stayed, that oral argument be granted, that report and order of di- 
vision 5 be set aside and that application be denied. 

MC-F 825, Charlton Bros. Transportation Co., Inc., purchase, J. 
Norman Geipe, Inc. Charlton Bros. Transportation Co., Inc.,-and J. 
Norman Geipe, Inc., ask that Commission grant temporary authority to 
Charlton Bros. Transportation Co., Inc., to operate motor carrier prop- 
erties of J. Norman Geipe, Inc., sought to be acquired, pending final 
disposition of application to acquire by purchase. 

MC C-55, Chicago-Milwaukee Motor Carriers, Inc., vs. Florence 
Meyer, dba Meyer Transport Co. Defendant asks reconsideration. 


FINANCE APPLICATIONS 

MC F-833. Delmar R. Traver, Walter F. Carey and Roy G. Woods, 
Pontiac, Mich., ask authority to acquire control of S. & C. Trans- 
ports Co., Ine., through ownership of stock; to effectuate the control 
and management of S. & C. Transports Co., Inc., in a common interest 
with Motor Car Transports Co., Commercial Carriers, Inc., and United 
Transports, Inc. 

MC F-834. F. W. Strecker and F. W. Strecker, Jr., dba F. W. 
Strecker Transfer Co., St. Louis, Mo., ask authority to purchase the 
operating rights of August H. Bock, dba Bock’s Express, and to lease 
those properties for a period not exceeding 180 days. 

MC F-835. Central Greyhound Lines, Inc., Cleveland, O., asks au- 
thority to assume obligation and liability in respect of $150,000 notes 
secured by first mortgages on lunch and rest stops in territory of 
= and its subsidiary, Central Greyhound Lines, Inc., of New 

ork. 

Finance No. 12350. Western Maryland asks authority to abandon 
its branch extending from Narrows Park to Midland, Md., approxi- 
mately 13.29 miles. 

Finance No. 12351. Pennsylvania, Ohio & Detroit and Pennsylvania, 
lessee, ask authority to abandon that portion of the Walhonding branch 
oe from Loudonville to Brink Haven, O., approximately 17 
miles. 

Finance No. 12352. Mt. Vernon Terminal Railway Co. asks au- 
thority to acquire a line extending from Mt. Vernon to North Mt. 
Vernon, Wash., 1.5 miles; and to operate over a line under a contract 
for joint use extending from North Mt. Vernon to Clear Lake, Wash., 
6 miles. The application said that the industries on the lines needed 
the service. 

Finance No. 12353. Susquehanna River & Western asks authority 
to abandon its line between Duncannon and New Bloomfield, Pa., ap- 
proximately 11.15 miles long. The traffic on the line had diminished 
on account of highway competition, said the carrier, adding that it 
could not operate profitably. 

Finance No. 12354. Indian Creek Valley and Baltimore & Ohio 
ask authority to abandon about 1.3 miles of the Mill Run branch at 
Mill Run Junction, Pa., and its Kregar extension in Westmoreland 
county, Pa., about 3.88 miles. The former branch had lost its traffic 
to the trucking industry, and the latter had not had any traffic for 
a number of years, said the application. 

Finance No. 12355. Collins & Glennville Railroad Co. asks au- 
thority to abandon its line extending from Reidsville, Ga., to Glenn- 
ville, Ga., approximately 16 miles, due to shortage of traffic and 
revenue. 

MC F-836. Byers Transportation Co., Inc., Kansas City, Mo., asks 
authority to purchase property of John D. Latta, and to operate, tem- 
porarily, those properties. 

Finance No. 12356. Bamberger Railroad Co. asks authority to 
acquire the property and assets of the Bamberger Electric Railroad 
Company. 

Finance No. 12357. Bamberger Railroad Co. asks authority to 
issue $750,000 of general mortgage bonds, dated January 1, 1938, and 
45,000 shares of no par common stock to be used in acquiring the assets 
of the Bamberger Electric. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 12269, Pennsylvania Railroad 
Co. abandonment, permitting abandonment by the Pennsylvania Rail- 
road Co. of branch lines and parts of branch lines of railroad in Center, 
Clearfield, Indiana, and Somerset counties, Pa., approved. 

Report and certificate in F. D. No. 12270, Texas Mexican Railway 
Co. abandonment of operation, permitting abandonment of operation 
by the Texas Mexican Railway Co. of a line of railroad owned by 
the a San Diego & Gulf Railway Co. in Duval county, Tex., ap- 
proved. 
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March 25, 1939 


PROPOSED REPORTS 


Iron and Steel Articles 


No. 28091, Mount Vernon Bridge Co. vs. B. & O. et al. 
By Examiner George M. Curtis. Dismissal proposed. Column 
32% rate subject to a minimum charge of fifth class, charged, 
94 carloads of iron and steel articles, Rankin, Bessemer, Hays, 
Munhall, Claiiion, and South Duquesne, Pa., to Mount Vernon, 
O., there fabricated into bridge iron, and forwarded to Sands, 
Mo., shipped in 1935 and 1936, proposed to be found not shown 
to have been unreasonable. Rate of 42 cents plus a 3 cent 
class 32% bridge arbitrary, and reparation were sought. 


Grain 


No. 28110, Northern Milling Co. vs. C. & N. W. et al. By 
Examiner Harold M. Brown. Dismissal proposed. Rates 
charged, grain and grain products, shipped since January 31, 
1934, points in the Dakotas and Minnesota to Minneapolis, 
Minn., reshipped or reconsigned to Wausau, Wis., and in some 
instances transited at Wausau and reshipped to Marion, Wis., 
and other points, proposed to be found to have been applicable. 
The examiner said the evidence went solely to the question 
of applicability and he therefore considered the allegation of 
unreasonableness to have been abandoned. 


Hops 


No. 28054, S. S. Steiner, Inc., vs. Northern Pacific et al. 
By Examiner Harold M. Brown. Dismissal proposed. The 
examiner said that for the reasons stated in S. S. Steiner, Inc., 
vs. Northern Pacific, 229 I. C. C. 143, to the effect that hops 
were not entitled to rates applicable to flowers no finding was 
being made in this report with respect to the allegation of in- 
applicability of the rate charged on hops, carloads, points in 
Oregon, Washington and California to destinations in Wiscon- 
sin and Minnesota. The examiner said the same question raised 
here had been determined in the Steiner case mentioned and 
in Ernecke & Salmstein Co. vs. Northern Pacific 229 I. C. C. 
581 and that a similar finding here would serve no useful 
purpose. 

Live Stock Loading Charges 


No. 28059, Cudahy Packing Co. vs. A. T. & S. F. et al. 
By Examiner Leland F. James. Assessment by the defendants 
of a charge, in addition to the line-haul charges, for unloading 
and reloading, en route, interstate shipments of ordinary live 
stock destined to the private yards adjacent to complainant’s 
plant, in San Diego, Calif., while so unloading and reloading 
such shipments destined to public stockyards elsewhere, with- 
out charge therefor in addition to the line haul charges, pro- 
posed to be found unduly prejudicial to complainant and un- 
duly preferential of its competitors whose packing plants are 
adjacent to public stockyards. Recommends removal of undue 
prejudice and denial of reparation. The examiner said that 
for lack of proof complainant had been damaged as a result 
of the undue prejudice, reparation should be denied. 


T. & P. MOTOR OPERATION 

Joint board No. 77 in a proposed report in MC 50544, Sub. 
No. 4, Texas & Pacific Motor Transport Co., extension of opera- 
tion, Marshall-Texarkana, Tex., served March 18, has recom- 
mended that that company be authorized to operate as a com- 
mon carrier of general commodities, with exceptions, between 
Marshall and Texarkana, Tex., and intermediate points, over a 
specified route. 

The joint board recommended that the authorization be 
subject to conditions, among which were that the service to be 
performed by applicant be limited to a service which was 
auxiliary to, or supplemental of, rail service of the Texas & 
Pacific railway or Jefferson & Northwestern railway. 

The joint board pointed out that the proposed conditions 
were similar to those contained in the Commission’s findings in 
MC 61438, Kansas City Southern Transport Co., Inc., Common 
Carrier Application, decided November 12, 1938, and MC 50544, 
Sub. No. 1, Texas & Pacific Motor Transport Co., Common Car- 
rier Application—Louisiana, decided December 2, 1938. ; 

The board said that a coordinated rail and truck service in 
both interstate and intrastate commerce was now being carried 
on by applicant and the Texas & Pacific Railway between 
points in Texas, Louisiana and New Mexico. 


L. & A. MOTOR OPERATIONS 


In a recommended report in MC 88370, L. and A. Motor 
Lines, contract carrier application, served March 18, Examiner 
L. W. Cunningham has recommended grant of a certificate, 
subject to conditions, authorizing operation by the applicant 
as a common carrier of general commodities over specified 
routes between points in Louisiana and Texas, which are sta- 
tions on the lines of the Louisiana, Arkansas & Texas Railway 
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Co. The controlling condition is that the service to be per- 
formed by applicant shall be limited to service which is 
auxiliary to or supplemental of rail service of the Louisiana, 
Arkansas & Texas Railway. 

The foregoing is part of a proceeding covering MC 75495, 
Louisiana, Arkansas & Texas Railway Co., common carrier 
application, and a sub-number of the same title. 

In the title case, the examiner proposed that the Commis- 
sion find that the proposed operation in collection and delivery 
service was not subject to regulation under the motor carrier 
act and deny the application. In the sub-number the examiner 
recommended the Commission find the proposed operations not 
to be those of a common carrier and deny the application. 
In the sub-number the applicant sought a certificate to operate 
as a common carrier of general commodities between points 
in Texas & Louisiana over routes between Shreveport, La., and 
Dallas, Tex., between Shreveport and Jefferson, Tex., and 
betwéen Greenville and Dallas, Tex. In MC 88370, L. and A. 
Motor Lines sought a permit to operate as a contract carrier 
between the points and over the routes specified in the sub- 
number. In the sub-number the examiner found that the ap- 
plicant did not propose to operate motor vehicles directly or by 
lease and that the applicant would not be a common carrier in 


such an operation under section 203 (a) (14) of the motor car- 
rier act. 


ZIFFRIN DUAL MOTOR OPERATION 


A dual operation situation is dealt with in a recommended 
report, served March 18, by Examiner H. C. Lawton in MC 
2511, Ziffrin, Inc., contract carrier application. The examiner 
recommended grant of a permit to operate as a contract car- 
rier subject to the condition that the authority heretofore 
granted to Ziffrin Truck Lines, Inc., be modified so as to 
eliminate authority to transport commodities transported by 
applicant between points served by both carriers. 

The examiner found that the applicant and Ziffrin Truck 
Lines, Inc., the latter a common carrier, were controlled and 
managed in a common interest and that the holding of a per- 
mit by the applicant authorizing the transportation of com- 
modities which the common carrier was authorized to trans- 
port between points common to the two carriers had not been 
shown to be consistent with the public interest and the policy 
declared in section 202(a) of the act. 

Examiner Lawton further found that on compliance by 
the applicant with sections 215 and 218 of the motor carrier 
act on the appropriate modification of the authority heretofore 
and on the appropriate modification of the authority heretofore 
granted Ziffrin Truck Lines, Inc., so as to eliminate authority 
to transport commodities transported by applicant between 
points served by both carriers, an appropriate permit should 
be granted the applicant. 

According to the report, Ziffrin, Inc., was engaged as a 
contract carrier, on the grandfather date, of alcoholic liquors 
and beverages from Louisville, Ky., Lawrenceburg and Terre 
Haute, Ind., to points in Indiana and Illinois, and to Cincin- 
nati, O.; empty bottles and other liquor distilling supplies 
from Terre Haute and Indianapolis to Louisville, Lawrence- 
burg and Cincinnati; canned and preserved food products from 
Indianapolis to Cincinnati and Chicago; packing-house products 
and meats from Chicago to Indianapolis, and waste-paper board 
from Indianapolis to Chicago, over irregular routes. 

Ziffrin, Inc., according to the report, has been operating 
under a so-called compliance order between the points men- 
tioned. Responsive to protests by motor carriers operating in 
the same general territory, the examiner said, the order was 
vacated and the proceeding referred to the examiner for 
hearing. 

The order of hearing, the examiner said, placed in issue 
the question of relations between Ziffrin, Inc., and Ziffrin 
Truck Lines, Inc.; and if the two carriers were affiliated under 
a common control or management, whether under section 210 
of the motor carrier act a-permit could be held by the appli- 
cant. Ziffrin Truck Lines, Inc., received a certificate as a 
common carrier of general commodities in Ziffrin Truck Lines, 
Inc., Common Carrier Application, 6 M. C. C. 722. 

At the hearing, the examiner said, the application was 
opposed by rail carriers, the common carrier division of the 
American Trucking Associations, Inc., and many motor carriers . 
operating in the same general territory, and supported by a 
number of distilling companies, the Kraft-Phenix Cheese Cor- 
poration and Swift & Co. 

According to the report, Sam Ziffrin, president and gen- 
eral manager of the applicant, is also president of the common 
carrier company operating in the same general territory as 
that embraced by the contract carrier application. It was 
clear, said the examiner, that the applicant was organized and 
incorporated to transport alcoholic liquors and beverages in 
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anticipation of the repeal of the eighteenth amendment of the 
Constitution. The examiner said that although the records of 
the two corporations were now kept separately, it appeared 
that at one time they were so commingled that an order was 
issued February 7, 1936, by the Public Service Commission of 
Indiana requiring the two concerns to keep separate and dis- 
tinct records. It was clear, said the examiner, that many of 
the shippers who had dealt with applicant, regarded Mr. Ziff- 
rin as a person who completely controlled the two companies. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports (unless otherwise stated), be 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State in 
which applicant has home office is shown in ‘“‘black face’’ type.) 


Idaho—MC 95719, Howard E. Rogerson, common carrier 
application. Joint board 29. Served March 17. Certificate rec- 
ommended. Coal, over irregular and regular routes from mines 
in Wyoming near Alpine, Wyo., to Pocatello, St. Anthony and 
Spencer, Ida., serving intermediate and off-route points in Idaho. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within thirty days from date of service. 

Indiana—MC 95262, Oliver C. Carlton, common carrier ap- 
plication. Joint board 60. Served March 17. Certificate pro- 
posed. Dirt, stone, sand, and gravel, in bulk, between points 
in Hamilton County, O., and points in Dearborn County, Ind., 
over irregular routes. 

Nebraska—MC 93982, Norman De Pue, common carrier 
application. Joint board 138. Served March 17. Certificate pro- 
posed. Specified commodities, from and to certain points in 
Iowa and Nebraska, over irregular routes. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
thirty days from date of service. 

lowa—MC 93676, Walter R. Camp, common carrier appli- 
cation. Joint board 54. Served March 17. Certificate recom- 
mended. Live stock between Clinton, Ia., and Chicago, IIl., 
over a specified route; serving points in Clinton County within 
fifteen miles of Clinton as intermediate and offroute points; and 
from Charlotte, Ia., to Galesburg, Ill., and points within one 
mile of Galesburg, over irregular routes. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
thirty days from date of service. 

Oklahoma—MC 93533, C. E. Fenly, common carrier appli- 
cation. Examiner John Cunningham. Served March 17. Denial 
of certificate proposed. Heavy machinery, oil field equipment, 
and supplies between points in Kansas, New Mexico, Oklahoma 
and Texas, over irregular routes. 

Nebraska—MC 93446, George H. Miller, common carrier 
application. Joint board 185. Served March 17. Certificate 
proposed. Specified commodities, between certain points in 
Iowa, Nebraska and South Dakota, over irregular routes. Modi- 
fied procedure. Hearing on request. Exceptions, if any, must 
be filed within thirty days from date of service. 

South Dakota—MC 93155, Thomas F.. Ptak, common carrier 
application. Joint board 148. Served March 17. Certificate 
recommended. Live stock, between Dante, S. D., and points 
in South Dakota within twenty-five miles thereof, on the one 
hand, and Sioux City, Ia., on the other, over irregular routes. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within thirty days from date of service. 

New York—MC 93120, East Hampton Taxi & Trucking Co., 
Inc., common carrier application. oint board 159. Served March 
17. Certificate proposed. Household goods, between points 
in Suffolk County, N. Y., on the one hand, and points in New 
Jersey, on the other, over irregular routes. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
thirty days from date of service. 


New York—MC 92984, Mount Pleasant Fireproof Storage, 
Inc., common carrier application. Examiner L. R. Conley. 
Served March 17. Certificate proposed. Household goods, be- 
tween points in Westchester County, N. Y., on the one hand, 
and points in Massachusetts, Rhode Island, Connecticut, New 
Jersey, Pennsylvania, Delaware, Maryland and the District of 
Columbia, on the other, over irregular routes. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within thirty days from date of service. 

Pennsylvania—MC 92899, R. B. Zimmerman, contract car- 
rier application. Examiner L. R. Conley. Served March 17. 
Permit recommended. Clay products, from Clearfield, Pa., and 
vicinity, to Washington, D. C., and points in West Virginia, 
Maryland, New York, Delaware, New Jersey, Virginia and Ohio, 
over irregular routes. Modified procedure. Hearing on request. 
yon oo men if any, must be filed within thirty days from date 
of service. 


New York—MC 92011, John P. Peterson, common carrier 
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application. Joint board 27. Served March 17. Certificate rec- 
ommended. Coal, mines at Lucinda, Pa., to Jamestown, N. Y., 
over a regular route, serving points in New York within twenty 
miles of Jamestown as intermediate or off-route points. Mod.- 
fied procedure. Hearing on request. Exceptions, if any, must 
be filed within thirty days from date of service. 

Nebraska—MC 91073, John N. Hansen, common car- 
rier application. Joint board 138. Served March 17. Certificate 
proposed. Live stock between Osmond, Neb., and points within 
twenty miles thereof, on the one hand, and Sioux City, Ia., on 
the other; and coal, grain, feed, building material, agricultural 
implements and parts, hardware, fencing, salt, and iron and 
steel articles, from Sioux City to Osmond and points within 
twenty miles thereof, over a specified route. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within thirty days from date of service. 

New Jersey—MC 89763, Samuel Litwin, contract carrier 
application. Examiner L. R. Conley. Served March 17. Permit 
proposed. Garbage cans, smokepipes and elbows, leader pipes 
and fittings, and other sheet metal specialties, from Newark, 
N. J., to New York, N. Y., over irregular routes. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within thirty days from date of service. 

lowa—MC 89307, Thomas Wieman, common carrier appli- 
cation. Joint board 147. Served March 17. Certificate pro- 
posed. Live stock between Little Rock, Ia., and points in Iowa 
and Minnesota within 7% miles of Little Rock, on the one hand, 
and Sioux City, Ia., and Sioux Falls, S. D., on the other; emi- 
grant movables between points in Iowa and Minnesota within 
fifteen miles of Little Rock, Ia.; and coal, building materials, 
and farm machinery, from Little Rock, Ia., to points in Minne- 
sota within fifteen miles of Little Rock, over irregular routes. 

Indiana—MC 89284, Peter D. Schoon and Cornelius D. 
School, dba Schoon Bros. Co., contract carrier application. 
Joint board 21. Served March 17. Permit recommended. Slag, 
South Chicago, Ill., to points in Lake, Porter, Newton and Jas- 
per counties, Ind., over irregular routes. 

INinois—MC 89260, Arthur A. Hanerhoff, dba Hanerhoff 
Transport, common carrier application. Joint board 73. Served 
March 17. Denial of application proposed. New automobiles 
and light delivery trucks, in driveaway or two-away service, 
from Detroit, Flint and Pontiac, Mich., to points within a spe- 
cified area in Illinois. 

Wisconsin—MC 88563, Sub. No. 1, Albert F. Reichert, ex- 
tension of operations. Joint board 142. Served March 17. Cer- 
tificate recommended. Live stock, firewood, household goods, 
twine, grain, farm machinery and feed, between specified points 
in Minnesota and Wisconsin, over irregular routes. 

New York—MC 88374, James McDermott and John An- 
gotti, dba Ridgedale Coach Co., common carrier application. 
Examiner Beverly S. Sims. Served March 17. Denial of ap- 
plication proposed. Passengers and their baggage, in special 
or chartered parties, between points in New York, New Jersey, 
Pennsylvania and Connecticut, over irregular routes. 

Wisconsin—MC 83048, Sub. No. 1, T. R. Gardner, exten- 
sion Wisconsin. Joint board 13. Served March 17. Denial of 
permit proposed. Groceries and grocery store supplies from 
Chicago, Ill., to Stoughton, Cambridge, Brooklyn, Sauk City, 
Sun Prairie, Madison and Oxfordville, Wis., over specified 
routes. 


Alabama—MC 82230, Sub. No. 3, T. M. Payne, dba East 


. Alabama Coach Line, extension of operations—Newnan. Joint 


board 157. Served March 17. Certificate proposed. Passengers 
and their baggage and express, mail and newspapers in the 
same vehicle with passengers between the Alabama-Georgia 
state line and Newnan, Ga., over specified route. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 


Michigan—MC 70151, Sub. No. 2, United Trucking Serv- 
ice, Inc., common carrier application. Joint board 9. Served 
March 17. Certificate proposed. Bulk salt between specified 
points in Indiana, Michigan and Ohio. 


Michigan—-MC 70151, Sub. No. 1, United Trucking Serv- 
ice, Inc., common carrier application. Joint board 9. Served 
March 17. Certificate proposed. General commodities, over 
routes and between points specified in United Trucking Service, 
Inc, Common Carrier Application 7 M. C. C. 98, to points 
within 5 miles of Indiana City, to points within 8 miles of De- 
troit city limits, and to points within 8 miles of Cincinnati 
city limits. 

Minnesota—MC 45919, Freight Brokerage & Transit Co., 
contract carrier application. Examiner I. Freidson. Served 
March 17. Denial of application proposed on finding applicant 
to be neither a common nor contract carrier. Applicant sought 
a certificate or permit to transport general commodities, with 
exceptions, between points in Minnesota, Illinois, Iowa, Wis- 
consin, North Dakota, South Dakota, Nebraska and Missouri. 
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New Jersey—MC 42603, Frank P. Carrar and Lawrence 
Carrar, dba F. P. & L. Carrar Trucking Co., common carrier 
application. Examiner Frank Hand. Served March 17. Dis- 
missal of application proposed at request of applicant. General 
commodities, except those requiring refrigeration or tank serv- 
ice, between points in New York, New Jersey, Massachusetts 
and Rhode Island, over irregular routes. 

New Jersey—MC 37417, Charles Burnett, Trucking Co., 
Inc., common carrier application. Examiner C. I. Kephart. 
Served March 17. Certificate proposed. Continuance of op- 
eration, general commodities, with exceptions, between New 
York, N. Y., and points in Nassau, Suolk (as far as Riverhead), 
Westchester, Rockland, Putnam, Orange, Dutchess and Ulster 
counties, N. Y., on the one hand, and points in New Jersey on 
or bounded by a line described by extending western Bergen 
county line through Morristown, New Brunswick and Asbury 
Park, on the other, and wire-mill raw materials and products 
between Trenton, N. J., and points in the before described ter- 
ritory in New York, over irregular routes. 

New Jersey—-MC 36719, Sub. No. 1, Harold M. Dennis, dba 
H. M. Dennis Van Service, extension of operations—Rhode 
Island. Examiner L. R. Conley. Served March 17. Certifi- 
cate recommended. Household goods and office furniture, be- 
tween points in Orange and Rockland, counties, N. Y., and Ber- 
gen, Passaic, Morris, Sussex, Warren, Essex and Hudson coun- 
ties, N. J., on the one hand, and points in Rhode Island, on the 
other, over irregular routes. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 

Kansas—MC 29609, Sub. No. 1, F. L. Cokeley, dba Cokeley 
Motor Freight, extension—intermediate points. Joint board 
36. Served March 17. Certificate recommended. Cream over 
a regular route from Moran, Bronson, Uniontown and Ft. Scott, 
Kan., to Kansas City, Mo., and return with empty cream 
containers. 

Nevada—MC 9829, Sub. No. 1, Marvin Denman Curry, 
extension of operation—Fields, Ore. Joint board 172. Served 
March 17. Certificate proposed. General commodities, with 
exceptions, between Denio and Fields, Ore., over a specified 
route, serving all intermediate points, and off-route points 
within 20 miles of Fields. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 


lowa—MC 8088, Sub. No. 1, Lewis Hance, extension of op- 
erations. Joint board 192. Served March 17. Certificate pro- 
posed. Farm machinery, twine, building materials and com- 
mercial feeds from Omaha, Neb., to points in Iowa. 

Michigan—MC 6945, National Transit Corporation, com- 
mon carrier application. Examiner L. J. Kassel. Served March 
17. Certificate proposed. General commodities, with excep- 
tions, between the Indiana-Ohio state line and Indianapolis, 
Ind. 

Oklahoma—MC 3274, Sub. No. 1, Max McCall and Art 
Sebastian, dba McCall and Sebastian, extension—Arkansas, 
Illinois, Texas. Examiner John Cunningham. Served March 
17. Certificate proposed. Oil field machinery, pipe, supplies, 
and equipment between points in Oklahoma, and Illinois, and 
Texas, over irregular routes. 


Virginia—MC 60961, Sub. No. 2, William M. Webb and 
Robert T. Webb, dba Webb’s Transfer, extension of operations. 
Joint board 108. Served March 17. Permit recommended. 
Such merchandise as is dealt in by wholesale, retail, and chain 
grocery and food business houses, and, in connection therewith, 
equipment, materials, and supplies, used in the conduct of such 
business, between Alberta, Burkeville, LaCrosse, and Victoria, 
Va., on the one hand, and Franklin, Smithfield, Suffolk, and 
Waverly, Va., on the other, over irregular routes. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within 30 days from date of service. 


Massachusetts—MC 39372; Old Colony Coach Lines, Inc., 
dba Grey Lines, common carrier application, Boston-Provi- 
dence. Examiner Beverley S. Simms. Served March 17. De- 
nial of application proposed on finding applicant not required 
to obtain separate authority to operate between Boston, Mass., 
and Providence, R. I., for the reason that the same was in- 
cluded in its authority to operate over a longer route between 
Boston and New York, N. Y. 


IMinois—MC 17357, McCoy Truck Lines, Inc., extension, 
Cedar Falls-Fort Dodge. Joint board 54. Served March 17. 
Denial of certificate proposed. General commodities, with ex- 
ceptions, between Cedar Falls and Fort Dodge, Ia., over U. S. 
highway 20. 

Kentucky—MC F-743, A. M. Whitney, purchase, G. J. 
Neisler. Examiner James L. Smith. Served March 18. Rec- 
ommends approval of the purchase by A. M. Whitney, of 
Bowling Green, Ky., dba Whitney Transfer Co., of certain 
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operating rights and property of G. J. Neisler, dba Neisler 
Transfer Co. 

New York—MC 95781, Joseph Newman, common carrier 
application. Examiner D. C. Dillon. Served March 21. Cer- 
tificate proposed. Passengers and their baggage in special or 
charter service from Brooklyn, N. Y., to specified points in 
New York and New Jersey, over irregular routes. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within thirty days from date of service. 

New York—MC 95773, William J. Stover, common carrier 
application. Examiner L. R. Conley. Served March 21. Cer- 
tificate recommended. Household goods, between Greenwich, 
N. Y., and points within ten miles thereof, on the one hand, 
and points in Connecticut, Massachusetts and Vermont, on the 
other, over irregular routes. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within thirty days 
from date of service. 

Massachusetts—MC 95747, George V. Evans, common car- 
rier application. Examiner L. R. Conley. - Served March 21. 
Certificate proposed. Household goods, between Natick, Mass., 
and points within ten miles thereof, on the one hand, and 
points in Maine, New Hampshire, Vermont, Rhode Island, Con- 
necticut and New Jersey, on the other, over irregular routes. 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within thirty days from date of service. 

Connecticut—MC 95353, Eugene S. Arrighi, dba Blue Rib- 
bon Line, common carrier application. Joint board 134. Served 
March 21. Certificate recommended. Passengers and their 
baggage, in charter service, from Central Village, Conn., and 
points within fifteen miles thereof, to points in Massachusetts 
and Rhode Island, over irregular routes, and return. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within thirty days from date of service. 


New, York—MC 95021, Joseph Aiello, Jr., dba Aiello, Jr., 
Moving Co., common carrier application. Examiner D. C. Dillon. 
Served March 21. Certificate recommended. Household goods, 
between New York, N. Y., on the one hand, and points in New 
York, Connecticut and New Jersey, on the other, over irregular 
routes. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within thirty days from date of service. 

New York—MC 94889, William Otto Dinse, dba W. O. 
Dinse & Sons, common carrier application. Examiner D. C. 
Dillon. Served March 21. Certificate proposed. Household 
goods between New York, N. Y., on the one hand, and points 
in New York, New Jersey, Pennsylvania and Connecticut, on 
the other, over irregular routes. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within thirty 
days from date of service. 

Oregon—MC 94501, Ernest M. Wilkins, common carrier 
application. Joint board 172. Served March 21. Certificate 
proposed. Lumber from points in Coos and Curry counties, 
Ore., and that part of Douglas County west of U. S. highway 
99, to Coquille and Myrtle Point, and points on Coos Bay, Ore., 
over irregular routes. Modified procedure. Hearing on re- 
quest. Exceptions, if any, must be filed within thirty days 
from date of service. 

Nebraska—MC 94320, M. L. Stromquist, common carrier 
application. Joint board 138. Served March 21. Certificate 
recommended. Feed, from Council Bluffs, Ia., to Lyons, Neb., 
and live stock, between Lyons, on the one hand, and Sioux 
City, Ia., on the other, over specified routes, and serving points 
in Nebraska within fifteen miles of Lyons as intermediate and 
off-route points. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within thirty days from date 
of service. 

Illinois—MC 93865, Axel E. Norrlen, common carrier ap- 
plication. Examiner L. R. Conley. Served March 21. Cer- 
tificate proposed. Household goods, between Highland Park, 
Ill., and points in Illinois within twenty-five miles thereof, ex- 
cept Chicago, Ill., on the one hand, and points in Iowa, Wiscon- 
sin, Indiana, Michigan, Ohio, Pennsylvania and New Jersey, 
on the other, over irregular routes. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within thirty 
days from date of service. 

Nebraska—MC 93758, Will Heutig, dba Will Heutig Truck 
Line, common carrier application. Joint board 185. Served 
March 21. Certificate proposed. Feed, seed and agricultural 
implements and parts, from Sioux City, Ia., to Laurel, Neb., 
and points within twenty-five miles thereof, and live stock and 
grain, between Laurel and points within twenty-five miles 
thereof, on the one hand, and Sioux City, and Yankton, S. D., 
on the other, over irregular routes. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within thirty 
days from date of service. 

New York—MC 93699, Frank Donald Connor, common car- 
rier application. Joint board 67. Served March 21. Certifi- 
cate proposed. Household goods, between Tully, N. Y., and 
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points within fifteen miles thereof, on the one hand, and points 
in New Jersey and Pennsylvania, on the other, over irregular 
routes. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within thirty days from date of service. 

Nebraska—MC 92527, Earl H. Stiers, common carrier ap- 
plication. Examiner L. R. Conley. Served March 21. Cer- 
tificate proposed. Specified commodities, between Nemaha, 
Neb., and points within ten miles thereof, and St. Joseph, Mo., 
over irregular routes. Modified procedure. Hearing on re- 
quest. Exceptions, if any, must be filed within thirty days 
from date of service. 

Michigan—MC 92319, Roy Ottis Schnepp, contract carrier 
application. Joint board 162. Served March 21. Permit pro- 
posed. Specified commodities, between points in Illinois, Mich- 
igan, and Wisconsin, over specified routes. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
thirty days from date of service. 

New Jersey—MC 91824, John Lester Mount, contract car- 
rier application. Joint board 67. Served March 21. Permit 
proposed. Fresh vegetables, fertilizers and fertilizer materials 
between points in certain counties in New Jersey, on the one 
hand, and New York City, Brooklyn, Yonkers, Poughkeepsie 
and Albany, N. Y., Philadelphia, Pa., and Port Newark, N. J., 
on the other, over irregular routes. Modified procedure. Hear- 
ing on request. Exceptions, if any, must be filed within thirty 
days from date of service. 

lowa—MC 91735, Herman Marquedtson, common carrier 
application. Joint board 138. Served March 21. Denial for 
want of prosecution proposed. Groceries, fruits and vegetables 
between Iowa and Nebraska. 

lowa—MC 67244, Sub. No. 1, J. E. Ulsena, extension of 
operations. Joint board 144. Served March 21. Denial of 
certificate proposed. Agricultural commodities and supplies, 
farm machinery and supplies, live stock, feeds, steel and iron 
products, household goods, and emigrant movables, between 
points in Iowa, Minnesota and Illinois, over irregular routes. 

Arkansas—MC 59022, Sub. No. 1, Lester Lindley, exten- 
sion of operations. Examiner F. W. Denniston. Served March 
21. Dismissal of application for a certificate proposed at re- 
quest of applicant. Groceries, meats, packing-house products, 
bottles, farm products, and sea foods between points in Arkan- 
sas, Mississippi, Louisiana, Oklahoma, Kansas, Missouri and 
E. St. Louis, Ill., over irregular routes. 

Ilinois—MC 52382, Walter J. Lawson and Ernest H. Law- 
son, common carrier application. Joint board 149. Served 
March 21. Denial for want of prosecution proposed. General 
commodities between points in Illinois. 

INinois—MC 47415, Sub. No. 1, Maurice G. Ackley, dba 
M. G. Ackley, extension—Geneva, Ill. Joint board 13. Served 
March 21. Denial of certificate proposed. Malt beverages from 
Milwaukee, Wis., to Geneva, IIll., and empty malt beverage con- 
tainers in the reverse direction. 

lowa—MC 40719, Sub. No. 1, H. R. King, extension of op- 
erations. Joint board 137. Served March 21. Certificate pro- 
posed. General commodities, with exceptions, between St. Jos- 
eph, Mo., and Tingley, Ia. 

Ohio—MC 18168, Cox Transportation Co., Inc., common 
carrier application. Examiner G. P. Werner. Served March 
21. Certificate recommended. Continuance of operation, gen- 
eral commodities, between points in Michigan, New York, Ohio, 
Pennsylvania and West Virginia, over regular routes. 

Ohio—MC 17731, Sub. No. 2, Keal Driveaway Co., exten- 
sion of operations—Marion, Ind., and various points. Examiner 
Allan F. Borroughs. Served March 21. Permit proposed. Mo- 
tor trucks and motor truck parts between Marion, Ind., on the 
one hand, and New York City, N. Y., Baltimore, Md., and New 
Orleans, La., on the other, over irregular routes. 


Oregon—MC 13362, Sub. No. 1, Clarence H. Boehlke, ex- 
tension of operations—Oregon. Joint board 45. Served March 
21. Dismissal of application for a permit proposed at request 
of applicant. General commodities between Portland, Ore., 
and Seatle, Wash., over a regular route. Exceptions, if any, 
must be filed within 25 days from date of service. 


Ohio—MC 13145, Sub. No. 1, Loren Ward, extension of 
operations—Hamilton and Steubenville, O. Examiner Allan 
F. Borroughs. Served March 21. Permit recommended. Com- 
modities manufactured by and used in connection with the 
business of the Fuller Brush Co. between Hartford and East 
Berlin, Conn., on the one hand, and Hamilton and Steubenville, 
O., on the other, and from Albany, Troy, and Port Chester, 
N. Y., to Hamilton and Steubenville, over irregular routes. 

Iinois—MC 12117, Joseph F. Berna, dba Joseph F. Berna 
Transfer, brokerage license. Examiner L. J. Kassel. Served 
March 21. License proposed. Household goods from Elgin, 
Ill., and points within 15 miles thereof to points in Wisconsin, 
Missouri, Indiana, Iowa, and Michigan. 

Georgia—MC 12104, John L. Moyers, dba John L. Moyers 
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Tours Co., brokerage application. Joint board 101. Served 
March 21. License proposed. Tours by motor vehicle from 
Atlanta, Ga., to all points in the United States. 

North Carolina—MC 4978, George Washington Anderson, 
dba Anderson Transfer Co., common carrier application. Ex- 
aminer W. W. McCaslin. Served March 21. Certificate pro- 
posed. Continuance of operation, specified commodities, over 
irregular routes between specified points or within specified 
territory in North Carolina, South Carolina, Tennessee, Ken- 
tucky, Illinois, Indiana, Ohio, Pennsylvania, Maryland, Virginia, 
and the District of Columbia. 

South Carolina—MC 1715, Sub. No. 2, Hamilton Y. Kerns, 
dba Kerns Transfer, extension of operations—petroleum prod- 
ucts. Joint board 130. Served March 21. Denial of certificate 
proposed. Bulk petroleum products from Brunswick and Sa- 
vannah, Ga., to Asheville, N. C., and to Greenwood, Anderson, 
Greenville, and Laurens, S. C., over a regular route. 

lowa—MC 89474, J. F. Hornback and C. E. Hornback, dba 
Hornback Brothers, contract carrier application. Examiner 
Curtis C. Henderson. Served March 21. Permit proposed. 
Paper products, waste paper, wooden egg cases, egg case fillers 
and flats, excelsior pads, excelsior, nails, paper-products ma- 
chinery and machinery parts, and commodities used in the 
manufacture of paper products, between Tama, Ia., on the one 
hand, and points in Iowa, Nebraska, Missouri, Illinois, and 
Wisconsin, on the other, over irregular routes. 

Montana—MC 3866, Fred R. Griffey, contract carrier ap- 
plication. Joint board 123. Served March 21. Denial of per- 
mit proposed. Petroleum products, in bulk, in tank trucks or 
trailers, over specified routes between certain points in Wyo- 
ming and Montana. Exceptions, if any, must be filed within 
25 days from date of service. 

Nebraska—MC 93654, Theodore R. Howe, contract carrier 
application. Joint board 31. Served March 21. Denial of 
application proposed on finding applicant’s operation in the 
transportation of fruits and vegetables from Denver, Colo., to 
Fairbury, Neb., to be that of a private carrier. The joint 
board has also proposed denial of a permit to transport wind- 
mills and windmill supplies from Fairbury to Denver, over a 
specified route, in connection with operation as a private car- 
rier in the reverse direction. Modified procedure. Hearing on 
request. Exceptions, if any, must be fileed within 30 days from 
date of service. 

lowa—MC 95712, T. F. Gebbie, common carrier applica- 
tion. Joint board 192. Served March 22. Certificate proposed. 
Live stock between Carbon, Ia., and points within a radius of 
10 miles thereof, except Corning, Ia., on the one hand, and St. 
Joseph, Mo., and Omaha, Neb., on the other, and lumber from 
Omaha to Carbon and points within a radius of 10 miles thereof, 
except Corning, over irregular routes. 


New York—MC 95701, Jaris J. Miller, common carrier ap- 
plication. Examiner M. B. Driscoll. Served March 22. De- 
nial for want of prosecution proposed. General commodities 
between White Lake, N. Y., and Carbondale, Pa. 

lowa—MC 95385, Charles Dozler and Martin Dozler, dba 
Dozler Brothers, common carrier application. Joint board 138. 
Served March 22. Denial for want of prosecution proposed. 
General commodities between Templeton, Gray, Audubon and 
Des Moines, Ia., and Omaha, Neb. 

South Carolina—MC 95328, R. A. Finley, contract carrier 
application. Joint board 130. Served March 22. Permit rec- 
ommended. Specified commodities between points in South 
Carolina, North Carolina and Georgia. 

lowa—MC 95084, Melford A. Hove, common carrier ap- 
plication. Examiner W. R. Frizzell. Served March 22. Cer- 
tificate recommended. Live stock between Stanhope, Ia., and 
points within a radius of 10 miles thereof, on the one hand, 
and Omaha, Neb., and Chicago, Ill., on the other, and farm 
machinery and supplies from Chicago to Stanhope and points 
within a radius of 10 miles thereof, over irregular routes. 

Connecticut—MC 94952, A. M. Larson Co., Inc., common 
carrier application. Examiner L. J. P. Fichthorn. Served 
March 22. Certificate proposed. Used household goods and 
used office equipment between Waterbury, Conn., and points 
and places within 10 miles of Waterbury, on the one hand, and 
points in Massachusetts, New York, New Jersey and Rhode 
Island, over irregular routes. 

Connecticut—MC 94813, Abraham I. Savin, dba A. I. 
Savin Construction Co., common carrier application. Exam- 
iner L. J. P. Fichthorn. Served March 22. Denial of applica- 
tion proposed. Steam and gas shovels and rollers, and con- 
tractor’s heavy equipment and machinery, between points in 
Connecticut, Massachusetts, New Hampshire, Vermont, Rhode 
Island and New York, over irregular routes. 

Montana—MC 94804, Merle D. Makinster, dba Makinster 
Truck ‘Lines, common carrier application. Joint board 79 
Served March 22. Dismissal of application proposed at request 
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of applicant. Specified commodities between points in Mon- 
tana, Idaho and Washington, over irregular routes. Excep- 
tions, if any, must be filed within 25 days from date of service. 

Maryland—MC 94713, Harold W. Mathna, common carrier 
application. Examiner H. J. Vinskey. Served March 22. De- 
nial of application proposed. Specified commodities between 
points in Maryland, Virginia, West Virginia and Pennsylvania. 

lowa—MC 94704, Raymond Klink, common carrier appli- 
cation. Examiner W. R. Frizzell. Served March 22. Certifi- 
cate recommended. Live stock between Gladbrook, Ia., and 
points within a radius of 10 miles thereof, on the one hand, and 
Chicago, Ill., on the other, and farm machinery from Chicago, 
Sandwich, Rock Falls, Bloomington, Canton, Moline and Rock 
Island, Ill., to Gladbrook and points within a radius of 10 miles 
thereof, over irregular routes. 
lowa—MC 94339, F. A. Williams, common carrier appli- 
cation. Joint board 192. Served March 22. Denial for want 
of prosecution proposed. General commodities, with excep- 
tions, between points in Missouri and Nebraska. 
lowa—MC 94333, Floyd Schamp, common carrier appli- 
cation. Joint board 137. Served March 22. Denial for want 
of prosecution proposed. Specified commodities between points 
in Iowa and Missouri. 
lowa—MC 94130, Duane E. Pond, common carrier appli- 
cation. Joint board 138. Served March 22. Denial for want 
of prosecution proposed. Specified commodities between points 
within a radius of 20 miles of Nodaway, Ia., and Omaha and 
South Omaha, Neb. 

Indiana—MC 94118, Sylvester Olberding, common carrier 
application. Joint board 72. Served March 22. Certificate 
recommended. General commodities between points in Indiana 
within a 10-mile radius of Evansville, Ind. 

lowa—MC 93988, James Robert Steel, common carrier 
application. Joint board 192. Served March 22. Denial for 
want of prosecution proposed. Specified commodities between 
points in Iowa, Missouri and Nebraska. 

North Carolina—MC 93939, William N. Tyner, common 
carrier application. Joint board 2. Served March 22. Denial 
for want of prosecution proposed. General commodities be- 
tween points in North Carolina and South Carolina. 

Indiana—MC 93695, Sub. No. 3, Paul A. Mavis and James 
L. Dallas, dba Dallas & Mavis Forwarding Co., extension— 
Montana, etc. Examiner L. J. Kassel. Served March 22. Cer- 
tificate recommended. Automobiles, trucks and truck chassis, 
by the driveaway method, from South Bend, Ind., to points 
in Montana, Wyoming, North Dakota and South Dakota, over 
irregular routes. 

Ohio—MC 93639, Gib Hines, common carrier application. 
Examiner Allan F. Borroughs. Served March 22. Certificate 
recommended. Household goods between Wellington, O., and 
points within a 30-mile radius thereof, on the one hand, and 
points in Pennsylvania, West Virginia, Virginia, Kentucky, 
Michigan, Indiana and Illinois, on the other, over irregular 
routes. 

Nebraska—MC 93285, Harvey Leonard, common carrier 
application. Joint board 138. Served March 22. Certificate 
recommended. Live stock between Thurston, Neb., and points 


within 20 miles thereof, and Sioux City, Ia., over irregular 
routes. 


Nebraska—MC 93117, George Reibold, common carrier ap- 
plication. Joint board 185. Served March 22. Denial of 
certificate proposed. General commodities between Sioux City, 
Ia., and Yankton, S. D., Omaha, Norfolk, Grand Island, and 
Wayne, Neb., and vicinity, over irregular routes. 


Nebraska—MC 93083, Arnold Miller, common carrier ap- 
plication Joint board 185. Served March 22. Certificate rec- 
ommended. Livestock, scrap iron, potatoes, grain, hay and 
wood from Obert, Neb., and points within a radius of 15 miles 
of Obert to Sioux City, Ia., and Yankton, S. D., and livestock, 
coal, feed, seed potatoes, seeds, building and fencing materials, 
farm machinery, and parts, salt, and binder twine in the 
reverse directions, over irregular routes. 

New York—MC 93027, Delbert H. Shofkom, common car- 
rier application. Examiner M. B. Driscoll. Served March 22. 
Denial for want of prosecution proposed. General commodities 
between Deposit and Hancock, N. Y., and Sherman and Scran- 
ton, Pa. 

Washington—MC 91804, Joseph Bernard Morbeck, dba 
J. B. Morbeck Dray, common carrier application. Joint board 
169. Served March 22. Certificate proposed. Household 
goods, sand, gravel, fuel, lumber, building materials and agri- 
cultural products between points in Washington within a 10- 
mile radius of Uniontown, Wash., on the one hand, and points 
in Nez Plice and Latah counties, Ida., on the other, over irreg- 
ular routes. Exceptions, if any, must be filed within 25 days 
from date of service. 

lowa—MC 91482, G. A. Pace, common carrier application. 


PAGE 647 


Joint board 192. Served March 22. Denial for want of prose- 
cution proposed. General commodities between New Market, 
Ia., and Vicinity and Omaha, Neb., Shenandoah, Ia., and St. 
Joseph, Mo. 

Idaho—MC 91366, David Lohoefer, dba Kellogg Delivery 
Service, common carrier application. Joint board 49. Served 
March 22. Certificate recommended. General commodities 
within a radius of 15 miles of Kellogg, Ida., as a radial point, 
over irregular routes. Exceptions, if any, must be filed within 
25 days from date of service. 

Texas—MC 91246, W. H. Hyatt and Haskell Hyatt, dba 
Hyatt & Son, common carrier application. Joint board 77. 
Served March 22. Denial for want of jurisdiction proposed. 
Oil field equipment and supplies between points in Texas, over 
irregular routes. The joint board said that the record failed 
to disclose any operation in interstate or foreign commerce. 

New York—MC 89546, Emery S. Sharp, common carrier 
application. Examiner M. B. Driscoll. Served March 22. 
Denial for want of prosecution proposed. General commodities 
between Binghamton, N. Y., and Athens, Pa. 

Massachusetts—MC 89366, Cunningham’s Bus Service, Inc., 
common carrier application. Examiner H. L. Hanback. Served 
March 22. Certificate proposed. Persons, over irregular 
routes, from Hanson, Mass., and points within a 15-mile radius 
thereof, excluding Boston, Quincy, Braintree, Holbrook, Ran- 
dolph, Avon, Brockton, Stoughton, and Taunton, to all points 
in the United States and the District of Columbia, and return. 

Missouri—MC 88985, Lester Morgan, dba Camden County 
Transport Co., contract carrier application. Joint board 36. 
Served March 22. Permit recommended. Petroleum products, 
in bulk, from Coffeyville, Kan., to Camdenton and Ava, Mo., 
over regular routes. f 

Texas—MC 88591, V. W. Hayden, common carrier appli- 
cation. Examiner W. R. Tyers. Served March 22. Denial for 
want of prosecution proposed. Oil field equipment and sup- 
plies between points in Texas, on the one hand, and points in 
Texas, Oklahoma, Kansas, New Mexico and Colorado, on the 
other. Exceptions, if any, must be filed within 25 days from 
date of service. , 

Ohio—MC 41002, The Victor Transit Corporation, contract 
carrier application. Joint board 37. Served March 22. Permit 
proposed. Continuance of operation, petroleum products in 
drums and such supplies and equipment as used by filling sta- 
tions, bulk plants, and refineries, over irregular routes, between 
Latonia, Ky., and all points in Ohio. 

Indiana—MC 151, Maynard F. Niemeyer, dba Lovelace 
Truck Service, common carrier application, embracing also 
MC 75804, Same, common carrier application. Joint board 21. 
Served March 22. Certificate proposed Maynard F. Niemeyer, 
successor in interest to Hosea Lovelace, continuance of opera- 
tion, general commodities, with exceptions, from Terre Haute, 
Ind., to Oblong and Palestine, Ill., and empty carboys on re- 
turn, over a specified route. Certificate proposed, Maynard 
F. Niemeyer, successor in interest to Orville McCoy, continu- 
ance of operation, feed from Decatur, Ill., to Terre Haute, 
Ind.; specified commodities from Terre Haute to points in Illi- 
nois; and empty carboys, on return, over specified routes, serv- 
ing certain intermediate and off-route points. _ ee 

lowa—MC 95138, Gust Olin, common carrier application. 
Examiner W. R. Frizzell. Served March 23. Denial for want 
of prosecution proposed. Farm machinery between points in 
Iowa, Illinois, Minnesota and South Dakota. : 

Montana—MC 94903, Roy H. Jarvis, contract carrier appli- 
cation. Joint board 79. Served March 23. Denial of applica- 
tion proposed. General commodities between Stevensville, 
Mont., and Spokane, Wash., over a regular route. Exceptions, 
if any, must be filed within twenty-five days from date of 
service. 


lowa—MC 94714, Sub. No. 1, Fred J. Jones, extension of 
operations. Joint board 111. Served March 23. Dismissal of 
application for a certificate proposed at request of applicant. 
General commodities between points in Clay County, Ia., and 
points in Wisconsin and Illinois. 


lowa—MC 94450, O. R. Cox, common carrier application. 
Examiner W. R. Frizzell. Served March 23. Denial for want 
of prosecution proposed. General commodities, with exceptions, 
between points in Iowa, Missouri, Nebraska and Illinois. 


Massachusetts—MC 94253, Edward J. Simmonds, contract 
carrier application. Examiner H. L. Hanback. Served March 
23. Permit recommended. Corrugated paper products, from 
Chicopee, Mass., to points in Connecticut, Providence County in 
Rhode Island, Bennington and Windham counties, Vt., Cheshire 
and Hillsboro counties, N. H., all points in New York and New 
Jersey within the zone defined in New York, N. Y., Commercial 
Zone, 1 M. C. C. 665, and Kingston, Poughkeepsie, Albany, 
Hoosic Falls, Amsterdam, Napanoch and Glens Falls, N. Y., 
over irregular routes. 
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lowa—MC 94166, Max James, common carrier application. 
Joint board 192. Served March 23. Denial for want of prosecu- 
tion proposed. Specified commodities between points in Iowa, 
Missouri and Nebraska. 

Washington—MC 93946, Ralph W. Helphrey, dba Helphrey 
Motor Freight, common carrier application. Joint board 79. 
Served March 23. Certificate recommended. General commodi- 
ties between Spokane and Fortine, Mont., over a described 
route, with service to all intermediate points in Montana and 
to Bonner’s Ferry and Moyle Springs, Ida. Exceptions, if any, 
must be filed within twenty-five days from date of service. 

Iidaho—MC 93308, Roy O. Smith, Joseph A. Carson, and 
Andrew V. Johnson, co-partners, dba Mullan Transportation Co., 
common carrier application. Joint board 79. Served March 23. 
Certificate proposed. Persons, light express, mail and news- 
papers between Mullan and Wallace, Ida., over U. S. highway 
10, and special or charter parties between points in Shoshone 
County, Ida., and points in Idaho, Montana and Washington, 
on the other, over irregular routes. 

lowa—MC 93065, Helge H. Eide, contract carrier applica- 
tion. Examiner W. R. Frizzell. Served March 23. Denial for 
want of prosecution proposed. Specified commodities between 
points in Iowa, Illinois, Missouri and Minnesota. 

New Jersey—MC 90440, John Charleston, dba Charleston 
Express, common carrier application. Examiner L. R. Conley. 
Served March 23. Certificate recommended. Household goods 
and store and office furniture and fixtures, between Atlantic 
City, N. J., on the one hand, and Philadelphia, Pa., and New 
York, N. Y., on the other, over irregular routes. Modified 
procedure. Hearing on request. Exceptions, if any, must be 
filed within thirty days from date of service. 

New York—MC 89799, William Pionteck, dba Bill’s Ex- 
press, common carrier application. Examiner M. B. Driscoll. 
Served March 23. Certificate proposed. General commodities 
within Binghamton, N. Y., and also between Binghamton, John- 
son City, Endicott, Vestal, Port Dickinson and Fenton, N. Y., 
over irregular routes. 

Iinois—MC 89776, Lowell Cox, common carrier applica- 
tion. Examiner W. A. Maidens. Served March 23. Certificate 
recommended. Specified commodities between points in IIli- 
nois, New York, Pennsylvania, Ohio, Indiana, Michigan and 
Iowa. 

idaho—MC 89742, Ray Diard, common carrier application. 
Joint board 169. Served March 23. Certificate proposed. Forest 
products, including manufactured products thereof, and used 
forest machinery, between points in Spokane, Pend Oreille, 
Terry, Stevens, Lincoln, Adams and Whitman counties, Wash- 
ington, and points in Bonner, Boundary, Kootenai, Shoshone, 
Benewah and Latah counties, Ida., over irregular routes. Ex- 
ceptions, if any, must be filed within twenty-five days from 
date of servce. 

Pennsylvania—MC 89721, Earl Shaulis, contract carrier ap- 
plication. Joint board 206. Served March 23. Permit recom- 
mended. Groceries and grocery display fixtures between Somer- 
set, Pa., on the one hand, and points in Allegany, Garrett and 
Washington counties, Md., and Mineral, Hampshire, Morgan and 
Berkley counties, W. Va., on the other, over irregular routes. 

Oklahoma—MC 89657, Lester Scott, common carrier ap- 
plication. Examiner John Cunningham. Served March 23. De- 
nial of certificate proposed. Live stock, seed and watermelons 
between points in Arkansas, Kansas, Oklahoma and Texas, over 
irregular routes. 

South Carolina—MC 89631, John Boyce McClure, common 
carrier application. Joint board 130. Served March 23. Cer- 
tificate proposed. Petroleum and petroleum products from 
Savannah, Ga., to Belton and Anderson, S. C., over a specified 
route. 

Illinois—MC 89618, Beer Transport Corporation, contract 
carrier application. Joint board 58. Served March 23. Permit 
proposed. Beer from Chicago, Ill., to Cincinnati and Dayton, O., 
and from Fort Wayne, Ind., to Chicago, and empty beer con- 
tainers in return movements, over specified routes. 

South Carolina—MC 89617, Freeman A. Lewis, dba Lewis 
Truck Lines, common carrier application. Joint board 2. 
Served March 23. Certificate proposed. General commodities, 
with exceptions, between points in Horry county, S. C., on the 
one hand, and points in North Carolina, on the other, over 
irregular routes. 

Indiana—MC 89615, Arthur S. Miller, Jr., common carrier 
application. Joint board 155. Served March 23. Dismissal for 
lack of jurisdiction proposed. Agricultural commodities, live- 
stock, grain, leaf tobacco and general merchandise in Indiana 
and Kentucky, over irregular routes. The joint board said 
that applicant’s operation was exempt under the motor carrier 
act. 

Indiana—MC 89604, Martha E. Cowan, contract carrier 
application. Examiner William A. Maidens. Served March 23. 
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Permit proposed. Brick and clay products, between Craw- 
fordsville, Ind., and points within 5 miles thereof, on the one 
hand, and points in Ohio, Illinois, and Michigan, on the other. 

South Carolina—MC 89579, Coyt Andrew Robertson, com- 
mon carrier application. Joint board 130. Served March 23. 
Certificate recommended. Specified commodities between 
points in North Carolina, South Carolina, and Georgia. 

Nebraska—MC 89363, Henry Johnson, common carrier ap- 
plication. Joint board 185. Served March 23. Denial for want 
of prosecution proposed. General commodities between points 
in Nebraska, South Dakota, and Iowa. 

South Carolina—MC 89340, George M. Hughes, contract 
carrier application. Joint board 2. Served March 23. Permit 
proposed. Bulk petroleum products from Wilmington, N. C., 
to points in Horry, Dillon, Florence, Darlington, and Chester- 
field counties, S. C. 

New Jersey—MC 89267, William Hamaydi and Charles 
Johnson, co-partners, dba J. & H. Fuel Transportation Co., 
common carrier application. Examiner Paul A. Colvin. Served 
March 23. Denial of application proposed. Fuel oils, gasoline, 
and kerosene between points in New York, New Jersey, Con- 
necticut, and Pennsylvania, over specified routes. 

Missouri—MC 89245, Vito Cusumano, common carrier ap- 
plication. Joint board 135. Served March 23. Certificate 
recommended. Coal from Troy and Coulterville, Ill., to St. 
Louis, Mo., over described routes. 

Minnesota—MC 89133, Steven Van Dyke, common carrier 
application. Joint board 147. Served March 23. Certificate 
recommended. Livestock between Chandler, Minn., and points 
within 15 miles thereof, on the one hand, and Sioux Falls, 
S. D., and Sioux City, Ia., on the other, and emigrant movables 
from Chandler and points within 15 miles thereof to points in 
Lyon, Sioux, Osceola, O’Brien, Plymouth, Cherokee, and Wood- 
bury counties, Ia., over irregular routes. 

California—MC 89081, Harry Morrison Hanner, common 
carrier application. Examiner A. T. Palmer. Served March 
23. Denial for want of prosecution proposed. General com- 
modities between Le Grand, Calif., on the one hand, and San 
Francisco, San Jose, and Los Angeles, Calif., on the other, over 
regular routes. Exceptions, if any, must be filed within 25 days 
from date of service. 

Massachusetts—MC 84023, Sub. No. 1, Tucker Bros., Inc., 
extension—North Easton-Bridgewater-Westboro. Joint board 
18. Served March 23. Certificate proposed. Petroleum prod- 
ucts from Providence, R. I., to North Easton and Bridgewater, 
Mass., and from Fall River, Mass., to Westboro, Mass., over 
specified routes, serving certain intermediate points. 

South Dakota—MC 82815, Sub. No. 1, A. J. Englehard, dba 
Engelhard Produce & Transfer Co., extension—intermediate 
points. Joint board 230. Served March 23. Denial of cer- 
tificate proposed. General commodities between Aberdeen and 
Mobridge, S. D. 


Indiana—MC 75804, Sub. No. 1, Maynard F. Niemeyer, 
dba Lovelace Truck Service, extension Marshall-Paris, em- 
bracing also Sub. No. 2, Same, extensions, Oblong—Willow 
Hill. Joint board 149. Served March 23. Certificate proposed. 
Specified commodities from Marshall, Ill., to Oliver and Paris, 
Ill., and general commodities, with exceptions, from Oblong to 
Ste. Marie, Ill., over specified routes. 


Maryland—MC 64727, Domenick Rossi, dba Harford Motor 
Coach Co., common carrier application. Examiner Reece Har- 
rison. Served March 23. Denial of application proposed. 
Passengers and their baggage, in charter parties, in round trip 
tours, from Baltimore, Md., to'points in Pennsylvania, New 
York, New Jersey, Maryland, West Virginia, Virginia, District 
of Columbia, and Delaware. 

New York—MC 43877, Sub. No. 1, Jefferson MacdAllister, 
dba MacAllister’s Express, extension of operations—Lyonsdale, 
N. Y., to New Jersey points, embracing also Sub. No. 2, Same, 
extension of operations—-Lyonsdale, N. Y., to Massachusetts 
points, and Sub. No. 3, Same, extension of operations—Albany, 
N. Y., and Little Falls, N. Y. Examiner L. W. Cunningham. 
Served March 23. Certificate proposed. Paper and paper 
articles from Lyonsdale, N. Y., to Newark, N. J., and points 
within 20 miles of Newark, and specified points in Massachu- 
setts, over regular and irregular routes, and wood pulp and 
sulphite, from Albany, N. Y., to Little Falls, N. Y., over a 
regular route. 

Alabama—MC 36671, Birmingham Storage Co., Inc., com- 
mon carrier application. Examiner Richard Yardley. Served 
March 23. Denial of application proposed. Household goods, 
office, kitchen and store fixtures, between points in Alabama, 
Georgia, Florida, Louisiana, Mississippi, Tennessee, Kentucky, 
New York, Missouri, Illinois, Ohio, Indiana, North Carolina, 
and South Carolina, over irregular routes. 

Massachusetts—MC 7674, Margaret I. Bonome, common 
carrier application. Joint board 134. Served March 23. Cer- 
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tificate proposed. Continuance of operation, granite from 
Quincy and West Quincy, Mass., to Moosup, Niantic, and Wa- 
terbury, Conn., and Newport, Providence, and Westerly, R. I., 
over irregular routes. 

Ohio—MC 2110, Sub. No. 1, Harry S. Bowlus, dba Bowlus 
Trucking Co., contract carrier application. Joint board 9. 
Served March 23. Permit recommended. Iron and steel cast- 
ings, from Fremont, O., to points in Indiana and Michigan, and 
scrap and rejected castings in the opposite direction, over irreg- 
ular routes. 

Missouri—MC 88820, Sub. No. 2, George H. Kinney, exten- 
sion—Texas. Examiner Pete H. Dawson. Served March 23. 
Certificate proposed. Combines and parts thereof between In- 
dependence, Mo., on the one hand, and points in Texas and 
Oklahoma, on the other, over specified routes. 


SUBSTITUTED FREIGHT SERVICE 
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In a proposed report in Ex Parte 129, substituted freight 
service, Examiner Fuller has recommended that the Commis- 
sion find in contravention of the motor carrier law the special 
permissions issued by it under which railroads use motor 
vehicles as substitutes for their own facilities. He said the 
special permissions should not be renewed. He also recom- 
mends a finding that would require observance of the motor 
carrier act by the motor facilities of railroads used in per- 
formance of the substituted service. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
In it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-638, the Commission has suspended from 
March 20 until June 18 the operation of certain schedules as 
published in Supplement 49 to joint Tariff MF-I. C. C. 57 (F. P. 
Willette’s series) of Mid-Western Motor Freight Tariff Bureau, 
Inc., Agent. The suspended schedules propose to reduce the 
truckload commodity rate on sugar from Brighton, Brush, 
Eaton, Ft. Collins, Ft. Morgan, Greeley, Holly, Longmont, Love- 
land, Lupton, Rocky Ford and Windsor, Colo., to Atch‘son and 
Leavenworth, Kan., Kansas City, St. Joseph, Mo., and a few 
points grouped therewith, from 51 cents to 43 cents a 100 
pounds, minimum 20,000 pounds. 


In I. and S. M-639, the Commission has suspended from 
March 20 until June 18 the operation of schedules MF-I. C. C. 
Nos. 6 and 7 of Otto Abshier, dba Otto Abshier Trucking Co., 
Indianapolis, Ind. The suspended schedules propose to estab- 
lish new reduced minimum charges applying on ginger ale, 
soft drinks and mineral water, also empty returned containers 
between Maywood, IIl., and points in Indiana, Iowa, Kentucky, 
Michigan, Ohio and Wisconsin. This carrier has no present 
effective minimum charges on the above traffic. The following 
is illustrative: 

Ginger ale, minimum weight 23,000 pounds, between Maywood, IIl., 
and Covington, Ky., proposed 31 (includes return of empty containers 
to Maywood; between Maywood, IIl., and Detroit, Mich., proposed 15. 


In I. and S. M-640, the Commission has suspended from 
March 20 until June 18 the operation of certain schedules as 
published in Supplement 58 to Tariff MF-I. C. C. 6 of Trans- 
american Freight Lines, Inc., Detroit, Mich. The suspended 
schedules propose to establish new commodity rates on lacquers, 
paints, varnishes and paint material; and on floor, furniture or 
vehicle polish; also on automobile, boat, floor, or furniture wax, 
in less-truckload lots and in lots of 5,000 and 10,000 pounds, 
from Detroit, Mich., to Kansas City, Mo.-Kan.; in lieu of pres- 
ent class rates. 


Paints, from Detroit, Mich., to Kansas City, Mo., present, less- 
truckload 94, 5,000 lbs. 94, 10,000 Ibs. 94; proposed, less-truckload 90, 
5,000 Ibs. 86, 10,000 Ibs. 83. 


In I. and S. M-641, the Commission has suspended from 
March 20 until June 18 the operation of certain schedules as 
published in supplements 30 and 32 to Tariff MF-I. C. C. 121 
of Agent W. M. Miller, and supplements 5 and 9 to Tariff MF- 
I. C. C. 15 of Carolina Norfolk Truck Line, Inc., Norfolk, Va. 
The suspended schedules propose to establish new and reduced 
less-truckload and any-quantity commodity rates on numerous 
commodities between Norfolk and Portsmouth, Va., on the one 
hand, and points in North Carolina on the other. The following 
is illustrative: 


Dried beans and peas, any quantity, from Portsmouth, Va., to 
Kinston, N. C., present 27, proposed 18. Canned goods, less-truckload, 
from Portsmouth. Va., to Kinston, N. C., present 27, proposed 20. 
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In I. and S. M-637, the Commission has suspended from 
March 18 until June 16, the operation of all schedules as 
published in MF I. C. C. No. 3 of Oklahoma and Texas Trans- 
fer Company, Houston, Texas also the elimination of carrier’s 
participation in various agency tariffs. The suspended schedules 
propose to establish new local class and commodity rates be- 
tween points in Kansas, Missouri, Oklahoma and Texas; in 
lieu of present local and joint class rates in agency tariffs. 
An illustrative proposal is to establish a rate of 71 cents, 
minimum 7,000 pounds, on printers’ ink, from Houston, Tex., to 
Oklahoma City, Okla., in lieu of the present rate of 68 cents, 
minimum 14,000 pounds. 

In I. and S. 4607, the Commission, on its own motion, has 
suspended from March 22 until October 22 the operation of 
schedules as published in Supplement 28 to the Kansas City 
Southern Railway Company’s Tariff I. C. C. 4866. The sus- 
pended schedule provides for the payment of an allowance of 
$3 a car to the Louisiana Long Leaf Lumber Company for 
switching services performed at Fisher, La. 

In I. and S. M-642, the Commission has suspended from 
March 23 until June 21 the operation of certain schedules as 
published in Tariff M. F.-I. C. C. 2 of John C. Gabelmann, doing 
business as Gabelmann’s Express, Winsted, Conn. The sus- 
pended schedules propose to establish a new any-quantity com- 
modity rate of 45 cents a 100 pounds on metal alarm clocks, 
from Winsted, Conn., to New York, Brooklyn and Staten Island, 
N. Y., and Jersey City and Hoboken, N. J., applicable only on 
export, coastwise and intercoastal traffic, in lieu of present 
higher proportional class rates, ranging from 82 cents, less- 
truckload, to 37 cents, minimum 20,000 pounds. 

In I. and S. M-643, the Commission has suspended from 
March 23 until June 21 the operation of all schedules as pub- 
lished in Tariff MF-I. C. C. 8 of Elmer Hanson, doing business 
as Hanson Transfer, Webster, S. D., and others. The suspended 
schedules propose to establish reduced commodity rates on 
various commodities from Minneapolis and St. Paul, Minn., to 
Webster, S. D. An illustrative proposal is to establish a rate 
of 67 cents on ice cream, minimum 4,000 pounds, from St. Paul, 
Minn., to Webster, S. D., in lieu of the present rate of $1.09. 


STOCKER AND FEEDER RATES 


Instead of permitting the railroads to put restrictions on 
stocker and feeder cattle rates, the Commission should require 
railroads to provide for the application of such rates, not in 
excess of 85 per cent of the rates on fat cattle to “all” destina- 
tions, say packers in a brief in No. 1700, part 9, live stock, 
western district, stocker and feeder rates. The packers, Armour 
& Co., Cudahy Packing Co., Wilson & Co., Inc., and Swift & 
Co., say the Commission should deny proposals of the railroads to 
restrict the rates, carried in schedules, which were suspended 
in I. and S. No. 4541, but which were allowed to become effec- 
tive, although the investigation was continued. 

Admitting that they do not pay any of the stocker and 
feeder rates, except possibly in one small instance, the packers 
declare themselves to be an integral part of the entire live 
stock industry and that anything that adversely affects the 
cattle industry concerns them and therefore they say they are 
filing this brief in opposition to changes proposed by the rail- 
roads. They do not, however, ask for the application of stocker 
and feeder rates to all destinations, without safeguards. They 
say there should be regulations for the proper policing, by the 
carriers, to prevent the application of the stocker and feeder 
rates to finished live stock intended for slaughter or actually 
slaughtered. 

The railroad proposal is that all stocker and feeder rates 
and minima be canceled, subject to claim by owners of stocker 
or feeder cattle that have been shipped for refund down to 
the basis of eighty-five per cent of the fat cattle rate to the 
feeding point on the inbound stocker or feeder cattle when the 
fat cattle is shipped out by railroad. 

An unusually heavy volume of argument on brief has been 
presented to the Commission on the matter. A volume of more 
than 300 pages in opposition to the proposals of the railroads 
has been presented by the American National Live Stock Asso- 
ciation, National Wool Growers Association, Texas and South- 
western Cattle Raisers Association, Texas Sheep and Goat 
Raisers Association, Highland-Hereford Breeders Association, 
Panhandle Live Stock Association, Live Stock Traffic Associa- 
tion, Idaho and Utah commissions. 


Eighteen stockyards companies calling themselves “central 
public markets and stockyards” in their brief said that they had 
undertaken to show that the application of the 100 per cent 
basis of rates on stocker and feeder live stock shipped to and 
through the public markets was unjustly prejudicial against 
them in relation to the eighty-five per cent basis applied on 
shipments which avoided the public markets. They said they 
were taking no position as to the reasonableness of the eighty- 
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five per cent basis as such but were seeking equality of rates 
and transportation charges on shipments moving to and through 
the markets. 

The public markets and stockyards that are parties to this 
brief are the Oklahoma National Stock Yards Co., Kansas City 
Stock Yards Co., Kansas City Live Stock Exchange, Kansas 
City Traders Live Stock Exchange, Sioux City Stock Yards Co., 
St. Paul Union Stock Yards Co., Fargo Union Stock Yards Co., 
St. Paul Live Stock Exchange, Traders Exchange of St. Paul, 
Denver Union Stock Yard Co., Denver Live Stock Exchange, St. 
Joseph Stock Yards Co., Wichita Union Stock Yards Co., Wichita 
Live Stock Exchange, St. Louis Live Stock Exchange, St. Louis 
National Stock Yards Co., Union Stock Yards Co. of Omaha, 
Ltd., and Omaha Live Stock Exchange. 

Other organizations filing briefs were National Live Stock 
Marketing Association; Wisconsin commission; South Dakota 
commission and Herman L. Bode, assistant attorney general; 
Iowa State Commerce Commission, Iowa Farm Bureau Fed- 
eration, Iowa Beef Producers’ Association; Iowa Lamb Feeders’ 
Association; and Peyton Packing Co., Inc., of El Paso, Tex., 
and stockyard owners and market agencies which were com- 
plainants in I. C. C. No. 27018 and related cases, interveners 
in I. and S. No. 4541, and so far as their interests may appear 
in No. 17000, part 9. 

Western carriers defended their proposal in a volume of 
argument of eighty-one pages supported by three volumes of 
abstract of testimony aggregating 426 pages. They said that 
uncertainty, injustice and impracticability were the keystones 
of the existing adjustment, that abuses abounded; that pecadil- 
los, and even perjury, were at a premium; misbilling was en- 
couraged; and that preference and prejudice were possibilities, 
if not actualities. The argument said the carriers frequently 
did not receive and could never be sure they received the lawful 
rates and revenues they so urgently needed and to which they 
were justly entitled. Policing, they said, was impossible for 
all practical purposes. 

“Only prophets and clairvoyants,” they declare, “can apply 
the present rates because their applicability depends, so often, 
not upon known, or ascertainable facts, but upon vague and 
indefinite future events. Smart speculators and tariff tech- 
nicians turn a pretty profit at the expense of the railroads, the 
markets and the producers.” 


M. P. REORGANIZATION 


The Commission must adopt the amended plan of the 
debtor or give further hearings on the complex questions aris- 
ing out of an effort to reorganize the affairs of the Missouri 
Pacific system, argued E. S. Ballard in Finance No. 9918, 
Missouri Pacific reorganization (March 22), before the entire 
membership of the Commission, speaking for the debtor. The 
plan of reorganization made by Examiner Jewell (see Traffic 
World Oct. 29, 1938, p. 873), according to Mr. Ballard, does 
not comply with section 77 or the national bankruptcy act and 
.- May not be adopted in view of the agreement between the 
Missouri Pacific and various of its creditors, particularly the 
committee representing the first and refunding mortgage bond- 
holders, in which he claimed the Commission had acquiesced, 
in the interest of an effort to get a plan without litigation. 
Mr. Ballard claimed that because of that agreement, the 
debtor had dropped its original plan in “midstream.” 

W. L. Kitchell, speaking for the Stedman committee rep- 
resenting the bond interest mentioned, said that if enough 
creditors could be persuaded to accept the agreed plan, also 
known as the amended plan, those he represented would carry 
it out and drop its own plan, but until that was so it would 
urge its plan. Mr. Ballard insisted that the agreement, made 
with a view to preventing litigation, would remain alive for 
a reasonable time, all agreements looking to a compromise 
having implicit in them, a promise of execution within a rea- 
sonable time. That reasonable time, according to his argu- 
ment, had not expired. 

In arguing against the examiner’s proposed plan, which 
would wipe out the stockholders, Mr. Ballard pointed out that 
Examiner Jewell did not follow the principle he laid down 
for dealing with the Missouri Pacific stockholders in dealing 
with stockholders of the International-Great Northern. On 
the contrary, he claimed there would be some of the securities 
for the equity interest in the subsidiary of the Missouri Pacific 
while there was none for the equity interest in the parent 
company. 

Assignments of time for argument were made in addi- 
tion to Messrs. Ballard and Kitchell, to the following: W. N. 
McFarland, C. B. & Q.; W. A. Northcutt, Cairo & Thebes 
bonds; Parker McCollester, I. G. N. first mortgage bonds; 
L. D. Adkins, N. O. T. & M. bonds; Edw. A. Bourne, St. L. 
I. M. & S. bonds; L. M. Walter, common stockholders com- 
mittee; D. B. Steimle, general mortgage bonds committee; 
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Paul F. Plummer, B. F. Edwards, trustee; H. C. McCollom, 
Irving Trust Co.; H. L. M. Cole, Equitable Trust Co. of New 
York; Paul Williams, Chemical Bank of New York; C. M. Clay, 
R. F. C.; D. L. Newborg, J. F. Dewald, intervener; Leslie 
Craven, New York Trust Co.; B. M. Anderson, Connecticut 
General Life Insurance Co., and Daniel Willard, Jr., Railroad 
Credit Corporation. 

In general, representatives of bondholding interests op- 
posed the amended plan of reorganization presented by the 
Missouri Pacific. They took the position that section 77 was 
not a composition statute to be used to force the holders of 
fixed interest obligations to consent to a reorganization that 
would give recognition to claims of stockholders or unsecured 
creditors at the expense of the holders of fixed interest obli- 
gations. Even under the plan contained in the report of Ex- 
aminer Jewell, it was pointed out, holders of junior securi- 
ties would have to accept stock in the new company that would 
probably give them very little for the bonds for which they 
had paid. 

Harold Palmer, to whom time had not been assigned when 
the argument program was made up, was permitted to argue 
for bonholders of the New Orleans, Texas & Mexico. 

The Commission, by division 4, in Finance No. 9918, Mis- 
souri Pacific reorganization, has deferred fixing maximum 
limits of final allowances to be paid to the Missouri Pacific, 
the debtor, out of the trust estate as reimbursement for ex- 
penses incurred by or on behalf of the debtor from February 
1 to May 31, 1938, in connection with proceedings before the 
Securities and Exchange Commission. It has, however, made 
allowances as expenses incurred in the proceedings before that 
body and the expense of employing the services of William 
Wyer and his organization. Mr. Wyer is secretary-treasurer 
of the Missouri Pacific but is serving without salary. How- 
ever, he is engaged in railroad reorganization work. In con- 
nection with the proceedings before the Securities and 
Exchange Commission this report allows $267.24 for disburse- 
ments and $2,000 for the expense of employing the services 
of Mr. Wyer and his organization. 

In connection with reorganization work the Commission 
has allowed $1,824.26 for disbursements and $4,500 for the 
expense of employing the services of Mr. Wyer and his or- 
ganization. 


M. P. ABANDONMENT 

A recommendation that division 4 permit abandonment by 
Guy A. Thompson, trustee of the Missouri Pacific, of a branch 
line extending from LeRoy to Madison, Kan., approximately 
29.5 miles, has been made by Examiner Jerome K. Lyle in a 
proposed report in Finance No. 12205. After pointing out that 
the branch had been operated at a loss, the examiner said that 
while it was a convenience to the territory it served, the towns 
and communities located thereon either were served directly 
by other railroads or were favorably located with respect to 
other railroads. 


W.-B. & E. REORGANIZATION 

The Commission, by division 4, in Finance No. 11800, 
Wilkes-Barre & Eastern reorganization, has modified its or- 
ders fixing maximum limits of compensation for the trustee 
of the Wilkes-Barre & Eastern and his counsel so as to reduce 
the compensation of David Schwartz, co-counsel for Joseph 
P. Jennings, trustee, from $4,000 to $1,200 a year. The new 
rate is not to be effective beyond July 1, 1939, unless and 
until authorized by further order. 

On its own motion, following the receipt of complaints 
from holders of the debtor’s first mortgage bonds that the 
debtor’s estate was being unduly burdened with the payment 
of compensation to counsel of the trustee, the Commission 
assigned for hearing the matter of the continuation of its 
approval of the maximum limits of compensation being paid 
to Leo W. White as counsel and Schwartz as co-counsel. 

In its report, the Commission pointed out that most of 
the law work for the trustee was being done by Mr. White, 
to whom it had made an allowance of $4,000 a year. Trustee 
Jennings testified that he considered Mr. White’s services to 
be essential. It said that the evidence was persuasive that 
the quatum and character of service heretofore rendered or 
likely to be rendered in the future by Schwartz did not justify 
the continued payment of compensation at the rate heretofore 
fixed in his case. That conclusion was not to be regarded, 
said the report, as any reflection on his ability or character. 


COLORED PASSENGER ACCOMMODATIONS 
The Commission in No. 27844, Arthur R. Mitchell vs. Chi- 
cago, Rock Island & Pacific et al., has denied the petition of 
the complainant, the colored representative in Congress from 
Chicago, for rehearing and reargument in that case. 
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FREIGHT FORWARDING CASE 


Declaring that no public interest will be promoted by 
driving the National Carloading Corporation out of business, 
the Chesapeake & Ohio, the Pere Marquette and the Erie have 
asked the Commission to reopen, for reconsideration and re- 
argument, No. 27365, freight forwarding investigation. They 
own one-third of the stock of that company. They assert that 
they have not attempted to control and are not controlling or 
dominating the affairs of the National. They assert that the 
evidence that they do not control National is strengthened 
by fact that the representatives of the Commission, after an 
exhaustive examination of their files failed to find one iota of 
information tending to show that the petitioners at any time 
or in any way attempted to interfere with the independent op- 
eration of the National. 

The Commission, it is asserted, erred in finding that the 
three railroads “through stock ownership and working rela- 
tions control and dominate the latter as an agency or instru- 
mentality of the named railroad lines by the consolidation of 
less than carload shipments into carloads.” 

The sole and only effect of driving the National out of 
business, the railroads declare, will be to destroy petitioners‘ 
investment in National and to drive much of the traffic now 
being handled by it to other forwarding companies or to the 
motor carriers. 

So long as the forwarders have a place in the transporta- 
tion field the railroads say there is no good reason why all 
forwarding companies in which rail lines have a financial in- 
terest should be forced out of the picture. There is no occa- 
sion, they add, for the destruction of forwarders such as Na- 
tional under guise that sections 2 and 6 are being violated by 
all rail lines that have financial interest in forwarding com- 
panies. 

In considering the drastic effect of the findings and order 
in this case, requiring the railroads to cease and desist and get 
out of National, says the petition, sight should not be lost 
of the fact that many forwarders older than the National are 
now in operation; that the destruction of the National and 
their investment therein will not eliminate the forwarders as 
shippers over their lines; and that, as the rail lines see it, no 
shipper will be benefited by the destruction of the National. 


LOANS TO RAILROADS 

In a report to Congress covering the operations of the Re- 
construction Finance Corporation for the seven years ended 
February 2, Jesse H. Jones, chairman, said that, with respect 
to loans to railroads, $86,335,352 had been collected in interest 
and that in addition there was approximately $15,000,000 in 
accrued interest he believed would be paid. 

“The margin in interest received over the cost of money 
to the government will, in our opinion, cover the individual 
losses,”’ said he. 

The report showed that $826,773,161 had been disbursed to 
eighty-two roads and that $346,509,316 of that had been repaid, 
leaving a balance of $480,263,845 due from fifty railroads. These 
figures include PWA equipment transactions. Sixteen railroads 
in the custody of the courts owe the RFC $168,565,837. 

“We shall have losses on some individual railroad loans, 
as in other classes of borrowers, but, treated as a class, there 
should be little, if any, net loss on railroad loans,” said Chair- 
man Jones. 

“T think provisions for their amortization should be made 
in connection with all issues of railroad bonds,’”’ said Chairman 
Jones of the Reconstruction Finance Corporation, adding his 
view that provisions should be made for payments from time 
to time on all debts. 

The opinion was expressed at a press conference March 23 
at which it was announced that from February 19, 1938, to 
March 22 this year the corporation had authorized twenty-eight 
loans to railroads, the amount of the loans being $149,001,112.30. 

As of February 28, according to the monthly statement of 
the corporation, railroad loan disbursements stood at $630,211,- 
661.06 and repayments thereof amounted to $199,222,617.80. 

The Southern Railway Co. in a supplemental application 
in Finance No. 11134 has asked the Commission to approve an 
extension for 5 years from April 29, 1939, of payment of a 
loan of $4,859,000 made to it by the Reconstruction Finance 
Corporation. ee 


HEAVY ELKINS ACT FINES 


According to information received by the Commission, 
says a statement by Secretary Bartel, a fine of $10,000 has 
been imposed on the Pennsylvania Railroad, one of $5,000 on 
the Pere Marquette, and $5,000 on the American Excelsior 
Corporation on pleas of guilty to criminal informations filed in 
the federal court for the western district of Michigan. 
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These informations, said the secretary’s statement, were 
based on facts developed by the Commission’s Bureau of In- 
quiry in an investigation of the practices of the carriers 
mentioned, the American Excelsior Corporation and the Nash- 
Kelvinator Corporation in respect of the application of demur- 
rage rules and Rule 34 of the classification to shipments made 
by those companies. 

The Pennsylvania, according to the secretary’s statement, 
was accused, in 10 counts, 7 of which charged the grant of 
concessions to the American Excelsior Corporation and the 
Nash-Kelvinator Corporation and 3 charging falsification of 
demurrage records. 

The informations against the Pere Marquette and the 
American Excelsior Corporation, the secretary said, were in 
5 counts and accused the defendants of granting and accepting, 
respectively, concessions in violation of the Elkins act. 

According to the secretary’s statement, the concessions 
granted by the two carriers to the American Excelsior Cor- 
poration arose out of violations of Rule 34. That rule requires 
shippers to pay freight charges based on the minimum weight 
prescribed for cars of the length used in transporting ship- 
ments except in those instances where the car used is of greater 
length than that ordered by the shipper, and the longer car is 
furnished by the carrier for its own convenience. When that 
is done freight charges are based on the length of the car 
ordered. As alleged in the informations, according to the 
statement, charges based on the minimum weight applicable 
on 36-foot cars were imposed by the carrier on shipments of 
excelsior, instead of the lawful charges based on the minimum 
weight applicable on 40-foot cars which had been ordered by 
the shipper and therefore were not furnished by the carriers 
for their own convenience. 

The concessions granted by the carrier to the Nash-Kelvi- 
nator Corporation arose, said the statement, from the failure 
of those carriers to comply with their demurrage tariffs as a 
result of which substantial amounts of demurrage which should 
have been assessed against the shipper were not imposed. 


UNLAWFUL REBATES INDICTMENT 


The Commission has been advised, according to a statement 
by Secretary Bartel, that an indictment was returned in the 
western district of North Carolina, at Shelby, against Piedmont 
& Northern Railway Co. charging that carrier with violations of 
the Elkins act in the payment of unlawful rebates. The indict- 
ment is in 8 counts and sets forth that between June, 1937, and 
March, 1938, allowances for delivery service were paid by the 
defendant to Britt, Shiver, Norcom, on shipments of lard sub- 
stitute delivered at Charlotte, N. C., when in fact the consignee 
performed no transportation between railway depot and its 
place of business which would entitle it to an allowance for such 
service, says the statement. 


KANSAS STATE RATES 


Railroads in Kansas asked the Commission to vacate its 
thirteenth section order in No. 28070, increases in Kansas freight 
rates and charges, so they might publish intrastate rates 
effective on or before March 31 under authority of the Kansas 
commission rather than under authority of the federal Com- 
mission, granted in connection with the report of the national 
body in 231 I. C. C. 137. The order of the Kansas commission 
permits the carriers to increase state rates to the interstate 
level on petroleum and its products (except crude oil and 
casinghead gasoline), brick and related articles and sand and 
gravel and related articles (commercial shipments) to remove 
the prejudice and discrimination found by the federal Commis- 
sion to exist with respect to the intrastate rates within Kansas. 
The order of the Kansas commission authorized the increases 
on five days’ notice without any effective date, that order hav- 
ing been made March 15. The Commission held its order open 
for thirty days so as to permit the Kansas commission to act, 
if it desired, rather than have the railroads publish rates on 
the federal order. 

The Commission has vacated and set aside its order in 
No. 28070, increases in Kansas freight rates and charges, dated 
February 20, directing Kansas intrastate rates on specified 
commodities to be brought up to the interstate level. The 
Kansas commission had authorized the railroads to increase 
the rates as they desired and they asked that the federal body 
set aside its order requiring the elevation of the Kansas rates. 


EXPORT FLOUR RATE CUT 
Niagara frontier railroads have filed tariffs, effective April 
17, but dated to expire November 30, making a reduction, gen- 
erally of one cent a hundred pounds, in the export rate on flour 
milled from ex-lake wheat. Supplement No. 29 to Delaware, 
Lackawanna & Western I. C. C. No. 23435 cuts the rate from 
Black Rock, Buffalo and East Buffalo to Baltimore, Philadel- 
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phia, Port Newark and Wilmington from 14 to 13 cents. That 
tariff is believed to be typical. Supplement No. 62 to D. L. & 
W. I. C. C. No. 23436 makes a like reduction from Buffalo to 
New York. 

New York Central I. C. C. No. 16981 cuts the export rate of 
15 cents to 13 cents from Niagara frontier points to Albany, 
Baltimore and Boston. It establishes an export rate from those 
points to Montreal of 164% cents, and from the Niagara frontier 
points to Boston, East Boston and New York a rate of 11% 
cents when the traffic is destined to Miquelon, San Pierre and 
New Foundland. Michigan Central Supplement 53 to its I. C. C. 
6002 establishes a rate of 18% cents from Buffalo to Halifax 
and St. Johns, and 16% cents to Montreal. 

Reports from Buffalo that export rates from Niagara fron- 
ties points on ex-lake wheat were to be published had not been 
confirmed by the filing of any tariffs with the Commission at 
the time reductions on ex-lake wheat flour were published. 


FOOD PRODUCTS TO NEW JERSEY 

The Commission, by division 5, in MC C-119, food products, 
Pittsburgh, Pa., to New Jersey, has instituted an investigation, 
on its own motion, into and concerning the reasonableness and 
lawfulness otherwise of minimum charges and the value of 
the service thereunder, applicable to the transportation, by 
motor, of food products, including tomato juice and tomato 
pulp, advertising matter, stationery and materials, supplies and 
equipment, used or useful in the manufacture and packing of 
food products, from Pittsburgh, Pa., to Camden and Harrison, 
N. J., as published in MF-I. C. C. No. 2 of Frank Lilly, Turtle 
Creek, Pa. The investigation is with a view to making such 
findings and prescribing such just, reasonable, and otherwise 
lawful minimum charges and rules, regulations, or practices 
affecting such charges and the value of the service thereunder 
applicable to such transportation, as the facts and circum- 
stances shall appear to warrant. 

The proceeding has been assigned for hearing, April 12, 
before Examiner A. F. Borroughs, at the Federal building, 
Pittsburgh, Pa. 


RATES ON TEXAS COMMODITIES 

Senator Sheppard, of Texas, has offered in the Senate a 
resolution (S. Res. 108) calling on the Commission to investi- 
gate and submit to the Senate tables showing existing railroad 
rates on sulphur and sulphur products; petroleum and petro- 
leum products; cotton and cotton products; agricultural prod- 
ucts, natural and processed, including fruits and vegetables; 
poultry and poultry products; products made wholly or partly 
of steel or iron; lumber and lumber products; wool and wool 
products; mohair and mohair products, from points in Texas 
to points in freight zones to which Texas does not belong; and 
railroad rates on such shipments for similar distances from 
points in such other zones either to other points in such other 
zones or points in any other zones, including the zone in which 
Texas is located. 

The resolution was referred to the interstate commerce 
committee. 


P. & R. F. NOTES 


The Commission, by division 4, in a supplemental order 
in Finance No. 11483, Portland & Rumford Falls Railroad 
notes, has modified its order of February 3, 1937, 221 I. C. C. 
11, so as to limit the amount of notes that may be issued 
thereunder to $100,000. In the prior order the Commission 
authorized applicant to issue a promissory note or notes in 
the total amount of not exceeding $237,500, to be sold at not 
less than their face amount and the proceeds applied to the 
payment of outstanding bonds. By petition, applicant said 
that only $100,000 of the notes were issued, that the remaining 
would not be issued, and requested the Commission to modify 
its order accordingly. 


FARES FOR C. C. C. ENROLLEES 


Examiner A. S. Worthington, March 20, in I. and S. No. 
4595, excursion fares for civilian conservation camp enrollees in 
the west, listened to testimony by H. W. Siddall, tariff publish- 
ing agent for western railroads in justification of tariffs estab- 
lishing a rate of one cent a mile for the use of “indigent” enrollees 
of the C. C. C. The proceeding was begun by the Commission, 
when, on its own motion, it suspended tariffs publishing 
fares on that low basis, which had been filed on representa- 
tions from the Commission that their practice theretofore of 
making such fares without the publication of tariffs was illegal. 

J. N. Davis, attorney for the western railroads, contended 
that inasmuch as the railroads were making that concession 
to C. C. C. enrollees under section 22 of the interstate com- 
merce act (authorizing free or reduced rate transportation for 
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indigent persons), it was not necessary to publish a tariff. The 
low fare is granted to enrollees traveling on furlough or leave 
of absence on their own expenses to and from their homes. 

When bus lines proposed making like fares the Commis- 
sion entered into correspondence with the railroads with the 
result that the latter receded from their position to the extent 
of publishing the fares which the Commission suspended pend- 
ing investigation. 


SIGNAL SYSTEMS 


The Pennsylvania has filed applications with the Commis- 
sion for approval of proposed modification of signal systems or 
devices under paragraph (b), section 26 of the interstate com- 
merce act. Any interested party desiring hearing should advise 
the Commission in writing within 15 days from March 21. 

The New York, New Haven & Hartford; and Chesapeake 
& Ohio have filed applications with the Commission for ap- 
proval of proposed modification of signal systems or devices 
under paragraph (b), section 26, of the interstate commerce 
act. Any interested party desiring hearing should advise the 
Commission in writing within 15 days from March 22. 

The Pennsylvania; and Boston & Maine have filed appli- 
cations with the Commission for approval of proposed modifi- 
cation of signal systems or devices under paragraph (b), sec- 
tion 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing within 
15 days from March 23. 


LIVE STOCK PICK-UP INQUIRY 


Acting on informal representations that the practice had 
resulted in the creation of unduly prejudicial situations and the 
invasion by one railroad of the territory of another, the Com- 
mission, in No. 28216, pick-up of live stock in Illinois, Iowa 
and Wisconsin, on its own motion, has instituted an investiga- 
tion into and concerning the lawfulness of rates, charges, al- 
lowances, rules, regulations and practices relative to pick-up 
service of live stock or allowances in lieu thereof. This pick- 
up service is at stations in Illinois, lowa and Wisconsin when 
the traffic is destined to Chicago, East St. Louis, Peoria or 
Springfield, Ill., Indianapolis, Ind., and Madison, Wis. 

Allowances are provided for in tariffs of the Chicago & 
North Western, the Burlington, the Chicago Great Western, 
the Milwaukee, the Rock Island and the Illinois Central. The 
making of allowances was begun about four years ago, and, 
according to reports to the Commission, is spreading. The 
allowances were made to meet the competition of trucks. The 
allowance is 3 cents a hundred pounds when the stock is 
brought to a railroad station from farms within a radius of 10 
miles. 

The informal representations to the Commission have 
been to the effect that the 10-mile radius limitation is not 
being observed and that that results from the inability of rail- 
roads to police the matter so as to confine the allowance to 
hauls from farms within 10 miles of the railroad station. Be- 
cause the hauls are not confined within 10 miles, it has been 
represented to the Commission that in a number of instances, 
one railroad has been invading the territory of another. The 
tariffs have borne expiration dates but their lives have been 
extended by the substitution of new for old expiration dates. 

The investigation is with a view to determining whether 
the rates, charges, etc., are in violation of any provision of 
the interstate commerce act. The proceeding has been as- 
signed for hearing, April 24, before Examiner Fuller, in the 
United States court room, at Dubuque, Ia. 


SOUTHERN GRAIN CASE 


The Commission has issued a notice through Secretary 
Bartel to parties interested in I. and S. No. 4208, grain to, 
from and between southern territory, with respect to the filing 
of briefs. The notice says: 

This is a notice to all parties who entered an appearance at any 
of the hearings. Many will not file briefs. Others are represented by 
counsel who will file them. Under the rules of practice a reply brief 
may not be filed by a party not filing an original brief. There is 
therefore no necessity, but an added expense, in serving briefs on 
parties not filing them. Parties will advise the Commission on or 
before April 1 whether or not they will file briefs. A list of those 
reporting affirmatively will constitute the service list for briefs and 
will be served by the Commission on the parties thereto on or before 
April 15. 


REPARATION ORDERS 

Reparation orders have been issued in No. 27412, Fitzgerald 
Manufacturing Co. vs. N. Y. N. H. & H. et al.; No. 27494, E. 
Rauh & Sons Fertilizer Co. vs. A. & E. et al.; No. 27588, Lust- 
berg Nast & Co., Inc., vs. N. Y. N. H. & H. et al.; No. 27603 
(supplemental), Ross & Christman vs. T. & P. et al.; No. 27963, 
Goldman Trading Corporation vs. Alton et al. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1939, by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


(Supreme Court of Washington.) The Department of Pub- 
lic Service of the State of Washington is a creature of statute, 
and its powers, duties, and jurisdiction are limited to what the 
statute prescribes. (State vs. Schaaf, 86 Pac. Rep. (2d) 1112.) 

The public service law was enacted only for the purpose 
of regulation and supervision of the public utilities named in 
the act and did not give to the department of public service 
any authority to decide questions between individuals who con- 
tended for the ownership of a certificate issued by the depart- 
ment for operation of motorbusses. Laws 1921, pp. 175, 338. 
—Ibid. 

The right of bus company to operate its motorbusses over 
route designated in certificate of convenience and necessity is 
a valuable one and must not be infringed except strictly in 
accordance with law and then only when existing facts justify 
such infringement. Laws 1921, pp. 175, 338.—Ibid. 

Revocation of certificate of convenience and necessity for 
operation of motorbusses because of operation through third 
parties was not justified after operation for more than ten years 
with knowledge of department of public service. Rem. Rev. 
Stat., Sec. 6389.—Ibid. 

In proceeding to cancel certificate of convenience and 
necessity authorizing operation of motorbusses, findings and 
evidence were insufficient to warrant determination that holder 
of certificate had willfully violated any provision of the law 


relative to the operation of its busses. Rem. Rev. Stat., Sec. 
6389.—Ibid. 





Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1939, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Kansas City Court of Appeals, Missouri.) Where petition 
alleged that carrier so carelessly and negligently handled house- 
hold goods as to permit them to be totally destroyed as result 
of collision with a train through no fault of owner, it was in- 
cumbent on owner to prove the negligence charged to recover. 
(Walton vs. A.B.C. Fireproof Warehouse Co., 124 S. W. Rep. 
(2d) 584.) 


Where petition alleges receipt of goods by common car- 
rier and its failure to deliver them under contract of carriage 
and alleges that the goods were lost or damaged in a particular 
way through carrier’s negligence, plaintiff must prove the negli- 
gence charged.—Ibid. 

Where petition averred that common carrier carelessly 
handled owner’s household goods causing them to be totally 
destroyed as result of a collision with a train, instruction fail- 
ing to embody question of carrier’s negligence was erroneous. 
—lIbid. 

Instruction that, if owner of goods turned them over to 
warehousemen who accepted them for transportation, then 
warehouseman became insurer of goods and guaranteed their 
safe delivery by consignee, was correct only upon condition 
that warehouseman was common carrier and received goods as 
common carrier.—Ibid. 

In action against warehouse company and carrier for value 
of shipment of household goods, whether warehouse company 
received goods as common carrier for transportation to con- 
signee was an issue of fact.—Ibid. 

It is a question of law for the court to determine as to what 
constitutes a common carrier, but it is question of fact whether 
one charged as a common carrier is within that definition and 
is carrying on his business in that capacity.—Ibid. 

An instruction which purports to cover the entire case 
and direct a verdict must hypothesize every fact essential to 
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plaintiff’s right of recovery and the faliure to do so constitutes 
reversible error.—Ibid. 

Where owner sought to recover for household goods de- 
stroyed through negligence of carrier, instruction which pur- 
ported to cover entire case, but which failed to instruct as to 
whether warehouse company received goods as a common car- 
rier for transportation to consignee, was not cured by an in- 
struction embodying such question given on behalf of the ware- 
house company.—lIbid. 

In action against warehouse company and carrier for 
value of goods lost or damaged through negligence of defend- 
ants, instructions which failed to submit question whether 
warehouse company charged as a common carrier was carrying 
on business in that capacity was erroneous.—Ibid. 

Generally, the measure of damages for goods lost in transit 
is the value of goods at the place of delivery and at the time 
when goods should have been delivered less the freight charges 
if such charges have not been paid.—Ibid. 

In action for value of goods destroyed through alleged 
negligence of carriers, instruction that jury should find dam- 
ages in such amount as was fair and reasonable market value 
of goods lost and destroyed, but making no provision for de- 
duction of charges of carriage from value of goods at point 
of destination, was erroneous.—Ibid. 

The market value at destination less cost of carriage is the 
proper measure of damages of goods lost in transit if the 
goods have market value, but, if they do not have such value, 
then the measure of damages may be shown by the reasonable 
value as disclosed by the evidence.—Ibid. 

In action for value of household furnishings destroyed in 
transit, testimony of owner’s wife as to value of lost articles 
was admissible.—Ibid. 

In action for value of household goods destroyed in transit 
through negligence of warehouse company and carrier, evidence 
of defendants’ negligence was sufficient for the jury.—Ibid. 

In owner’s action against warehouse company and carrier 
for loss of household goods destroyed in transit through al- 
leged negligence of defendants, instruction that warehouse com- 
pany was acting merely as a public warehouseman, and as such 
was liable only for loss caused by failure to exercise such care 
as reasonably careful owner of similar goods would exercise, 
was properly refused as assuming a disputed fact where evi- 
dence that warehouse company received goods as common car- 
rier was ignored.—Ibid. 

In owner’s action against warehouse company and carrier 
for value of goods destroyed in transit through alleged negli- 
gence of defendants, instruction submitting issue whether ware- 
house company acted as agent of owner in selecting carrier to 
transport goods, but omitting contested issue as to whether com- 
pany was authorized to value the goods as a certain valuation, 
was properly refused.—lIbid. 

In owner’s action against warehouse company and carrier 
for value of household goods destroyed in transit through 
alleged negligence of defendants, instruction that, if warehouse 
company was authorized to forward goods to consignee, then 
company was liable for any loss resulting from its own negli- 
gence, was properly refused where it did not clearly exclude 
owner’s theory on which liability might be predicated.—Ibid. 

In action against warehouse company and alleged common 
carrier for value of goods destroyed in transit through alleged 
negligence of defendant, instruction that, if company used ordi- 
nary care in selection of transportation and in fixing of rate 
of loss, warehouseman could not be held liable, was erroneous 
since warehouseman could not escape liability if no authority 
to value them existed.—Ibid. 


TELEGRAPHS AND TELEPHONES 


(Court of Appeals of Georgia, Division No. 2.) Where 
petition failed to show that compensatory damages sought for 
failure to make timely delivery of telegram was proximately 
caused by defendant, but showed that damages were too uncer- 
tain, remote and speculative to be the basis of a recovery, court 
did not err in sustaining general demurrer of defendant. (Kaler 
— Co. vs. Postal Telegraph Cable Co., 1 S. E. Rep. (2d) 

) 

(St. Louis Court of Appeals. Missouri.) In sender’s action 
against telegraph company for failure to use due diligence in 
delivering telegram announcing death, evidence raised jury 
question as to company’s liability. Mo. St. Ann., Sec. 4925, p. 
2240. (Lottman vs. Western Union Telegraph Co., 124 South 
Western Rep. (2d) 614.) 

Statute providing for recovery of penalty from telegraph 
company for failure to use due diligence in delivering telegram 
is penal and must be strictly construed, and recovery thereunder 
requires a plaintiff to bring himself clearly within the provisions 
thereof. Mo. St. Ann., Sec. 4925, p. 2240.—Ibid. 

In sender’s action to recover statutory penalty from tele- 
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graph company for failure to use due diligence in delivering 
telegram, where company agreed to deliver messages within one 
mile of company’s office, instruction allowing recovery if com- 
pany customarily delivered telegrams to persons residing at a 
distance more than one mile from office was error. Mo. St. Ann., 
Sec. 4925, p. 2240.—Ibid. 

That telegraph company on previous occasions had done 
more than required by statute imposing penalty for failure to 
use due diligence in delivering telegram did not increase obliga- 
tions placed upon company. Mo. St. Ann., Sec. 4925, p. 2240.—- 
Ibid. 


MAINTENANCE ORDERS VACATED 


~ The Commission has vacated maintenance orders in docket 
Nos. 13432, 19720, 24637, 24838, 24856, 24856 Sub. No. 1, 26852 
and 27746. 


B. & M. B. NOTES 

The Commission, by division 4, in Finance No. 11804, 
Brownsville & Matamoros Bridge Co. notes, has authorized 
that company to issue not exceeding $200,000 of ten-year un- 
secured non-interest bearing promissory notes, to be delivered 
in equal proportions to the applicant’s proprietary companies 
in partial satisfaction of indebtedness due them. 

Dissenting, Commissioner Mahaffie said that for substan- 
tially the reasons expressed in his separate expression reported 
in 217 I. C. C. 24, 26, on the application of this company to 
issue bonds, he was unable to approve this application. 


STRIKE DEMURRAGE CASE 


The Chrysler Corporation, by formal complaint to the 
Commission, No. 28225, Chrysler Corporation vs. Grand Trunk 
et al., has raised the question of the legality of the assessment 
of demurrage charges at its plants at Detroit and Highland 
Park, Mich., while those plants, as alleged in the complaint, 
were in the illegal possession of strikers. The corporation asks 
the Commission to award reparation of so-called illegally as- 
sessed demurrage, amounting to $7,043. 

According to the complaint, the corporation’s one-time em- 
ployes against its consent “unlawfully seized and unlawfully 
held possession of said plants and offices from the complainant 
and denied it access thereto.” The complaint says the one- 
time employes were not acting as complainant’s agents or em- 
ployes, but acted without authority contrary to instructions of 
the complainant and in “defiance of the law, the courts and 
constituted authority, particularly in defiance of the injunction 
issued out of the circuit court for the county of Wayne, Mich., 
on March 15, 1937.” 

The strike, according to the complaint, lasted from March 
8 to April 7. On the last mentioned date, the complaint says 
the Chrysler Corporation was able to resume possession of its 
plants and of its business, “although the complainant had with 
all possible dispatch, following the seizure of its plants trom 
it, proceeded by court action and otherwise to repossess said 
plants and resume business.” 


MECHANICAL STOKER ORDER 


With a view to providing opportunity for final disposition 
of the case in the district court at Cleveland, O., the Commis- 
sion has revised its order in No. 24049, A. Johnston, grand 
chief engineer of the Brotherhood of Locomotive Engineers et 
al. vs. A. T. & S. F. et al., which directs the railroads to equip 
coal-burning steam locomotives with mechanical stokers. The 
federal court at Cleveland has dismissed the railroads’ applica- 
tion for an injunction but has not yet issued its final decree. 

Inasmuch as it is the intention of the railroads to appeal 
the decision of the district court it was deemed desirable to 
have the order of December 27, 1937, requiring the installation 
of mechanical stokers, revised as to dates so that when the 
matter goes to the higher court the latter will be acting on an 
order which has been revised so as to make allowance for the 
time already spent in the courts. The order as it now stands 
requires engines to be equipped with stokers before April 15, 
1944. 


AIR TRANSPORT RECORDS 


Revenue passenger miles flown in February by domestic 
air lines that are members of the Air Transport Association 
of America were 31,046,932, an increase of 18.7 per cent over 
the 26,155,235 figure for February, 1938. 

This figure for February is a decrease of 9.8 per cent from 
the 34,457,270 miles flown in January by the members of the 
Air Transport Association, which includes all air lines in op- 
eration continuously for a period of over a year, which carry 
over 99 per cent of the passengers carried by air in the United 
States. 

In 1938 and the first two months of 1939 over 25,000,000 
passenger miles were flown for each passenger fatality. The 
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1938 safety record of the air lines was 88 per cent greater than 
ee record which, in turn, showed an improvement over 

Improved weather reporting and forecasting facilities and 
the fact that the air lines, themselves, employ 100 highly 
trained meteorologists, improved operational procedures and 
the universal use of approved devices for the navigation and 
operation of the modern aircraft employed, are other factors 
considered responsible for this record. 


CERTIFICATE FOR C. AND S. 

The Civil Aeronautics Authority has issued the Chicago and 
Southern Air Lines, Inc., a certificate to transport passengers, 
mail and express on its line between Chicago and New Orleans, 
with intermediate stops at Peoria, Bloomington and Springfield, 
Ill., = Louis, Mo., Memphis, Tenn., and Greenwood and Jack- 
son, Miss. 


INCREASED AIR NAVIGATION 


“Increased air navigation activities in the United States 
are evidenced by the number of aeronautical charts sold or 
otherwise distributed by the Department of Commerce during 
the seven months ended January 31 of this year,” according 
to Leo O. Colbert, director of the coast and geodetic survey of 
that department. The department said it had distributed 
192,729 nautical charts in that seven month period, the first 
comparable period of record when the demand for aeronautical 
charts exceeded that for nautical charts. 

In that seven month period the survey filled 197,504 re- 
quests from air pilots, operating companies, federal govern- 
ment agencies, vaiation schools and other users of the charts, 
said Mr. Colbert, adding that this compared with 209,094 
distributed in the fiscal year ended June 30, 1938. 

Pointing out that they were similar to road maps, the de- 
partment said the aeronautical charts, prepared by it, gave 
emphasis to radio ranges, civil airways, airports, auxiliary 
landing fields, beacon lights, high-tension electric lines, and 
plotted many other aids or obstructions to navigation by air. 
It said that the aeronautical information included was located 
on a base map showing streams, roads, railroads, towns, ele- 
vations and all characteristics of the terrain. 


AIR MAIL RATES OF PAY 


American Airlines, Inc., has asked the Civil Aeronautics 
Authority for a determination of fair and reasonable rates of 
compensation for the transportation of mail on two of its eight 
air mail routes. The application covers routes Nos. 23, be- 
tween Albany, N. Y., and Fort Worth, Tex., and 4, between 
Fort Worth and Los Angles, Calif. The application requested 
a base rate of 32 cents for each airplane mile actually flown 
with mail over these routes in any month in which the average 
mail load was 300 pounds or less for each such airplane mile; 
and where such average mail load exceeded 300 pounds, the 
base rate to be progressively increased 3.2 cents an airplane 
mile for each 100 pounds or fraction thereof, in excess of 300 
pounds. American’s present base rate of pay by the 300 pounds 
for carrying mail is 23 cents an airplane mile on route No. 23 
and 25 cents on route No. 4. 

The report said that American also held contracts on air 
mail routes No. 7, between Newark, N. J., and Chicago, II1.; 
No. 18, between Boston, Mass., and Newark; No. 21, between 
Boston, Mass., and Cleveland, O.; No. 22, between Cleveland, 
O., and Nashville, Tenn.; No. 25, between Washington and 
Chicago; and No. 30, between Chicago and Fort Worth, Tex. 


TRANSPORTATION CONFERENCE 


The agenda for the session of the transportation conference 
called by the Chamber of Commerce of the United States for 
March 27 follows: 


1. Should a governmental agency be instructed by Congress to 
conduct promotional and investigational activities affecting railroads? 

2. If so, should this agency be 

(a) The Interstate Commerce Commission; 

(b) An administrator or board working in connection with the 
Commission; 

(c) A new independent transportation board; 

(d) An interdepartmental committee? 

3. Should the duties of such agency include: 

(a) Planning and promoting consolidations, coordinations and other 
opportunities for economies in railroad service; 

(b) Investigation and reporting with recommendations, on relative 
economy and fitness of rail, motor and water carriers with a view to 
promoting joint and cooperative use and abating wasteful and destruc- 
tive competition; 

(c) Investigation and reporting, with recommendations, on the 
extent of any direct or indirect government financial support of these 
three forms of transportation, taking into account all relevant factors? 


Members may bring up any other proposals, whether or not 


previously considered by the conference or the advisory com- 
mittee, it was announced. 


March 25, 1939 


PROPOSED TRANSPORTATION ACT 
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Asserting that the Inland Waterways Corporation had 
made a “profit” of more than a million dollars in 1938, that 
it had several million dollars invested in government bonds 
and that it had bought new equipment worth several million 
dollars more, Major General T. Q. Ashburn, president of the 
corporation, was questioned before the House committee on 
interstate and foreign commerce by Representative Wolverton, 
of New Jersey, as to costs a private corporation would have 
to meet that were not met by the government barge line. 

The New Jersey congressman developed that the govern- 
ment barge line, with an investment of about $25,000,000, did 
not pay interest or dividends; that if it paid 3 per cent on 
$25,000,000 that would amount to $750,000; that if the govern- 
ment corporation paid federal income taxes its tax on its 1938 
earnings would be about $140,000; that the corporation had 
made a profit of $35,590 on government bonds it sold in 1938 
and that this was included in its income statement; that it 
had received interest on government bonds of $127,468 for 
1937 and that this was included in its income statement; that the 
U. S. Workmen’s Compensation Commission had paid personal 
injury claims against the corporation in the amount of $19,- 
338.92 in 1938, and the barge line corporation did not have 
to bear that expense; that the postage bill of the barge line 
would have been about $26,500 in 1938 if it had had to pay 
postage; that its office space in Washington, for which it does 
not pay anything, would cost $3,850 a year at $1.75 a square 
foot; that the government rate on wire service saved it about 
$12,000 in 1938; that the corporation is not subject to the social 
security act but that it is working out a pension system of its 
own; that out of federal relief money the corporation obtained 
$100,000 for rehabilitation of bridges on the Warrior River 
Terminal Railroad, its subsidiary, which were damaged by 
river improvement work, and that the corporation was not 
required to and did not repay to the government any of the 
money it obtained from the government. It was stated that 
the government owned the surplus of the corporation, and that 
the profits were turned into equipment and the people benefited 
by reduced charges for transportation. General Ashburn said 
the government paid for damages inflicted on railroad bridges 
by waterway improvement work. 

In the light of the general’s testimony as to financial re- 
sults of operation of the barge lines, Mr. Wolverton wanted 
to know what he had to suggest to improve the railroad situa- 
tion which was bad while the barge line was in a prosperous 
condition as set forth by the witness. 

General Ashburn said if he could suggest how to make 
the railroads prosperous he would be getting the salary of 
the president of the Association of American Railroads. He 
said he would, however, allow the railroads to consolidate and 
cut down their overhead; allow them to retire valueless bonds; 
and let them do some of the things they wanted to do. 

“Would it help to consolidate the railroads with the Inland 
Waterways Corporation ” asked Mr. Wolverton. 

General Ashburn laughed and replied that that would be 
a case of Jonah and the whale. 


In beginning his testimony the general said every criticism 
directed at the Inland Waterways Corporation was directed at 
the committee because it had reported the legislation which 
created the corporation. He told how the corporation had 
obtained $12,000,000 in cash from Congress and property which 
it had taken over at an appraised value of $10,000,000, though 
the latter, he said, could not have been sold for more than 
around $1,500,000. Now the corporation was worth about $26,- 
000,000, he said, and the I. C. C. had fixed the replacement 
value at about $23,000,000. 


Before the hearing began, General Ashburn exhibited in 
the committee room a “movie” prepared at a cost of about 
$2,500, he said, showing the operations of the government barge 
line. Exhibition of this “movie” was part of the public rela- 
tions work of the line the director of which was paid $5,300 
a year, he said. The public relations man, said he, looked 
after attacks on the barge line and complaints. 

His purpose in appearing before the committee, said Gen- 
eral Ashburn, was to present the facts about the government 
barge line—facts which had been “misrepresented so abom- 
inably.” 

As to the President’s committee of six recommendations 
he favored only one—that a transportation board be set up to 
investigate and report to Congress concerning the relative 
economy and fitness of the several modes of transportation and 
the extent to which any of them was now being subsidized, 
with its recommendations for further legislation. 

General Ashburn believed that Congress should require 
such a study to be made before attempting to legislate to 
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meet the transportation problem. Because of partisan views— 
and he included himself among the partisans—he did not think 
it possible to obtain the facts otherwise. 

As to regulation, the general said the Lea bill exempted 
private and contract water carriers. He believed that, if com- 
mon carriers by water were going to be regulated, the con- 
tract carriers must be regulated. The latter, said he, not reg- 
ulated, would be in position to break down the rate system 
and bring about rate wars. 

The committee-of-six bill would enable the railroads to 
kill off the water lines, said he, in comment which was not 
favorable to it, although later he said there were some things 
in it that would benefit the railroads. 

The proposal to levy tolls for commercial use of the inland 
waterways, he said, was one to reverse the tolls policy of the 
government that dated back to 1787. 

The committee-of-six bill would terminate the Inland Wa- 
terways Corporation and throw the Denison barge line act 
into the discard, he said. 

He disputed assertions in the joint resolution offered by 
Senator Reed, of Kansas, providing for disposal of the barge 
line, that conditions prescribed by the Denison act to be met 
before the line could be sold had been met. He mentioned in 
that connection that all channels had not been completed and 
that joint water and rail rates had not been fully established. 
The Red River, a tributary of the Mississippi, had not been 
improved, he said, and later Representative Mapes, of Michi- 
gan, indicated that if the conditions in the barge line act were 
met it would be a long time before the barge line would be 
sold. The general indicated agreement with that view and 
later said in response to a question by Chairman Lea that he 
thought Congress should deal with the question of disposing 
of the lines in light of conditions today and not what they 
were when the Denison act provisions were enacted. 

If the railroads got all the profits of the Inland Water- 
ways Corporation, said the general, it would not pay them for 
the cost of propaganda they had produced in their efforts to 
put the government out of the barge line business. 

As to railroad opposition to the government line he said 
the Union Pacific had cooperated with the line and that the 
Chicago & North Western, once opposed, had come to the 
I. W. C. and asked for joint rates. 

Representative Wolverton referred to the fact that Con- 
gress had passed the Denison act in 1924 with a view to mak- 
ing a five-year test to see whether water transportation could 
be operated at a profit by private capital and to General Ash- 
burn’s statements at that time in favor of a five-year test. 
The general said Congress later had enacted the conditions 
that had to be met before the line could be sold. 


Representative Martin said General Ashburn and other 
witnesses for waterway transportation had emphasized how 
inconsequential the results of their operations were in tonnage 
and finances, as compared with the railroads, yet on the other 
hand this form of transportation was put forward as the eco- 
nomic savior of the country. He was having difficulty in add- 
ing those two things together, he said. 


The question raised in his mind by the testimony, said he, 
was how much was a thing worth that wasn’t worth anything. 
Again, he said, apparently the waterways had the ability to 
cripple a mode of transportation that had invested in it five 
or six times the amount invested in all other forms. 

General Ashburn was questioned by Representative Mapes 
as to offers that had been made to purchase the government 
lines. The general said an offer was pending now. He said 
he had told the Secretary of War he himself would buy the 
lines if he could get the money to do so, notwithstanding what 
had been said about costs a privately owned company would 
have to meet which the government line did not. He also said 
he would be in favor of selling if the replacement value of 
around $23,000,000 were obtained for the property. 


Walter Attacks Rules and A. A. R. 


Luther M. Walter told the House committee on interstate 
and foreign commerce, March 21, that rules and regulations 
governing working conditions on the railroads “called to 
Heaven” for consideration, that there was “something funda- 
mentally wrong” with the Association of American Railroads, 
and that the association was run “by the rich roads for the rich 
roads” and that the weaker roads received scanty consideration. 

Mr. Walter explained that he was a practitioner before the 
Commission and that he was co-trustee of the Chicago Great 
Western but that he spoke before the committee for himself 
only and that no client was represented in what he had to say. 

In discussing the subject of joint rates Mr. Walter made 
his assertion that there was something fundamentally wrong 
with the A. A. R. and reviewed the situation growing out of 
adoption by the board of directors of the association, Septem- 
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ber 20, 1935, of a resolution against the invasion of territory 
of one railroad by another, through the medium of joint rates 
with motor carriers. 

This struck at publication by the Chicago Great Western, 
he explained, of rates on loaded truck bodies, and Patrick H. 
Joyce, co-trustee, and he were cited to appear before the board 
of directors of the A. A. R. for acting contrary to the provi- 
sions of the resolution. In the meantime, he said, the Commis- 
sion had sustained the C. G. W. rates, and at a meeting held 
June 25, 1937, the board of directors considered the question 
of rescinding the resolution of September 20, 1935. 

Mr. Walter read from a communication from J. J. Pelley, 
president of the A. A. R., to member roads, dated June 28, 1937, 
= _ he reported action taken at the meeting held June 25, 
1937. 

The board of directors at that meeting adopted a resolution 
stating that the action taken September 20, 1935, had resulted 
in misunderstanding as to its true meaning and application, and 
that it seemed advisable that the policy intended to be an- 
nounced in that resolution and interpretation thereof should be 
clarified and redefined, and it, therefore, rescinded the resolu- 
tion of September 20, 1935, and adopted in lieu thereof the 
following as an announcement of policy of the association: 


It is hereby declared to be the policy of the association that the 
public interest will be promoted and the integrity and credit of the 
railroad industry improved and maintained if the railroads refrain from 
establishing with motor carriers through routes or joint rates or fares 
which invade territory not served by such railroad and which is already 
served by one or more other railroads. 

It is further the policy of this association that it is not desirable 
for the rail carriers to enter into joint billing arrangements with, or 
to advance charges to motor carriers, except where the services of such 
motor carriers are within a terminal district. 


B. & O. Holds Up Rail-Motor Tariff 


Mr. Walter said the Baltimore and Ohio and the Keeshin 
motor interests had agreed on joint rates but that President 
Willard, of the B. & O., had taken the position that, so long 
as the declaration quoted stood as the action of the board of 
directors of the A. A. R. he could not consent to the publica- 
tion of the rates. The question of rescinding the resolution of 
June 25, 1937, said Mr. Walter, was considered at a meeting 
of the board of directors of the A. A. R. February 24, 1939, 
and excerpts from the minutes of the meeting showed that it 
was unanimously voted “to lay this subject on the table.” 

Mr. Walter asserted that the action of the A. A. R. directors 
was in restraint of trade and monopolistic, and advocated legis- 
lation that would strike down the “monopolistic” resolution of 
the A. A. R. 

The C. G. W. had made $15,000 from the rates it put in 
on loaded truck bodies, said he. 

The A. A. R. resolution, he continued, did not encourage 
use of motor carriers. Asked what the board had done to the 
C. G. W., he said that carrier had ignored the resolution, had 
been “tried” for it but the verdict was not in. 

In further explanation of the situation Mr. Walter said 
the “rich” roads owned forwarding companies and some owned 
trucking companies and for that reason were opposed to other 
carriers making arrangements with truck lines. Because the 
B. & O. had proposed to make rates with the Keeshin interests, 
said he, traffic had been diverted from the Central of New 
Jersey in which the B. & O. had an interest. 

It was here that he asserted that the A. A. R. was run by 
the rich roads for the rich roads and that the weaker lines 
received scanty consideration. It cost the C. G. W. about $10,000 
a year to belong to the A. A. R., said he, but he did not think 
that he as a trustee should insist on withdrawal. Certain re- 
search activities of the association were of value, said he. 


Fletcher on A. A. R. Resolution 


R. V. Fletcher, general counsel of the A. A. R., wrote a 
letter to Representative Mapes relative to the motor-rail rate 
resolution adopted by the board of directors of the A. A. R., the 
congressman having asked Mr. Walter as to the reasons why 
the A. A. R. had adopted such a resolution. After quoting the 
resolution, Mr. Fletcher said: 


I call your attention to the declared purpose of the resolution. 
The resolution does not advise the railroads to refrain from establish- 
ing through routes or joint rates with motor carriers, except in those 
cases where the effect is to invade the territory of other railroads. 

You will recall that, under the interstate commerce act, a railroad 
cannot extend its lines into new territory, except it first obtain from 
the Interstate Commerce Commission a certificate reciting that the 
present or future public convenience and necessity require the con- 
struction of such line. However, if railroads entered into joint rates 
with motor carriers, whereby these motor carriers were permitted to 
invade the territory of other railroads, the purpose of the law would 
be defeated without the matter having been submitted to the Inter- 
state Commerce Commission. 
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It seems to me that it is sound public policy to discourage the 
establishment of through routes with motor lines, if thereby the de- 
clared purpose of the law may be circumvented. The resolution of 
the board, therefore, was clearly in accord with sound public policy 
and was in aid of the development of orderly processes of regulation. 

In the discussion before the committee, it was not apparently 
brought out that the association’s resolution turned upon the point 
that the territory of one railroad should not be invaded by another, 
without sanction of the regulating body. 


Railroad Labor 


Turning to the situation obtaining under the railway labor 
act, Mr. Walter said that a carrier that lost before the National 
Railroad Adjustment Board could not appeal, though in every 
other instance where an award involving money was made 
appeal was allowed. The adjustment board, he said, never 
swore a witness nor kept a record of the facts before it. 

Mr. Walter told of the experience of the C. G. W. grow- 
ing out of the dispute with brotherhood employes because 
crews were started to work at 1 or 1:30 p. m. instead of 2:30 
p. m., something he said had been done for twenty years. The 
adjustment board said the crew should have started at 2:30 
p. m. and award was made for pay although the men had re- 
ceived the regular pay for their services. He said that, to get 
the matter before the court, the trustees asked the men to sue 
them but the men preferred to resort to strike to enforce their 
demands. The result was a compromise in which the trustees 
had to pay the men about $50,000, said he. 

Mr. Walter offered proposed amendments to the railway 
labor act to make procedure before the adjustment board cor- 
respond to that before the Commission and the courts, to meet 
his complaints as to procedure. He also proposed an amend- 
ment authorizing the President to appoint, by and with the 
advice and consent of the Senate, four persons to act as referees 
in the case of disputes between carriers and their employes. 
Each referee would receive a salary of $10,000 and hold office 
for seven years and must not have been identified before ap- 
pointment with either carrier or employe groups. On failure 
of any division of the adjustment board to agree on an award, 
the division would select one of the referees to sit with the 
division as a member thereof and to make an award. Should 
such division fail to agree and select a referee within ten days 
of the date of deadlock or inability to obtain a majority vote, 
then the four referees would designate one of their number to 
sit with the division as a referee and to make an award. 

This amendment was offered by Mr. Walter to meet criti- 
cism of the present procedure of the divisions of the adjustment 
board which calls for appointment of a neutral person when the 
divisions cannot agree. He said this procedure had not worked 
satisfactorily. 

Public Board Suggested 


Mr. Walter said Congress should create a public board 
with full power to pass on the justice or injustice of rules and 
regulations governing employes of carriers. 

“In 1938,” he asserted, “we paid $105,000 on the Great 
oe to employes who never did a lick of work because of 
rules.” 

In 1937, he said, the wages on the C. G. W. were increased 
$435,000, which was about half the amount of the fixed charges 
proposed in the plan of reorganization for that property. 

The railroads, he said, should be relieved of paying for 
something not done. An orderly administration of the rela- 
tions between carriers and employes should be provided, he 
said, and closed with the declaration about conditions with re- 
spect to labor calling to Heaven for consideration. 

No member of the committee questioned Mr. Walter with 
respect to that part of his testimony relating to labor. 


Views on Other Matters 


Mr. Walter opposed reorganization of the Commission by 
legislation though he said it would be helpful if the law were 
amended to permit reference of a case to and disposition 
thereof by a single commissioner. He also opposed codifica- 
tion of the interstate commerce act as proposed in the com- 
mittee-of-six bill. Codification should be done by a public 
body and not by special interests such as the railroads and 
their employes, said he. Representative Mapes remarked that 
since the committee-of-six bill, H. R. 4862, had been intro- 
duced, none had been before the committee to defend or justify 
it. 

Mr. Walter expressed approval of the pooling provisions 
of the Lea bill, H. R. 2531, and told of his efforts before the 
Commission to have a distribution made from rate increases 
so that weak roads would be helped and strong roads would 
not get money they did not need. Asked by Representative 
Halleck, of Indiana, if such handling of the problem would be 
constitutional, Mr. Walter said it was and gave as justification 
the decision of the Supreme Court of the United States in 
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the New England divisions case, 261 U. S. 184. There were 
no provisions in the committee-of-six bill dealing with this 
problem, said he. 

Water carriers should be regulated the same as rail and 
highway carriers, said he, adding regulation should be by the 
Commission. 

Minimum rate provisions of H. R. 2531 were considered 
“good” by Mr. Walter. 

He favored the duties assigned to the Administrator in the 
bill but believed that instead there should be a transportation 
board of three members appointed by the Commission which 
would be “contiguous to” but not in the Commission. He be- 
lieved the board should act independently except that it should 
be appointed by the Commission. 


Witness for Trainmen 


Tom J. McGrath, general counsel of the Brotherhood of 
Railroad Trainmen which is not affiliated with the Railway 
Labor Executives’ Association, opposed proposed legislation in 
the committee-of-six bill designed to open the way to consoli- 
dations of railroads. The whole question of railroad consoli- 
dations should again be reviewed in the light of present day 
condition, he said. He dealt with the matter from the view- 
point of not reducing employment. He said the present condi- 
tion of the railroad industry was attributable, in large measure, 
to the inequality of competitive conditions and that the train- 
men “unhesitatingly subscribe to the theory that a careful, 
thorough and impartial inquiry should be made into all phases 
of the transportation business necessary to ascertain wherein, 
if at all, inequitable privileges or immunities exist and that, 
pursuant to the information developed by such investigation, 
remedial steps should be taken to place all transportation 
agencies upon a plane economically sound and which will enable 
each one of these agencies to fairly bid for the patronage it 
can best serve.” 

“We are convinced,” said he, “that additional curtailment 
of railroad transportation service will not be necessary nor 
wise, if inequitable competitive conditions as between the sev- 
eral types of carriers are rationalized and if other reforms in 
railroad practices are brought about.” 

Revenue ton miles in 1937, said he, were less than 20 per 
cent below what they were in 1926. With the return of gen- 
eral business conditions to what might be properly considered 
as a normal level, said he, and with the competitive situation 
corrected, it was entirely possible that “we may find that the 
country needs and will support the steam railroad plant sub- 
stantially as it now exists.” 

Need for elimination of waste in railroad practices, as 
shown by the Wheeler investigation, said the witness, pointed 
to savings that might be effected. 

The committee-of-six bill provided no adequate protection 
for the interests of labor, said Mr. McGrath. 

Representative Halleck asked about letters he had received 
for and against legislation limiting mileage of train service 
employes. Mr. McGrath said the trainmen had tried to re- 
strict mileage of members to the end of increasing employment 
but said it was only honest to say that where local committees 
were dominated by the older men “they had been a little slow” 
to reduce mileage. He said his organization did not favor 
congressional action, believing this was a matter for the em- 
ployes. 


Representative Mapes wanted to know whether the broth- 
erhoods were united in support of the committee-of-six bill. 
Mr. McGrath said his organization, not a member of the Rail- 
way Labor Executives’ Association which had approved the 
bill, had centered its attention on the matter of consolidation, 
as it was primarily interested in preserving railroad employ- 
ment. He indicated there were some provisions in the bill 
which might prove helpful to the railroads. 


L. Alfred Jenny, railroad consulting engineer of New York 
City, urged legislation looking to compulsion in the matter of 
consolidating the railroads into a limited number of systems. 
He indicated he felt that that was the fundamental factor in 
the situation. 


Theodore Brent, formerly federal manager of the govern- 
ment barge lines, appeared in opposition to regulation of water 
carriers, to imposition of tolls for use of the waterways and 
to discontinuance of the government barge lines. He also op- 
posed proposals to take from the army engineers duties with 
respect to improvement of waterways. 


Views of I. C. C. 


The views of the Commission on proposed transportation 
legislation were made public late March 22 by Chairman Lea, 
of the House committee on interstate and foreign commerce. 
They were embodied in a voluminous report submitted by 
Commissioner Eastman, chairman of the Commission’s legis- 
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lative committee, in response to a request for a report on 
proposed legislation made by Chairman Lea. 


The report deals with the recommendations made by the 
committee made up of Commissioners Splawn, Eastman and 
Mahaffie to the President last spring and referred to as the 
“committee of three;” the report of the President’s committee 
of six; the Lea bill, H. R. 2531; and the Bland water carrier 
regulation bill, H. R. 4307. As to proposed regulation of for- 
warding companies, and the extent to which control over in- 
terstate transportation of property other than by common or 
contract carriers would be practicable and desirable, the report 
said separate reports would be submitted. 


Chairman Lea said the report was an able one and that 
it would help to clarify the situation with respect to trans- 
portation legislation. He said it would contribute to the ob- 
taining of useful legislation at this session of Congress. 


The chairman said he would not press for enactment of 
the I. C. C. reorganization proposals in his bill, H. R. 2531, 
calling for, among other things, a commission of 19 members. 
He said the Commission was opposed to that proposal but 
favored certain changes giving the Commission more power 
to deal with its organization. He said the railroad labor prob- 
lem was not discussed in the report. The report set forth the 


following summary of the conclusions reached by the Com- 
mission: 


(1) We favor comprehensive regulation by the Interstate Commerce 
Commission of all common carriers by water, and of all contract car- 
riers competitive therewith, engaged in interstate or foreign com- 
merce in all the domestic trades. 

(2) With respect to proposed changes in regulatory provisions: 

(a) We do not favor the change in the so-called ‘‘rate-making 
rule’’ proposed by the Committee of Six. 

(b) We favor, with a change in its wording, the amendment of 
section 5 (1) of the Interstate Commerce Act with respect to the pool- 
ing or division of railroad traffic and earnings proposed by the Com- 
mittee of Three and in H. R. 2531. 

(c) We favor the amendment of the consolidation provisions of 
section 5 proposed by the Committee of Three, the Committee of Six, 
and H. R. 2531, but on the whole prefer, in some respects, the form 
which the amendment takes in the bill of the Committee of Six. We do 
not, however, favor repeal of paragraphs (19)-(21) or change of the 
present provision of section 213 (a) of the Motor Carrier Act with 
respect to acquisitions of motor carriers by railroads. 

(d) We do not favor repeal of section 4 of the Interstate Commerce 
Act or of the so-called long-and-short-haul clause of that section. 

(e) We do not favor the amendment with respect to intrastate rates 
proposed by the Committee of Six. 

(f) We do not favor the amendment of the reparation provisions 
of the Act proposed by the Committee of Six. 

(3) We do not favor the reorganization of the Commission proposed 


by the Committee of Six or in H. R. 2531, but do urge amendments 
which would 


(a) Enable the Commission to delegate work, business, and func- 
tions without restriction to individual commissioners or board of em- 
ployes, subject to opportunity for review by a division of the Com- 
mission, and under certain conditions by the Commission itself. 

(b) Enable the Commission to establish by general rules limita- 
tions on the right of parties to seek review by the Commission of the 
action of a division or individual commissioner or board of employes, 
such limitations to confine the opportunity to proceedings of certain 
classes or descriptions involving issues deemed by the Commission to 
be of general transportation importance; and to create one or more ap- 
pellate divisions to. which petitions for rehearing generally, or in par- 
ticular cases or classes of cases, could be assigned for final action. 

(4) We favor the recommendation of the Committee of Three that 
a Federal Transportation Authority of three members, to be appointed 
by the President, be created for a temporary period to carry on in 
behalf of the Government specified research, planning, and promotional 
work in connection with transportation. 


(5) We do not favor the proposal of the Committee of Six that the 
Commission be relieved of all responsibility in connection with rail- 
road reorganizations either in equity receivershp proceedngs or under 
Secton 77 of the Bankruptcy Act, and that a new Reorganization Court 
be vested with all the jurisdiction now exercised by both the district 
courts and the Commission over all matters connected with such rail- 
road reorganizations. Nor do we advocate the somewhat similar, al- 
though more limited, proposal in H. R. 2531 for the creation of a Rail- 
road Reorganization Court. 

(6) With respect to loans to railroads, we favor none of the pro- 
posals, except those of the Committee of Three (a) that $300,000,000 
be made available for loans to finance the purchase of rolling or shop 
equipment, the lattter to furnish the security for the loans, and (b) 
that obligations to the Reconstruction Finance Corporation be ac- 
corded, in bankruptcy proceedings, a position with respect to realiza- 
tion on collateral similar to that now given to equipment obligations. 

(7) We favor the proposals of the Committee of Three, the Com- 
mittee of Six, and H. R. 2531 that the requirements in existing 
statutes for so-called ‘‘land-grant reductions’’ in connection with the 
carriage by the Railroads of Government traffic be removed. 

(8) With respect to miscellaneous proposals of the Committee of 
Six, 


(a) We express no opinion on the recommendation that Congress 
provide for the immediate disposal of the Federal Barge Lines op 
erated by the Inland Waterways Corporation. 
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(b) We express no opinion on the various proposals with respect 
to taxation. 

(c) We approve as sound in principle the proposal that the rail- 
roads be relieved from the burden of contributing, disproportionately, 
to the cost of grade crossing eliminations. 

(d) We approve as sound in principle the proposal that wherever 
a railroad is required, in connection with the improvement of navigable 
waters, to alter or reconstruct any of its bridges or other facilities, 
it shall be reimbursed by the government for all cost in excess of 
direct benefit. 

(e) We approve as sound in principle the proposal that no reor- 
ganization plan shall be approved unless the fixed charges for which 
it provides are within the ability of the property to earn at all times, 
as demonstrated by its past experience. 

The proposals contain little that is new. In substance most of them 
have been made before, and deviations are chiefly in form. This is 
not surprising, for after all there are only a few basic ways in which 
transportation conditions can be improved by government action. 
Relief may be obtained by better control of competitive conditions, 
or by increasing the internal efficiency of the carriers, or by improving 
their financial structures, or by loans from or decrease in burdens 
imposed by the government. 

The Committee of Six, quite naturally in view of its composition, 
emphasizes the betterment of competitive conditions and minimizes 
efforts to increase internal carrier efficiency. The Committee of Three 
put most stress on the latter means of improvement. H. R. 2531 tends 
to emphasize the former, but does not neglect the latter. For our own 
part, we regard as of paramount importance efforts to bring about a 
proper integration of carriers of all types and to increase the economy 
and efficiency of their operations. As we stated in our last annual 
report, ‘‘Transportation success can never be the product of high 
rates and restricted service.’’ 


The Commission pointed out that it had, since 1934, taken 
the position that all important forms of transportation should 
be under similar federal regulation; that, to insure equal and 
impartial regulation, responsibility should be centered in a 
single agency; and that because of long experience and the 
scope of its present business the Commission was the logical 
agency for that purpose. 

The Commission said that present regulation of water 
carriers was incomplete and divided. 

“Impartiality in the regulation of different types of car- 
riers is promoted by giving a single agency comparable juris- 
diction and responsibility for each type,” said the Commission. 

As to proposed power to prescribe minimum rates, the 
Commission said it did not believe there had as yet been suffi- 
cient experience in fixing minimum rates for the purpose of 
preventing destructive competition between rival types of car- 
riers to justify Congress in laying down any specific standard 
for such rates. For the present it believed it to be wiser to 
permit the Commission to be guided in this respect by the 
general rate-making rules of the interstate commerce act and 
by the general declaration of policy in part II of the act and 
any similar declaration covering other types of carriers which 
might be enacted. 


The railroads, said the Commission, in discussing proposed 
revision of section 15(a), wanted the Commission precluded 
from consideration of the “effect of the rates on the move- 
ment of traffic.’ Under the railroad view, the Commission 
indicated, its function would become that of “mere computers.” 
It was difficult to see how the Commission, it said, in endeav- 
oring to apply the rule proposed by the railroads could avoid 
considering the probable actual revenue results of the rates 
sought, which was manifestly the same thing as considering 
the “effect of the rates on the movement of traffic.” The Com- 
mission also thought the rule might be quite misleading to 
investors. It said fair treatment to investors in railroad prop- 
erties did not necessarily require that a return be paid on 
investment in properties which were outmoded and could not 
furnish service as cheaply and efficiently as some other form 
of transportation. 


“Assuming that there is now in this country a large sur- 
plus of transportation facilities over and above reasonable re- 
quirements and assuming, also, that for certain services other 
modes of transportation are better than the railroads, it must 
be obvious that literal adherence to the proposed rule would 
not necessarily improve the financial condition of the present 
railroad systems,” said the Commission. 

“We agree that if the Commission is to be given, under 
a new act, powers of comprehensive regulation over all im- 
portant forms of transportation, the ‘rate-making rules’ in the 
present section 15a and section 216(i) might well be superseded 
by some general rule. We believe, however, that such a gen- 
eral rule may well be of the same general character as the 
ae rules, instead of taking the form proposed by the rail- 
roads.” 


With respect to pooling, the Commission said it believed 
it probable that there were numerous situations in which rail- 
road traffic (especially less-than-carload traffic) or earnings 
could be pooled to the advantage of both railroads and the 
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public, and that it was desirable that the Commission be 
given authority not only to permit but to require such arrange- 
ments under appropriate conditions. 

The Commission said the proposal of the committee of 
six with respect to reparation did not reflect the views of the 
Commission though the committee said its proposal was in 
accord with the recommendations of the Commission. 

On the subsidy question, the Commission said it under- 
stood that the report of Coordinator Eastman on that subject 
would be published at a comparatively early date but it be- 
lieved that there would still be need for such an investigation 
as proposed by the committee of three, the committee of six, 
and in H. R. 2531. 

“The subject is highly controversial,” said the Commis- 
sion, “and involves not only intricate questions of fact but 
also important and difficult questions of public policy.” 

As to highway and waterway construction and tolls, the 
Commission said these matters would obviously relate closely 
to the subsidy question and their consideration by Congress 
might well await the investigation and report on that question 
which was proposed and which it favored. 

The Commission preferred the provisions of the Lea bill, 
H. R. 2531, with respect to governmental action looking to 
transportation integration. The bill in this respect was in 
line with the recommendations of the committee of three, the 
report said. The Commission also approved provisions of H. 
R. 2531 with respect to coordination activities. 

The Commission favored the recommendation of the com- 
mittee of three for a temporary federal transportation author- 
ity of three members independent of the Commission rather 
than as proposed in H. R. 2531 a permanent transportation 
administrator within the Commission. It said the transporta- 
tion situation had become so complex and was changing so 
rapidly that it demanded the continual attention of an agency 
of the federal government which was not preoccupied with 
the quasi-judicial routine of regulation. 

With respect to loans to railroads, the Commission did not 
favor any general elimination or suspension of the present 
certificate requirements. 

In a letter submitted to Chairman Bland on H. R. 4307, 
the water carrier regulation bill, the Commission said it did 
not believe that the plan the bill contained was sufficiently 
definite and specific, or otherwise satisfactory. It felt that 
other measures were more to be desired. 


Rail Opposition to Rail Bill 


Railroad company opposition to provisions of the Presi- 
dent’s committee-of-six bill creating a railroad reorganization 
court and a transportation board was expressed at the hearing 
March 22 by Marcus L. Bell, as general counsel of the Chicago, 
Rock Island & Pacific Railway Company, debtor corporation, 
and by Samuel H. Cady, vice-president and general counsel 
of the Chicago and North Western Railway, debtor corpora- 
tion. Mr. Bell said his views on the reorganization court and 
the transportation board were shared by the Missouri Pacific, 
Cotton Belt, and Frisco. 

The position of these two witnesses, generally speaking, 
was that the government’s handling of the transportation prob- 
lem should be in the hands of the Commission and that, while 
some amendments to existing law would be desirable, no new 
agencies should be created. Mr. Bell spoke of the need for 
amendment of the railway labor act. 

“It is with great reluctance that I ask permission to sub- 
mit to this committee views dissenting from a plan prepared 
by a committee of men so eminent in the railroad and labor 
world,” said Mr. Bell, referring to the committee of six. 

No delay or difficulty in the administration of section 77 
of the bankruptcy act, relating to railroad reorganizations, 
said he, was attributable in any degree to any of the district 
courts. The major cause of delay in reorganizations, he said, 
had been the hard times. In a period when railroad earnings 
were at the lowest level within the memory of living man, he 
continued, bondholders, all creditors and particularly stock- 
holders, were most reluctant to have the properties reorgan- 
ized on a basis of present earnings. 

Mr. Bell said that the fact that fifteen or twenty major 
railroad companies were in bankruptcy had precipitated on 
the Commission a volume of work impossible to handle with 
speed. This phase of the problem, he believed, was not one 
that could be solved by the simple expedient of enlarging the 
Commission’s forces. He pointed to the complexities of re- 
organization proceedings and said they must be handled by 
men of ability, experience and sound judgment. Another diffi- 
culty, he said, was the cumbersome nature of section 77 itself. 

“The essential fault of section 77, as it now stands,” said 
he, “is that it takes the Interstate Commerce Commission, 
which was a body created primarily for the protection of the 
public interest, and which since 1920 has had exclusive and 
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plenary jurisdiction to protect that public interest with respect 
to the issue of all railroad securities, and confers on the 
Commission the duty of adjudication of private rights. In 
other words, in addition to the function of determining what 
the public interest requires in the way of assumption of fixed 
obligations by the reorganized company and in the nature of 
its revised capital structure, the Commission has foisted upon 
it the duty of determining the division of new securities among 
the various classes of creditors and stockholders. This is a 
matter of private right which the courts are competent to 
adjudicate. . It is no proper function of the Commission. 
. . . On the other hand, the Commission, within its field of 
specialized knowledge, which is recognized by the courts, has 
the ability to determine finally what is in the public interest 
in the way of capitalization, particularly with reference to the 
amount of fixed charges which the new company may assume. 
The Commission is peculiarly qualified to do this, and no 
court, special or otherwise, can possibly possess that basis of 
experience and informed knowledge which is necessary for 
such a determination,” 

The Commission, under the committee-of-six plan, said he, 
would have no jurisdiction or say over a reorganization plan 
or any feature of it, except that the court might call on the 
Commission to have certain things done. He made the point 
that the Commission would have control of the issuance of 
securities of solvent companies but not over those of a re- 
organized company, under the committee-of-six bill. 

Another objection to the bill developed by Mr. Bell was 
that the Commission had been working on a number of re- 
organization cases and had been making progress with them. 
Final reports had been issued in several cases and tentative 
reports had been issued in others. Practically all had passed 
the stage of hearings. Under the bill these proceedings would 
be transferred to the special court which he said: would not 
be bound by anything previously done in them. 


Creation of the court, he said, would mean further delay 
as it would take a year or two years for it to become familiar 
with the proceedings and build up a staff to assist it. He 
spoke of the thousands of pages of record in the hearings in 
these proceedings. 


Another objection made by Mr. Bell was that there would 
be two courts instead of one to deal with under the bill— 
the special court and the district court. 


Defects in section 77 pointed out, said he, could be readily 
cured. It could be amended to take from the Commission the 
duty to determine the private rights as among themselves of 
the various classes of creditors. That was a judicial function, 
said he, and could be determined by the district courts, and 
there was no necessity for creating another court to do it. 
With the changes indicated, he said the provisions in chapter 
V of the bill dealing with reorganization would be all that 
was needed. 


Another objection to creating a separate reorganization 
court, he said, was that “this depression is temporary,” and 
when it had passed there would be no need for such a court. 
The pending reorganization cases, if not interfered with, said 
he, would be disposed of in a year or two more, and by that 
time the depression, “let us hope, likewise, will be disposed of.” 

Mr. Bell said amendment of section 77 should be consid- 
ered by the judiciary committee and not the interstate com- 
merce committee. 


Action of A. A. R. Board 


In dissenting also to the proposals of the committee of six 
with respect to a transportation board and to omission from 
that committee’s bill of amendments to the railway labor act 
approved by the Association of American Railroads in its rail- 
road program, Mr. Bell said he felt free to dissent “because the 
Rock Island representative on the board of directors of the 
A. A. R. voted against the approval by that board of the com- 
mittee-of-six plan; the only plan that the Rock Island has 
approved is the so-called ‘railroad program,’ promulgated in 
May, 1938, by- the Association of American Railroads, after 
careful preparation and consideration by member roads of 
the association.” 

“The board of directors of the association,” said Mr. Bell, 
“had no power to change that plan without further consid- 
eration by the member roads themselves. In approving the 
committee-of-six report, the board of directors did not submit 
this question back to the member roads, so the member roads 
have not had a chance to vote upon it. If they had, I doubt 
whether the reorganization provisions of the committee-of-six 
plan would be approved, and I have grounds for suspicion that 
there would be substantial opposition to two other matters with 
respect to which the committee-of-six plan varies from the 
railroad program.” 

Mr. Bell objected to the proposed division of jurisdiction 
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between the Commission and the transportation board as pro- 
posed by the committee of six. 

“After working for many years to place the entire reg- 
ulatory responsibility in one body,” said he, “this bill proposes 
to divide it between two entirely independent bodies... . 
Our regulation, as proposed by this plan, is to have added to 
it a new court of five judges, appointed by the President, and 
a new transportation board of five men, appointed by the 
President, and both of these new bodies will take away from 
the Commission functions which it exercises under existing 
laws, and in which its failures, if any, are minor.” 

Continuing, Mr. Bell, in part, said: 


Indeed, it is this fact which, upon analysis, makes me gravely 
doubtful as to the effect of the proposed bill upon the future credit of 
the carriers. When its provisions are analyzed, with the background of 
the present statutes, it appears that the new bill contains disastrous 
possibilities upon railroad credit. It is possible that the purpose of 
giving the transportation board exclusive jurisdiction over the issuance 
of securities is to prevent the issue of new securities which bear fixed 
interest. It is possible that the purpose of taking such jurisdiction 
away from the Interstate Commerce Commission is that the Commis- 
sion has permitted the issue of interest bearing securities wherever it 
was necessary fur the carriers to get new funds to build up their prop- 
erties. It may be true that the Commission has permitted the carriers 
to obtain these funds from new security issues, rather than itself 
take a firm stand with respect to providing sufficient revenues through 
rates; but, if that were true, the situation would not be helped by 
dividing the responsibility. The same body which regulates should be 
responsible for the results. 


Again, the new transportation board has exclusive jurisdiction 
over consolidations and abandonments and over new construction. Who 
is better qualified to pass upon these matters—the Interstate Commerce 
Commission, which is presumably familiar with the traffic of the 
country, the rate structure which has been built up to handle that 
traffic and the physical plant over which that traffic moves, or a new 
body, which,will have from its own experience no knowledge whatever 
of rates, traffic conditions or transportation necessities? And it is 
perfectly obvious that this transportation board of five new appointees 
would be beset from the beginning by the importunities of various 
communities whose interests were affected by any of its activities, and 
by the demands of organized labor with respect to mergers, consoli- 
dations, abandonments and new securities. If organized labor should 
desire a larger slice of the railroad dollar, it certainly would not hesi- 
tate to come before the newly appointed transportation board and 
object to the share taken by the holders of the funded debt. If organ- 
ized labor conceives that an abandonment, or a consolidation, or a 
merger, or a coordination would reduce the number of jobs, it cer- 
tainly would not hesitate to come before the transportation board and 
insist that no jobs be disturbed, notwithstanding the railroad unem- 
ployment act and the dismissal wage agreement of 1936; and it would 
have a much better chance to prevail before a newly appointed board, 
not hampered by the sense of responsibility engendered by fifty years 
of watching the railroads try to make both ends meet. 

Please do not misunderstand me. I am not criticizing organized 
labor’s efforts to protect the laboring man. I am a laborer myself, 
and have been since I was fourteen years old. 


This same possibility really, when we get right down to it, may 
be the reason for the suggestion about the reorganization court. The 
Commission is approving reorganization plans that embody at least 
some fixed charges. It is doing this on the basis of an established 
policy that investors in railroad bonds must be given new fixed inter- 
est bonds so far as it is possible. The creation of a new court, con- 
sisting of five newly appointed judges, opens the door to those who 
advocate the abolition of all fixed charges. . 


Labor Problems 


There is one other important respect in which the committee-of-six 
plan varies from the railroad program of May, 1938, approved by the 
member roads. That program pointed out the fundamental weakness 
of the present law in failing to provide for court review of the adjust- 
ment board’s decisions at the instance of the railroad. It also char- 
acterized as fundamental weaknesses the temporary character of the 
referees who are employed on a per diem basis for particular cases; 
that the referee does not sit and hear the testimony, but is called in 
only in the event of a deadlock; and that no record of evidence is 
made, and that the parties are not permitted to appear before the 
referee. 

The amendment of the law relating to the adjustment boards is 
a very important matter, and it is my understanding that in agreeing 
to the committee-of-six plan the board of directors of the A. A. R. had 
no intention of abandoning entirely that part of the railroad program. 
I mention it only because I do not wish to see the Rock Island estopped 
from presenting the question at some time in the future. ; 

With the exceptions I have noted, the proposed bill is admirable. 
The codification of the interstate commerce laws and the necessary 
simplification of those laws is a consummation devoutly to be wished. 

After all, however, the remedy lies not in legislation but in the 
return of prosperity and normal business conditions. The fewer laws 
we enact, and the better we administer those that are enacted, the 
happier shall be the railroad situation. 

We all recognize that this nation does not want its government 
to go into the business of operating the railroads. It had one dis- 
astrous experience with that problem, and no man who understands 
that experience will ever want to see it repeated. On the other hand, 
we cannot have private ownership unless the purchase of railroad 
securities is made an attractive investment for the man who has laid a 
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little money aside. You cannot regulate that man out of existence, 
and expect him to come back for more. The railroad stockholder, the 
forgotten man, must have an opportunity to receive substantial divi- 
dends in prosperous times, to counter-balance the fact that in poor 
times he will receive nothing. The money invested in these railroads 
today is far beyond the amount of securities outstanding, including 
the capital stock. If you do not protect that investment, wMhether it 
be in first mortgage bonds or the most remote share of common stock, 
then you will destroy the incentive which prompts a private citizen 
to invest in the railroads. .. . 


Where Is Money to Come From? 


In the last analysis, the soundness of our regulation will lie in the 
way in which the laws are administered. For many years, from 1887 
until after federal control, all of our regulation was destructive, re- 
pressive—cut this rate, and cut that rate; add new burdens; impose 
new regulations, which will cost money, and never give a thought to 
where the money is to come from. This process has gone on even in 
recent years. For instance, the railroad retirement act cost the Rock 
Island in extra taxes last year $1,090,452.83, and the unemployment fund 
of the social security act cost us another $1,205,424.10, a total of $2,295,- 
876.93. The price of coal has been regulated with a substantial increase 
of cost to the railroads. A fresh illustration is the order of the Inter- 
state Commerce Commission recently upheld by a three-judge court 
requiring the installation of automatic stokers on locomotives of a 
certain weight. This will cost the railroads some $20,000,000 in the 
next few years. No railroad objects to installing an automatic stoker 
on a big locomotive. It is only fair to the fireman. The question that 
bothers the railroads is the question of cost. Where is the money to 
come from? The money for these new taxes, for the increased cost 
of coal, for the automatic stokers, and for the thousand and one 
other expenditures which government regulation entails must come 
from somewhere. There is only one place we can get it—there is only 
one way we can get it; and that is for you to enjoin upon the Inter- 
state Commerce Commission the duty of adjusting the rate schedules 
of this country not only to provide for the payment of these new tax 
burdens, and other burdens that are placed upon the carriers in the 
interest of the public, but also to provide a fair return upon the money 
that actually has been invested in these properties. Personally, I 
think the Commission after many years has begun to appreciate its 
responsibilities. Certainly, this last annual report was the most con- 
structive document that has ever come forth from that body. It shows 
a grasp of the railroad problem, and a constructive attitude toward 
it, that is most encouraging. My earnest hope is that, instead of 
dividing its responsibilities and creating new boards and new courts 
to meddle with the problem, the Congress will, to paraphrase Andrew 
Carnegie’s recipe for getting rich, put all of its eggs in one basket, 
and then watch that basket; stated another way, that Congress will 
put all the responsibility on the Interstate Commerce Commission, 
and then hold the Commission reSponsible for the results. 

One other suggestion, and I am done. I refer to the declaration of 
policy in section 1. It seems to me a statement of policy in any legis- 
lation is a confession of weakness. The bill when it comes forth should 
be so clear and plain that its policy shines out from the contents of the 
bill. When God conferred with Moses on Mt. Sinai, He did not send 
him down with a message that for their own good He had decided 
to deprive the children of Israel of a number of their earthly pleas- 
ures; He merely ‘‘spake these words and said.’’ When in the primeval 
darkness God concluded that a little light would be helpful He did 
not send forth a proclamation stating that He thought it was for the 
best interests of the sons of men that they should have light to read 
their papers and go to the movies; He merely said, ‘‘Let there be 
light.’’ I hope this committee will do likewise. 


Mr. Cady spoke in opposition to creation of a transportation 
board and a railroad reorganization court. He told the com- 
mittee of the necessity of making studies to determine the prob- 
able capital structure a railroad would be able to support in 
the future in emphasizing the importance of having a trained 
body such as the Commission dealing with the reorganization 
problem. One body, said he, should regulate all transportation. 
A new government agency was not necessary, he said. If Con- 
gress wanted to wipe out the “forgotten” man—the stockholder 
—it could create a special reorganization court. He preferred 
to take his chances with the Commission. He spoke of in- 
creased expenses the railroads had to meet on account of pen- 
sion and social security taxation and increase in the price of 
fuel since the creation of the Bituminous Coal Commission. 


Short Line Proposals 


J. M. Hood, president of the American Short Line Railroad 
Association, submitted the federal legislative program of that 
=n which was set forth in the Traffic World, March 11, 
p. ' 

Paul E. Hadlick, counsel for the National Oil Marketers 
Association and for the Federal Transportation Association, the 
latter being an organization of government employes engaged 
in traffic work, appeared in opposition to elimination of land- 
grant rates on government shipments. In answer to Representa- 
tive Halleck, Mr. Hadlick said the government employes no 
doubt thought they would be out of a job if there was no check- 
ing of land-grant rates to be done, but that he did not think 
they would lose their jobs for that reason. 

Benjamin C. Marsh, executive secretary of the People’s 
Lobby, Inc., said Congress should declare a national emergency 
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and take the railroads over at the capitalization of their net 
earnings in the last year or so—that there was no other solution 
to the problem. 


Bus Operators 


Views of the National Association of Motor Bus Operators 
were submitted March 23 by Ivan Bowen, of Minneapolis, Minn. 

Proposals in the committee-of-six and railroad bill, H. R. 
4862, he said, were but the culmination of one of the most 
intensive and thorough campaigns of propaganda against forms 
of transportation competitive to the railroads, that had ever 
been organized in this country. 

“Its ramifications and personnel reach into civic and public 
organizations, societies and bodies in practically every com- 
munity in the country, many of whose members are unaware 
of the influence injected by the railroads into their existence,” 
said he. “It has been financed by the railroads and where it 
was thought that best results could be obtained by secretive 
and undercover means, such have been employed. Public offi- 
cials and courts have been used to accomplish the end sought 
of curtailing and destroying their competitors. Sad to say, 
some of these efforts have been successful.” 

The railroads, continued Mr. Bowen, proposed a funda- 
mental change in the principles of regulation in that they now 
asked that in regulation rail and highway carriers be con- 
sidered as one utility and that they hoped to accomplish by 
regulation what they hesitated to advance openly—a monopoly 
of transportation—a cartel to maintain prices above a compe- 
titive figure. When Representative Halleck said he had not so 
understood the railroad proposal, Mr. Bowen insisted that that 
was the purpose back of it. The rate-making rule proposed 
in the bill, said he, would tend to make a common level for 
all rates, regardless of the method of carriage. 

Mr. Bowen said if the bus operators were now approach- 
ing the subject of regulation of highway carriers in the first 
instance they would strenuously advocate a separate regula- 
tory authority for highway passenger carriers such as was 
provided for air transport in the civil aeronautics act. He be- 
lieved each type of transportation should have its regulatory 
body because each body would be interested in the welfare 
of the particular form of transportation it regulated. He said 
the Commission was adapting itself to the administration of 
the motor carier act, however, and was doing an excellent job. 
The bus operators, said he, were not now asking for creation 
of a separate authority but asked that the Bureau of Motor 
Carriers be preserved and that the authority of the Commis- 
sion to administer the act through division 5 be left untouched. 

Opposition was voiced to the proposals for a transportation 
board or Administrator on the ground that they were directed 
to a common end—the prescription of the field of operation 
of the motor carriers. He asserted there would be no develop- 
ment of transportation under such a system. He denied motor 
bus carriers were favored in the matters of regulation, taxa- 
tion and subsidies. 


A representative bus system, said he, paid 14.1 cents in 
taxes out of each one dollar of gross revenue in 1938 and 13.8 
cents in 1937. The railroads would say, he continued, that 
these figures did not include cost and maintenance of “your 
right-of-way.” The trouble with that argument, said he, was 
that the right-of-way did not belong to the bus carriers which 
paid for its use but were not permitted to earn on its value 
as did the railroads on their roadbed protected by “no tres- 
passing signs.” 

Commission reports showed that railroad passenger service 
was operated at a loss, said he, adding that shippers paying 
freight charges must be subsidizing the pasenger service with 
which the busses must compete. He said the railroads were 
not anxious to have made public the report of Coordinator 
Eastman on the question of highway subsidy but proposed that 
another study be made “to delay the inevitable answer.” 


N. I. T. L. Views 


The position of the National Industrial Traffic League on 
legislation, as determined at the special meeting of the League 
held in Washington, February 23 (see Traffic World, Feb. 25, 
p. 429), and at previous meetings, was submitted to the com- 
mittee by W. H. Day, chairman of the executive committee. 
Other representatives of the League present included Charles 
W. Braden, president; John B. Keeler, chairman of the legis- 
lative committee; J. K. Hiltner, chairman of the intercoastal 
and coastwise transportation committee; Edward F. Lacey, 
executive secretary, and John S. Burchmore, counsel. 

Mr. Day submitted the statement approved by the League 
at its special meeting on the causes of the financial plight of 
carriers and the resolution on national transportation policy 
adopted by the League. 

“I think I may say that there are three outstanding prin- 
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ciples which are regarded by the League as of highest im- 
portance,” said Mr. Day. 

These were the continuation of private operation and own- 
ership of the railroads, and other transportation agencies; the 
continuation of the organization and functioning of the Com- 
mission as an independent regulatory tribunal reporting only 
to Congress, and “‘that the whole scheme of regulation of the 
carriers shall preserve to the shipping public the proper advan- 
tages of each mode of transportation, with full regard to the 
rights of the owners to a fair return on their properties devoted 
to the public use.” 

Moreover, continued Mr. Day, the League submitted that 
this was not an opportune time for recodification or complete 
restatement of the laws regulating the railroads and other car- 
riers, because of the very great pressure on Congress, and of 
the consequent impossibility of adequate study and discuss.on. 
For that reason, he said, the League did not favor and he would 
not attempt to discuss in detail the committee-of-six bill. 


Mr. Day submitted the views of the League against statu- 
tory reorganization of the Commission; against revision of 
section 15a; against further regulation of waterways; in favor 
of sale of the government barge lines as provided in the Denison 
act; against any substantial changes now in the motor carrier 
act; in favor of a transportation board to be appointed only 
by the Commission to investigate matters of consolidation, co- 
ordination, economical operation, and plans for the improvement 
of the transportation system as a whole; in favor of voluntary 
consolidations of railroads; against creation of a reorganization 
court; in favor of repeal of land grant rates; in favor of repeal 
of the long-and-short-haul clause; against change in law giving 
I. C. C. power over intrastate rates; in favor of relieving rail- 
roads of burden of cost of eliminating grade crossings in excess 
of direct benefits to them; in favor of relieving the railroads of 
undue burdens in connection with bridges over navigable water- 
ways, in excess of direct benefits to them or in excess of rea- 
sonable contractual obligations under the statutes or permits 
by which the construction of bridges was authorized; against 
repeal of the power of reparation or any shortening of the 
statute of limitations; against the Commission having power 
to impose pooling arrangements on carriers without their con- 
sent, and against amendment of the interstate commerce act 
to cover the coordination of minimum rates for all types of 
transportation. 


New Joint Rate Division in 1. C. C. 


In urging that the question of organization of the Commis- 
sion be left to that body, in general, to work out, Mr. Day said 
he was informed that the Commission was now giving con- 
sideration to the formation of a division of three commissioners 
to deal with cases involving joint rates of motor carriers and 
rail or water carriers as such questions might come before it 
for determination. 

In the event regulation of port-to-port rates should be 
placed within the jurisdiction of the Commission—which he 
pointed out the League opposed—he said the Commission could 
create a special division overnight and build up a special or- 
ganization to handle such matters. 


Rate-Making Rule Revision 


In stating the position of the League against revision of 
the rate-making rule of section 15a, Mr. Day said the League 
was opposed to any revision that would eliminate the provi- 
sion that consideration “shall be given to the effect of rates on 
the movement of traffic,” as proposed by the railroads. 

“We do not believe that there is or should be any real 
controversy between the League and the railroads as to the 
proper ultimate object of the rate-making rule, i. e., to insure 
national transportation services which are adequate to the needs 
of commerce, and a fair return for the money invested in the 
property used in transportation service,” said he, adding: 


If section 30 in the bill, H. R. 4862, should be interpreted to bar 
consideration by the Commission of the effect of rates on_ traffic, 
obviously it would be a false and unwise rule of rate making. The 
very fact that the Commission is to be instructed to permit rates which 
will be adequate to accomplish certain purposes seems necessarily to 
mean that the Commission would have to consider the effect of the rates 
on traffic, because in no other way could it determine what revenues 
would result and therefore insure the sufficiency of the revenues to 
accomplish the desired objects. 

The League, as stated in its Constitution, to which I have made 
reference, supports a policy of favoring a well nourished system of 
railroads, as well as other transportation agencies. It is, therefore, 
clear that there is no real disagreement between the League and the 
railroad as to the national policy favoring adequate revenues. But the 
railroads and the League have been unable to agree on language in a 
rate making rule that will accomplish the principal object just stated, 
and not be objectionable in other respects. We feel it would be an 
unfortunate mistake for any language in the act to forbid the Commis- 
sion from considering the fundamental factor which the railroad 
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managements themselves must consider, i. e., the effect of rates on 
traffic. 


We have been discussing these questions with the carriers, without 
thus far reaching an agreement, and these discussions will continue. It 
is possible that language may be devised which will be acceptable both 
to the railroads and to the membership of the League as representing 
the shipping public, for a new rate making rule to replace section 
15a, as well as section 216 (i) of the motor carrier act. In such event, 
the language of such an agreed rule may be brought to the attention of 
your committee a little later with the endorsement of both organiza- 
tions for your consideration. 

As the matter at present stands, the League is unqualifiedly op- 
posed to proposed section 30 of H. R. 4862. It is opposed to the repeal 
of both section 15a and section 216 (i) of the act or modification thereof 
by any language which will éliminate the provision for due considera- 
tion of the effect of rates on the movement of traffic. 


Air Carrier Regulation 


No interference with the system of regulation provided for 
air carriers in the civil aeronautics act is wanted by the air 
carriers, according to testimony given by Edgar S. Gorrell, 
president of the Air Transport Associatiton of America. Pro- 
visions in the Lea and railroad bills relating to air transport 
were opposed by Mr. Gorrell who made a plea for development 
of the air transport industry under the Civil Aeronautics Au- 
thority. There was no practical need for the bills, said he. He 
said the industry and the country had accepted the C. A. A.; 
the problems of air transport were at last receiving the at- 
tention they deserved; and the industry was adjusting itself 
to a thoroughly regulated regime such as no other transport 
industry had ever assumed at a comparable stage of develop- 
ment. 


Water Subsidies and U. S. Barge Line 


Joseph G. Kerr, chairman of the Southern Freight Asso- 
ciation, appeared on behalf of railroad members of the Asso- 
ciation of American Railroads, on subsidies to water transpor- 
tation and the federal barge lines. His testimony related to 
the recommendations of the committee-of-six in favor of tolls 
for commercial use of inland waterways and discontinuance 
of the government barge lines. He read from the report of the 
committee of six dealing with these two subjects. He sub- 
mitted a large amount of data on cost of rail transportation 
and water transportation on the inland navigable waterways. 

“Equality between the railroads and their competitors on 
the inland waterways can be brought about only by the estab- 
lishment by Congress of reasonable tolls for the use of the 
inland waterways,” said he. 

Mr. Kerr reviewed the history of the government barge 
line enterprise and its expansion and proposed expansion. He 
disputed the contention that the line was a “money-making in- 
stitution.” He said that, taking into consideration items which 
he had enumerated, the Inland Waterways Corporation in 1937, 
instead of having a consolidated net income of $253,935 as 
claimed by the corporation, from operations really suffered a 
loss of $1,254,437, on the basis of what railroads would have had 
to pay, and this loss included nothing for return on invest- 
ment in locks, dams and other river improvements, nor for 
maintenance of waterways. 

“In spite of all of its numerous exemptions, and the bol- 
stering up of income by the inclusion of income earned on 
funded securities and the transfer of funds in 1936 and 1937 
from the Warrior River Terminal Company, it has never 
earned bare operation expenses in a single year of its 20 years 
of operation,’ said Mr. Kerr. “Its operating deficits have 
ranged from $611,751 (1923) to $45,869 (1937).” 

Representatives of the Commission and the Reconstruc- 
tion Finance Corporation were scheduled to be heard in the 
week beginning March 27 and the hearings were to be con- 
cluded, if possible, in that week, said Chairman Lea. 

Chairman Lea discussed the transportation legislative sit- 
uation with President Roosevelt March 23. He said the Presi- 
dent wished to learn of the progress being made and that the 
situation was discussed generally. 


WESTERN ROADS AND LEGISLATION 

R. V. Fletcher, general counsel of the Association of Amer- 
ican Railroads, said March 22 he would attend a meeting of 
western railroads at Chicago March 24 to explain the trans- 
portation legislative situation. He said he knew nothing about 
reports that the meeting was being held in connection with 
protests of western railroads against proposals in the commit- 
tee-of-six bill approved by the board of directors of the A. A. R. 


TRANSPORTATION BILLS 


Representative Cochran, of Missouri, has introduced H. R. 
5120 and H. R. 5121, bills amending the federal ship mortgage 
act. 


Representative Bland has introduced H. R. 5129, providing 
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for improvement and enlargement of the capacity of the Panama 
Canal in the interests of defense and interoceanic commerce at 
a total cost not to exceed $277,000,000, provided that the initial 
appropriation for the fiscal year 1940 shall not exceed 
$15,000,000 

Senator Mead, of New York, has introduced S. 1897, a 
bill to extend the benefits of the federal ship mortgage act to 
certain vessels. 

Senator Caraway has introduced S. 1862, a bill amending 
the air commerce act to require aircraft carrying passengers 
for hire to provide a parachute for each passenger. 


ANTI-TRUST LAW IN RATE MAKING 


The Traffic World Washington Bureau 


Assistant Attorney-General Arnold, head of the anti-trust 
part of the Department of Justice, is considering the question 
whether the Association of American Railroads, in adopting a 
resolution binding its members not to make through route and 
joint rates with motor carriers, is violating the anti-trust law. 
Complaint has been made to the department to that effect. It 
declines, however, to say who made the complaint or to express 
any view as to whether the complaint is worth following up 
with a prosecution under the anti-trust law. 

Luther Walter made the charge before the House commit- 
tee on interstate and foreign commerce that the resolution 
resulted in monopolistic practices. 

Although the Department of Justice will do no more than 
admit that those in charge of the enforcement of the anti-trust 
laws are considering whether to bring prosecution against the 
Association of American Railroads and the members of it, it 
is understood that that consideration has gone to the extent 
of weighing the question whether the proceeding should be 
on the civil or criminal side. In the event-criminal prosecution 
were undertaken it is believed it would be necessary to indict 
railroad executives in every district in which general offices 
are situated. A civil prosecution in which the court would 
forbid acts in furtherance of the agreement not to make 
through routes and joint rates with motor carriers, it is be- 
lieved, would be less laborious. 

The inclination of Assistant Attorney General Arnold has 
been, it is understood, to proceed criminally. That is what 
he did in the case of petroleum refiners and their associations. 
That inclination is ascribed, in large measure, to a conviction 
among office holders that the public views civil proceedings 
as in the nature of wrist-slapping in which the slapped one is 
solemnly adjured to refrain from violations of the law, but 
not subjected to penalty unless. the injunction is disobeyed. 
Fines and jail sentences, according to the views of such public 
officers, are things the man in the street understands. He, 
they suggest, does not know that a judge, finding a man guilty 
of disobeying an injunction, can impose a penalty on the vio- 
lator, sometimes more severe than a penalty under a criminal 
prosecution. 

With regard to the resolution adopted by the association 
in 1937 it is pointed out that the members agree one with 
another that they will not make, as specified therein, through 
routes and joint rates with carriers by motor. Thereby, it is 
argued, the public is denied the benefit of competition among 
rival routes of transportation; also of the facility of transfer 
from one sort of public carrier to another at junction points 
where shippers could not station agents for the transfer of 
freight from one carrier to another. 


The fact that the law does not require the establishment 
of through routes and joint rates between railroads and motor 
carriers, it is argued, has no effect on the prohibition of the 
anti-trust law forbidding combinations in restraint of compe- 
tition or trade. 


The fact that the railroads had agreed among themselves 
not to make through routes and joint rates, it is contended, 
constitutes disregard of the prohibition against the making of 
combinations in restraint of commerce. 


Anti-trust prosecutions of railroads because they make 
rates by understanding reached by traffic officials and tariff 
publishing agents have not been deemed, for many years, as 
worth undertaking, except when a young and enthusiastic man 
joins the staff of the anti-trust branch of the Department of 
Justice. The Commission, in prescribing rates, it is pointed 
out, practically requires the railroads to act in concert whether 
they agree or not, to put into operation, rates over their routes 
on the basis of the mileage over the short line or route. The 
young and enthusiastic members of the anti-trust staff, how- 
ever, have not been able to persuade the Attorney General to 
undertake prosecutions on the ground that rates had been 
made by the railroads by combinations in restraint of com- 
merce. 


Lack of a requirement in the law that through routes and 
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rates be made between railroads and motor carriers affords 
ground for a contention that the resolution of the association 
constitutes an unlawful combination, it is contended by those 
who disagree with the association’s policy. 


FARLEY ON TRANSPORTATION 

“Few peple in the United States pause to realize the deep- 
rooted relationship that exists between the federal government 
and our transportation and communications systems,” said Post- 
master General Farley in a radio address March 19 in connection 
with the transportation and communication theme of the federal 
exhibit at the 1939 New York World’s Fair. 

“It was through the financial assistance offered by the Post 
Office Department in the form of mail contracts that the first 
overland stages and the first transcontinental railroads were 
able to operate and to this day the railroads of the nation de- 
rive a large source of revenue from the government for trans- 
porting the mails. The development of civil aviation in this 
country likewise has to a large degree depended upon the finan- 
cial assistance of the federal government through mail carrying 
contracts. I cite these two instances merely to illustrate how 
our government has aided in ‘the development of the two great 
systems which now span the continent with a vast network of 
railroads and airlines.” 

Mr. Farley said there were more trains operating in the 
United States with scheduled runs of sixty miles an hour or 
more than in any other nation in the world, with more than 
400 such trains covering in excess of 19,000 miles daily. 

Commercial aviation in the United States, he said, had 
also achieved an enviable record of accomplishment, with a far- 
flung network of some 62,000 route miles over which mail, 
passenger and express planes flew more than sixty million miles 
a year. He also spoke of foreign air services, the merchant 
marine, highway transportation, and communications. 


ROLLING STOCK ADDITIONS 

Class I railroads on March 1 had sixty-three new steam 
locomotives on order compared with 25 on February 1, accord- 
ing to the Association of American Railroads. On March 1, 
1938, there were 101 new steam locomotives on order. 

New electric and Diesel locomotives on order March 1 this 
year totaled thirty-eight compared with 59 on February 1, this 
year, and 26 on March 1, 1938. 

New freight cars on order on March 1, 1939, totaled 6,788 
compared with 6,637 on February 1 this year, and 5,568 on 
March 1 last year. 

In the first two months of 1939 the railroads put in service 
2,722 new freight cars compared with 3,478 in the same period 
last year and 6,135 in the same period in 1937. 

The railroads also installed in service in the first two 
months of 1939 seven new steam locomotives and twenty-eight 
new electric and Diesel locomotives compared with thirty-nine 
steam locomotives and twenty-two electric and Diesel locomo- 
tives installed in the first two months of 1938 and twenty-two 
steam and seven electric and Diesel locomotives installed in the 
corresponding period in 1937. 

New freight cars and locomotives leased or otherwise ac- 
quired are not included in the above figures. 


CAR SURPLUS REPORT 


Class I railroads in the period February 15-28, inclusive, 
had an average daily surplus of 209,353 cars, as compared with 
215,136 cars in the preceding period, according to the car serv- 
ice division of the Association of American Railroads. It was 
made up as follows: Plain box, 86,968; auto box, 14,843; total 
box, 101,811; flat, 9,024; gondola, 36,092; hopper, 26,837; total 
coal, 62,929; coke, 547; S. D. stock, 21,769; D. D. stock, 3,939; 
refrigerator, 7,824; tank, 493 and miscellaneous, 1,017. Canadian 
roads reported a surplus of 16,445 cars, as compared with 16,490 
cars in the preceding period, made up of 13,400 plain box, 975 
auto box, 675 flat, 200 gondola, 475 S. D. stock, 125 refrigerator, 
and 595 miscellaneous cars. 


CHANDLER BILL APPROVED 


The subcommittee of the House judiciary committee 
handling the Chandler bill authorizing railroads voluntary to 
make arrangements with their security holders for deferment 
of payment of interest and principal has acted favorably on 
the measure, with amendments. The subcommittee bill was 
to be reported to the full committee this week. 


MONEY FOR COMMISSION 


President Roosevelt has signed the independent offices 
appropriation bill carrying $8,908,000 for the Commission for 
the fiscal year beginning July 1. 


March 25, 1939 


RAILROAD REORGANIZATION BILL 


A bill, S. 1869, described as “a major piece of legislation 
dealing with reorganization of railroads in financial difficulties” 
was introduced in the Senate March 20 by Chairman Wheeler 
and Senator Truman, of the Senate interstate commerce sub- 
committee. This is one of the railroad bills Senator Wheeler 
previously announced he would introduce. 

The bill creates a railroad reorganization court composed 
of a chief judge and two associate judges to be appointed by 
the President and confirmed by the Senate, with the rank of 
circuit judges, and who shall hold office during good behavior. 
As occasion therefor may arise and their engagements in the 
work of the reorganization court permit, the judges may be 
assigned by the Chief Justice of the United States for tem- 
porary service in district or circuit courts. The regular sessions 
of the court would be held in Washington. 

Pending reorganization proceedings would be transferred 
to the reorganization court. Provision is made for use of the 
Commission in reorganization proceedings. 


“This bill is one of a series of bills which we intend to 
introduce in this Congress dealing with various phases of the 


railroad problem,” said Senators Wheeler and Truman in a 
statement. 


“This bill was drafted after consultation with, and with the 
cooperation of members of the Interstate Commerce Commis- 
sion and other government officials. We are introducing this 
bill at the earliest possible time after those conferences so 
that there may be ample time for interested persons to study it 
in advance of any hearings that may be held on the bill. 

“The bill is an attempt to deal soberly and scientifically 
with a primary and basic problem in the railroad field—the 
problem of financial reorganization of insolvent railroads. 


“This problem is among the broadest in scope and among 
the most pressing of all the current railroad problems. Com- 
panies operating more than 75,000 miles of railway line, or 
roughly one-third of all railway mileage, are in such acute 
financial distress that they have been unable to meet their 
maturing obligations, and have been compelled to resort to 
receivership and bankruptcy courts for financial reorganization, 
the largest proportion in our entire history. 


“The effect of this unfortunate situation extends directly 
or indirectly to every member of the public. The problem is a 
national problem of first magnitude.” 

The senators said reorganizations must not be mere tem- 
porary makeshifts but must achieve permanent rehabilitation. 


They said the provisions of the bill might be roughly divided 
into three classes: 


(1) Provisions designed to insure the soundness of the financial 
structures that will emerge from the reorganization process; (2) pro- 
visions that will expedite and facilitate the recerganization procedure 
itself; and (3) provisions of a reform nature to eliminate unwholesome 
practices in the reorganization procedure. 


“The policy and the minimum reorganization standards 
incorporated in this bill,” said the senators, “are so basic and 
fundamental that we shall quote them in full. They are in- 
cluded in subsection (u) which provides as follows: 


(u) (1) It is the policy of the United States in the regulation of 
interstate commerce as well as in the exercise of power to provide for 
the national defense, to enact bankruptcy laws and to regulate the 
jurisdiction of the federal courts, that plans made effective pursuant 
to the provisions of this section, or in any proceeding for the reorgan- 
ization of a railroad corporation (including specifically but not exclu- 
sively proceedings for postponements or modifications of debt, interest, 
rent, or maturities or modifications of capital structures) under the 
bankruptcy act, as now or hereafter amended, or any other federal 
law, or in any receivership in any federal court, shall provide capital 
structures for the reorganized companies such as may be required to 
enable them adequately to perform their common carrier service and 
shall be consistent with the provisions and purposes of the interstate 
commerce act as now or hereafter amended. Railroad corporations as 
defined in this section are affected with a national public interest in that 
among other things (i) they are engaged in a common carrier service 
of transportation of persons and property in interstate commerce, and 
are important purchasers of materials and equipment whose manufac- 
ture, sale, and transportation influence a substantial volume of inter- 
state commerce; (ii) their securities are widely marketed and dis- 
tributed by means of the mails and instrumentalities of interstate 
commerce and are sold to a large number of investors in different 
states; (iii) their activities extending over many states are not sus- 
ceptible of effective regulation by any state and make difficult, if not 
impossible, effective state regulation thereof; (iv) they are essential 
instruments of the national defense; (v) transaction in, and market 
prices of their securities materially affect the national credit, the fed- 
eral taxing power, the national banking system, the federal reserve 
system, and the maintenance of fair and honest markets in transactions 
in and affecting interstate commerce; and involve the use of credit 
of, and directly affect the financing of trade, industry, and transporta- 
tion in interstate commerce and influence the volume of interstate com- 
merce. That national public interest is materially and adversely affected 
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by the insolvency or inability of such railroad corporations to meet 
their maturing obligations and by their need for financial reorganiza- 
tion. Such insolvency, inability, and need reduce the volume of em- 
ployment by such railroads and the compensation paid their employes, 
their purchases of material and equipment needed in interstate com- 
merce and the adequacy of maintenance of their properties used in 
interstate commerce, with resulting impairment of their service and 
the public safety in interstate commerce, and impair the transactions 
in and markets for their securities, and jeopardize the national defense. 
National emergeries which produce widespread unemployment and the 
dislocation of trade, transportation, and industry, and which burden 
interstate commerce, affect the general welfare and impair the na- 
tional defense are precipitated, intensified, and prolonged by such 
insolvency, inability, and need. Such insolvency, inability, and need 
result from unsound financial structures and unsound financial reorgan- 
izations which have been persistent. It is hereby declared to be the 
policy of the United States to eliminate such unsound financial struc- 
tures and to promote and encourage sound financial reorganizations 
such as will not be followed by recurring insolvencies, inability to 
meet maturing obligations or need for further financial reorganization. 

(2) No plan shall be made effective under this section, or in any 
proceeding for the reorganization of a railroad corporation (including 
specifically but not exclusively proceedings for postponements or modi- 
fications of debt, interest, rent, or maturities or modifications for capital 
structures) under the bankruptcy act, as now or hereafter amended, or 
any other federal law, or in any receivership if there is substantial 
reason to believe— 

(a) That the fixed charges thereunder (of whatsoever nature, in- 
cluding fixed charges on debt, amortization of discount on debt, and 
rent for leased railroads) are in such amount that, after due considera- 
tion of the probable prospective earnings of the property in the light 
of its earnings experience and of such changes as may reasonably be 
expected, there will not be adequate coverage of such fixed charges 
by the probable earnings available for the payment thereof; or 

(b) That the reorganized company under such plan will in the 
reasonably foreseeable future be insolvent or unable to meet its debts 
as they mature, or in need of further reorganization in the public 
interest; or 

(c) That the plan leaves inadequate means for such future financing 
as may be requisite and possible, or that the effect of any future financ- 
ing, or of the exercise of any options, warrants, or other rights, for 
which provision is made in the plan will be to create a capital structure 


not in conformity with the policy and standards set forth in this sub- 
section; or 


(d) That in the light of the earnings experience of the property 
and of such changes as may reasonably be expected, the expectable 
future average annual earnings of the property would be insufficient to 
provide some earnings applicable to, though not necessarily distributable 
to, every class of securities of the reorganized company under such 
plan, other than options or warrants to receive or subscribe for securi- 
ties of the reorganized company; or 


(e) That the total capitalization, fixed charges, amount of fixed in- 
terest-bearing debt, cumulative contingent charges, noncumulative con- 
tingent charges, amount of contingent interest-bearing debt or cumu- 
lative dividend requirements provided under the plan, or any of them, 
are in excess of the maximum to which the property may safely be 
subjected consistently with the policy and standards set forth in this 
subsection, and with any determination of value which may have been 
made pursuant to the next to the last paragraph of subsection (e), all 
after due consideration of the probable prospective earnings of the 
property in the light of its earnings experience and of such changes as 
may be reasonably be expected. 


(3) For the purposes of this section, it shall be rebuttably pre- 
sumed that the expectable future average annual earnings of the prop- 
erty will not exceed the annual average earnings of the property dur- 
ing the six calendar years preceding the date of the close of hearings 
by the Commission on any matter to which such presumption may be 
relevant; provided, that there shall be no presumption that the ex- 
pectable future average annual earnings will equal such average 
earnings. 

(4) No plan shall be made effective under this section, or in any 
proceeding for the reorganization of a railroad corporation (including 
specifically but not exclusively proceedings for postponements or modi- 
fications of debt, interest, rent, or maturities or modifications of capital 
structures) under the bankruptcy act, as now or hereafter amended, 
or any other federal law, or in any receivership unless the Commission 
has found that with respect to voting rights in the reorganized com- 
pany, with respect to control of the reorganized company and with 
respect to the power and manner of selection of the persons who are 
to be directors, officers, or voting trustees, if any, upon the consumma- 
tion of the plan and their respective successors, it includes provisions 
which are equitable, compatible with the interests of creditors and 
stockholders, and consistent with public policy. 


“At the present time there are a number of railroads being 
reorganized in equity receiverships, rather than under section 
77 of the bankruptcy act. As a matter of fact it was the many 
abuses in the equity receiverships that led the Congress to 
enact section 77. Nevertheless equity receiverships still con- 
tinue, unaffected by and unregulated by provisions of section 77, 
many of which are important and beneficial. The bill which 
we have introduced would not only amend the substantive and 
procedural provisions of section 77, but would extend them so 
as to apply also to equity receiverships. 

“The bill proposes to set up a special centralized Railroad 
a gemma Court. The history of this proposal is as fol- 
ows: 
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The committee of three interstate commerce commissioners desig- 
nated by the President to report to him with recommendations for 
action in connection with the railroad situation, on March 24, 1938, 
reported to the President and included in its summary of recommenda- 
tions the following (House Document No. 583, page 20, 75th Congress, 
3rd Session) : 

6. That there are opportunities for improvement of the reorgan- 
ization procedure under section 77 of the bankruptcy act, and that 
Congress may well give attention to this matter, including, perhaps, 
the establishment of one court to have charge of railroad reorgan- 
izations. 

The message from the President of April 11, 1938, called specific 
attention to that recommendation. (House Document No. 583, page 1, 
75th Congress, 3rd Session.) 

A committee of six (including three representatives of railway 
managements and three representatives of railway labor) appointed 
by the President on September 20, 1938, to submit recommendations 
upon the general transportation situation, on December 23, 1938, ren- 
dered a report including a recommendation for the establishment of a 
single special reorganization court. 


“There seems then to be agreement from many sources 
that such a court should be established, with some differences 
of opinion as to what should be its precise powers and func- 
tions. During the past year a great variety of proposed bills 
have been drafted by numerous persons looking to the estab- 
lishment of such a court. We have studied a great number 
—all that have come to our attention. The bill which we have 
introduced embodies various features of all those proposals, 
plus additional improvements. Other provisions of the bill 
include the following: 


(a) Provisions to assure the independence and disinterestedness of 
trustees and receivers and their counsel; 

(b) Provisions to protect the access of the trustee or receiver to 
books and records of the former management; 

(c) Provisions to insure adequate investigation of irregularities, 
fraud, misconduct or mismanagement that may have occurred prior to 
bankruptcy or receivership, and to insure recovery from wrong doers, 
of losses caused the railroads; 

(d) Provisions to disqualify any person knowingly responsible for 
irregularities, frauds, misconduct or mismanagement from acting as a 
director or officers of the reorganized company; 

(e) Provisions to reform the existing practice 
allowances for compensation and expenses; 

(f) Provisions liberalizing the right of interested persons to inter- 
vene in the proceedings, and to assure representatives of employes the 
right to be heard on all matters affecting the interest of employes. 

(g) Provision for early and independent determination of the size 
of the new company’s maximum financial burden, divorced from the 
question of how the securities of the reorganized company shall be 
distributed as between the various classes of creditors and stockholders; 

(h) Provisions clarifying the right of the court to invoke the 
remedy of a sale at not less than a fair upset price; 

(i) Provision for reorganization plans geared to the earning power 
of the property rather than to unrealistic and fanciful concepts of 
value; 

(j) Provisions requiring the payment of interest on bonds during 
receivership, if adequately covered by earnings, and if consistent with 
proper maintenance of the property; 

(k) Provision for designation of a mediator to compose differences 
between persons interested in the reorganization. 


with respect to 


“The provisions of the bill are in large part based on the 
needs shown during the investigation by the subcommittee of 
the committee on interstate commerce. These needs became 
apparent in the subcommittee’s study of pertinent data gath- 
ered during its investigation. The need for this legislation is 
shown in the record of public hearings of the subcommittee.” 

Representative McLaughlin, of Nebraska, introduced in 
the House, H. R. 5182, the Wheeler-Truman railroad reorgan- 
ization bill. 


A TRANSPORTATION CONFERENCE 


A national transportation conference will be held at Lin- 
con, Neb., April 14, under auspices of the University of 
Nebraska. Six thousand invitations have been sent to ship- 
pers, traffic managers, insurance men, and tax specialists, 
principally of the middle west. National figures in transporta- 
tion will address them in three sessions. 

Clifford M. Hicks, professor in the university’s college of 
business administration, is chairman of the conference, which 
is designed as the first of an annual series on business prob- 
lems. Senator Wheeler has expressed a desire to attend if 
affairs in Washington permit. 

The morning session will be devoted to problems in rate 
structure for the railroads, inland waterways, airlines, and 
trucking systems. The afternoon meeting will review the im- 
portance of tax costs to each transportation medium and of 
tax income to the state. The evening dinner and discussion 
will attempt to summarize the conference. 

Fred Claussen, Horicon, Wis., vice president of the United 
States Chamber of Commerce, will take charge of the evening 
discussion. Samuel O. Dunn, editor of Railway Age, will pose 
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the question for summation in his address, “Is the Railroad 
Problem Insoluble?” 

Ralph Budd, president of the Burlington system, will lead 
the morning discussion on rates. Commissioner Eastman will 
assist in the discussion. F. A. Schroeder, assistant to the 
president of Inland Waterways Corporation, Washington, D. C., 
will represent his group. 

J. A. Little, Nebraska state director of transportation and 
formerly on the staff of Mr. Eastman, when he was federal 
coordinator of transportation, has discussed uniform rate struc- 
ture before Senate and House committees and will present his 
observations to the morning session. His discussion will be 
from the point of view of Nebraska’s stake in interstate rates. 

R. O. Small, Chicago, traffic manager, Chicago North 
Western Railway, will explain the way in which railroads look 
at their competitors’ rates. 

Philip Locklin, formerly economist for the Commission 
and now teaching at the University of Illinois, will describe 
current Commission policies and trends at the noon luncheon, 
and also open the morning program with an address on ‘“Co- 
ordinating and Systematizing Transportation Rates.” 

“Transportation Tax Burdens” will be presented as a re- 
view by S. L. Miller, professor of transportation at the Uni- 
versity of Iowa. Breakdown into problems of special fields 
will follow. A. C. Spencer, Omaha, western general counsel 
of the Union Pacific, will speak on railroad taxation problems, 
while motor truck taxation will be treated by John V. Law- 
rence, general manager of the American Trucking Associations, 
Inc., Washington, D. C. 

The discussion closing the afternoon session will be in 
charge of J. C. Whitten, of the First Trust Company, Lincoln. 

Harry L. Hopkins, Secretary of Commerce, and Senator 
Edward R. Burke, of Nebraska, as well as the state’s repre- 
sentatives in Congress, have been invited to attend. 


PASSENGER TRAFFIC STATISTICS 


The Commission has issued its compilation of passenger 
traffic statistics (other than commutation) of Class I steam 
railways in the United States, separated between coach traffic 
and parlor and sleeping car traffic, for December, 1938 and 
1937. The compilation, made by the Commission’s Bureau of 
Statistics, does not include switching and terminal companies. 

The cmpilation shows that the railroads had passenger 
revenue in coaches of $19,425,097 in December, 1938, as com- 
pared with $21,118,656 in December last year, a decrease of 8 
per cent; and that they had passenger revenue in parlor and 
sleeping cars of $15,114,417 in December, 1938, as compared 
with $15,462,652 in December last year, a decrease of 2.3 per 
cent. 

It also shows that there were 16,867,830 revenue pas- 
sengers carried in coaches in December, 1938, as compared with 
19,962,794 in December, 1937, a decrease of 15.5 per cent; and 
that there were 1,716,454 revenue passengers carried in parlor 
and sleeping cars in December, 1938, as compared with 1,790,- 
739, in December, 1937, a decrease of 4.1 per cent. 

There were 990,487,332 revenue passengers carried one 
mile in coaches in December, 1938, as compared with 1,170,037,- 
004 in December, 1937, a decrease of 15.3 per cent, according 
to the compilation. Revenue passengers carried one mile in 
parlor and sleeping cars amounted to 612,329,700 in December, 
1938, as compared with 631,018,982 in December last year, a 
decrease of 3 per cent. 


TRANSPORTING EXPLOSIVES 


Approximately one-half billion pounds of high explosives, 
including, among other things, dynamite, black and smokeless 
powder, explosive ammunition, and blasting caps, were trans- 
ported by the railroads of the United States and Canada in 1938 
without accident, death or injury, according to the Bureau of 
Explosives of the Association of American Railroads. 

“This is the twelfth consecutive year that there has not 
been a person killed or injured in connection with the movement 
over the railroads of the United States and Canada of the bil- 
lions of pounds of dynamite, black powder and other dangerous 
explosives which have been transported in that time,” says the 
association. 

“The railroads in 1938 also transported great quantities of 
other dangerous articles such as gasoline, acids and corrosive 
liquids, inflammable liquids, inflammable solids, poisonous ar- 
ticles and compressed gases, with only one fatality and 31 in- 
juries. The one fatality resulted from the derailment of a tank- 
car of gasoline. Of the 31 injured, none was serious. 

“The total property loss in 1938 incidental to the transpor- 
tation or storage on railway property of explosives of all kinds 
or dangerous articles other than explosives totaled $294,555, of 
which $231,982 was chargeable to gasoline fires in tank cars. 
In 1937 the total property loss amounted to $265,900, of which 
$216,303 was chargeable to gasoline fires in tank cars.” 
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TRUCKS AND RAIL RATES 


The effect of increased motor truck competition in lower- 
ing railroad freight rates on some commodities is dealt with 
in an analysis reported by the Bureau of Agricultural Eco- 
nomics of the U. S. Department of Agriculture. The compila- 
tion shows an increase of nearly 100 per cent in the relative 
share of the total inter-city freight traffic by motor trucks in 
contrast with a decline of over 14 per cent in rail share of the 
total business. 

Examples of commodities ‘whose rail rates have volun- 
tarily been cut in response to truck competition,” are given by 
James C. Nelson in an article, “Effects of Trucking on Freight 
Rates,” in the March issue of the bureau’s “Agricultural Situa- 
tion.” The list includes cotton, citrus fruits (especially from 
Florida to the east), apples, California raisins, dairy products 
from Wisconsin and Iowa, hogs, automobiles, gasoline, canned 
goods and groceries, sugar, drugs and chemicals, cigarettes, 
rayon yarn, dry goods, clothing, boots and shoes, fertilizers, 
anthracite coal, sand, gravel, crushed stone and slag. 

Mr. Nelson says that cotton provides one of the best ex- 
amples of the rate responses of the railroads to vigorous truck 
competition. Railroads serving the Texas ports instituted re- 
ductions in 1938, but the first reduction in the south occurred 
mainly in August and September, 1930. Cotton rates (in terms 
of index numbers based on 1913 as 100) dropped from 163 in 
1929 to 95 in 1933 and 1934, but ‘‘subsequently, the trend was 
reversed, the index reaching 101 in 1937. As a result of the 
earlier slashes the railroads regained much of the diverted 
cotton rtaffic, although recent increases may again cause sig- 
nificant losses.” 

On the other side of the picture, Mr. Nelson states that 
“lack of vigorous truck competition may be a significant fac- 
tor in explaining the relative stability of rail rates on such 
commodities as stocker and feeder cattle, sheep, wheat and 
grains, berries, peaches, cantaloupes, cabbages, tomatoes, white 
potatoes and other fresh vegetables, tobacco, lumber, furni- 
ture, bituminous coal, building stones, salt, cement, ores, and 
other products moving long distances or in bulk.” 

“This does not mean,” he says, “that truck competition 
may not have been vigorous for these commodities on par- 
ticular hauls or that the rates for these hauls may not have 
been reduced as a result. It is possible that the Interstate 
Commerce Commission in granting temporary selective in- 
creases in 1931 and 1935 had in mind the fact that many com- 
modities on which increases were allowed were not especially 
vulnerable from the standpoint of truck competition.” 

The article concludes with the statement that unless an 
alteration is made in the policy of the railroads to maintain 
or increase rates—at times despite general price deflation— 
on traffic believed not susceptible to diversion or destruction, 
“increasing diversion of long-haul and heavy traffic to other 
means of transportation is likely. Sources of traffic may dis- 
appear where shifting to other agencies of transport is not 
possible, unless farmers can increase their efficiency of produc- 
tion to offset higher rates. 

“This is also true even when the long-haul rates are kept 
stable in face of declining transport costs for competing ship- 
pers nearer markets. If producing areas develop closer to 
large consuming centers, the ton-mile volume of traffic in farm 
products will tend to decline.” 


RAILROAD PURCHASES 


Purchases of fuel, materials and supplies used by the 
Class I railroads in the United States in connection with their 
operation amounted to $583,282,000 in 1938, according to J. J. 
Pelley, president of the Association of American Railroads. 

“Purchases in 1938 were less than in any year since 1933 
and were a reduction of $383,101,000 under those in 1937,” 
said he. “This reduction under the preceding year resulted 
primarily from the serious financial condition of the railroads, 
and from enforced reductions in maintenance work, as well 
as increased efficiency in operation which particularly affected 
fuel purchases. In 1930 railway purchases for fuel, materials 
and supplies amounted to $1,038,500,000. 

“Class I railroads in 1938 expended $243,783,000 for fuel 
compared with $294,293,000 in 1937. For bituminous coal 
only, their purchases totaled $180,074,000, a decrease of $36,- 
201,000 compared with the preceding year, while for anthra- 
cite, they totaled $3,333,000, a decrease of $575,000 compared 
with 1937. Purchases of fuel oil in 1938 amounted to $53,- 
553,000 compared with $65,856,000 in the preceding year. For 
gasoline, there was an expenditure of $4,120,000 in the past 
year, while for all other fuels, including coke, wood, and fuel 
for illumination, expenditures amounted to $2,703,000. 

“Purchases of forest products amounted to $56,968,000 in 
1938 compared with $104,707,000 in 1937. For cross ties, in- 
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cluding switch and bridge ties, the railroads expended $42,- 
305,000 in 1938, a decrease of $22,994,000 below such expendi- 
tures in 1937. Purchases of lumber, including timber as well 
as other forest products, amounted to $14,663,000, which was 
a decrease of nearly $25,000,000 under the preceding year. 

“Class I railroads, in 1938, purchased iron and steel prod- 
ucts amounting to $152,176,000 compared with $359,409,000 in 
1937, or a decrease of $207,233,000. For locomotive and car 
castings, beams, couplers, frames and car roofs, the railroads 
spent $22,221,000 in 1938 compared with $62,373,000 in the 
preceding year. Purchases of steel rail, including new and 
second-hand except scrap, amounted to $23,742,000 in 1938 
compared with $44,424,000 in the preceding year, while for 
track fastenings, track bolts, spikes, and other materials used 
in connection with the laying of rails, the railroads expended 
$16,347,000, which was a decrease of $20,211,000 under the 
preceding year. 

“For wheels, axles and tires, the railroads expended $16,- 
691,000 compared with $31,173,000 in the preceding year, while 
for bar iron and steel, spring steel, tool steel, unfabricated 
rolled shapes, wire netting and chain, boiler, firebox, tank 
and sheet iron and steel of all kinds their expenditures 
amounted to $7,910,000 compared with $32,186,000 in the pre- 
ceding year. Purchases of interlocking and signal material 
in 1938 totaled $7,484,000, and for standard and special me- 
chanical appliances for locomotives, $6,447,000. 

“Miscellaneous purchases made by the Class I railroads 
totaled $130,355,000 in 1938 compared with $207,974,000 in 
1937. Coming under this heading were $19,594,000 for glass, 
drugs, chemicals, including chemicals for timber treatment, 
and painters’ supplies; $14,237,000 for lubricating oils and 
grease, illuminating oils, boiler compound and waste; $12,- 
958,000 for stationery and printing; $15,886,000 for commissary 
supplies for dining cars, camps and restaurants; $8,051,000 for 
all electrical materials; $7,240,000 for ballast; $3,696,000 for 
passenger car trimmings; and $5,792,000 for locomotive, train 
and station supplies.” 


USERS SHOULD PAY FREIGHT 


“If the user pays the freight, we will again see a healthy 
and vigorous transportation system in this country,” said M. J. 
Gormley, executive assistant of the Association of American 
Railroads, in an address March 23 before the Pacific Railway 
Club at San Francisco. 


“The history of transportation in the last ten or fifteen 
years presents an eloquent answer to the question of who should 
pay the freight. Certainly not the general taxpayer, for during 
that period government has pursued a haphazard policy designed 
to shift part of transportation’s cost to the taxpayer with results 
that may be described as nothing short of chaotic. Such a hap- 
hazard policy is not only slowly destroying the nation’s most 
economical means of transportation, one of industry’s best cus- 
tomers and a million dollar a day taxpayer, under normal condi- 
tions, but is also increasing the total cost of transportation. 

“The public is not generally aware that as taxpayers they 
are now paying part of the cost of transportation, even though 
they may have no direct interest in the freight, either as shipper 
or receiver. In other words, it is not generally known that trans- 
portation, to a very considerable extent, is carried on by taxa- 
tion. This is true because transportation facilities are provided 
by governments, federal and state, without reimbursement for 
the use of such facilities. To the extent that the cost of such 
facilities are not paid for by the users, they are paid by the 
general taxpayer. This is particularly applicable to inland 
waterways and highways.” 

Mr. Gormley said that from 1921 to 1932, according to a 
recent report made to the Association of American Railroads by 
three outstanding highway engineers, highway transportation 
was subsidized to the extent of about $10,000,000,000. 

“Since 1932,” Mr. Gormley added, “highway transportation 
has been further subsidized by another three billion dollars. The 
subsidy is equal at the present time to about $680,000,000 per 
year, which is the amount in excess of what motor vehicles pay 
for the use of the highways, and this comes out of the pockets 
of the general taxpayer.” 

Mr. Gormley said that on the basis of 1929 tonnage it costs 
the taxpayers of this country $4.50 for every ton of freight 
moved on the Ohio River from Pittsburgh to the mouth. 

“Since 1929,” he added, “large expenditures have been made 
on this river without an increase in traffic. Today the cost 
without doubt greatly exceeds $4.50 per ton. Why should the 
taxpayer be called upon to pay $4.50 per ton to go to the steel 
manufacturers and others for shipping the product via that route 
and adding to their profit?” 

With respect to the lower Mississippi River Mr. Gormley 
said the National Resources Committee in a report issued in 


































































































PAGE 668 





December, 1934, found that on the basis of the 1928-1929 ton- 
nage that the total government subsidy provided shippers by 
water was about nine mills per ton mile. Continuing, he said: 


Waterway and highway transportation are not cheaper than rail 
transportation when all costs are considered. If you add to the actual 
costs of the transportation by highway or waterway that additional 
cost now paid by the taxpayer, then rail transportation is cheaper than 
either waterway or highway transportation. 

The position of the railroads has always been that the public is 
entitled to and should have the benefit of the most economical and 
efficient means of transportation. The railroads do not and have no 
right to object to the establishment of any form of transportation, 
providing that regulation is equal and where such other means of 
transportation can be economically justified. 

The rail carriers price their product at what the Commission says 
they can charge, and not at a price consistent with sound economy. 
In effect, the government heeds the plea of special interests for cheap 
transportation by paying part of the cost of highway and waterway 
operations. By regulating rail rates, it controls the charges to the 
user of rail transportation. By subsidizing rail competitors, the gov- 
ernment is gradually undermining the economic welfare of the one 
means of indispensable transportation that has clearly demonstrated an 
ability to stand on its own feet and pay its own way. There is no 
economic health or vigor in such a policy. 


Referring to the National Industrial Traffic League, Mr. 
Gormley said a majority of its members were against making a 
change in the rate-making rule to give greater freedom to the 
railroads in the making of their rates, and that they were 
opposed to regulation of the waterways. He quoted from the 
editorial in the Traffic World of March 4 in which comment was 
made on the action of the League at its special meeting Febru- 
ary 23 against further regulation of water carriers, to the effect 
that the League favored preferences in rates on port-to-port 
traffic and that this was not in accord with sound economic 
transportation. 

“T think this could be extended to include the chambers of 
commerce and also the transportation conference initiated by 
the United States Chamber,” said Mr. Gormley. ‘Their efforts 
up to this time in attempting to bring about the establishment 
of a sound national transportation policy have not produced 
results of any value.” 


SECTIONAL RATE COMPLAINTS 
The Traffic World Washington Bureau 


Establishment by Congress of an equalization fund from 
which payments would be made to railroads in areas of the 
country with light traffic density to the end that they could make 
freight rates as low as made in high traffic density areas was 
suggested by Senator Pepper, of Florida, in a further hearing 
March 18 before the Hill subcommittee of the Senate interstate 
commerce committee on the sectional rate bills. 

Some such an arrangement as that was seen by the Florida 


senator as an alternative to government ownership of the. 


railroads. 

Senator Pepper said he did not like to use the word “sub- 
sidy,” but that some form of federal equalization aid would be 
a means of meeting the problem confronting the railroads. He 
said a similar idea was embodied in a bill now under consid- 
eration providing for a federal equalization fund out of which 
aid would be extended to states not able to provide educational 
opportunities to children, to equalize the opportunity of children 
to obtain an education. He mentioned the merchant marine 
subsidies and pointed to the postal system as an ar- 
rangement giving equal service to all parts of the country. An 
equalization fund could provide a fair and equal transportation 
system for the entire country and preserve private ownership 
and operation. He said he was not clear as to the details 
of his suggestion but that he believed safeguards could be es- 
tablished so that it would work effectively. 

Before making this suggestion Senator Pepper spoke of 
the south being penalized by freight rates. The Commission, 
he thought, had not dealt as effectively as it might have with 
the problem. He believed that that institution was “heavily 
laden with inertia’—more so than in the case of any other 
government agency. Congress had in mind in creating the 
Commission something other than an agency that would sit 
simply as a judge to pass on complaints. He said a regulating 
body had a duty far greater and wider than merely adjudicat- 
ing controversies. 

Senator Pepper said he had introduced S. 1758 (see Traffic 
World, March 18), to meet the rate situation and that F. C. 
Hillyer, traffic expert of Jacksonville, Fla., had collaborated 
with him in the matter. He submitted for the record a dis- 
cussion of the problem prepared by Mr. Hillyer. 

_Mr. Hillyer said that resort to the Commission, a quasi- 
judicial body whose methods of procedure were necessarily 
laborious, afforded no possibility of prompt relief. 
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“The only known source of prompt remedy—and that 
is what you have asked men to suggest—is through direct 
legislation by amendment to the interstate commerce act,” said 
Mr. Hillyer. 

Senators Connally, of Texas, and Stewart, of Tennessee, 
made statements urging action by the committee on legislation 
dealing with the rate problem. Senator Connally thought it 
proper for Congress to indicate to the Commission, its agency, 
its views as to equalization of rates and removal of discrimi- 
nation. The southwest, said he, had suffered more from rate 
inequalities than any other part of the country. He suggested, 
in effect, increases in divisions to the carriers in the higher-rate 
areas from the carriers in the lower-rated areas as one means 
of meeting the problem—a “sort of indirect subsidy or bounty.” 
Postalization of rates probably was not practicable, but distance 
should not figure so dominantly in the making of rates, he 
thought. 

Senator Stewart suggested that if relief could not be ob- 
tained from the Commission it might be wise to give to the 
courts the power to review hearings before the Commission 
and decide appealed cases on the testimony. Senator Hill 
said no further hearings would be held. 

Legislation Senator Hill, of Alabama, and Representative 
Ramspeck, of Georgia, will seek to meet the sectional rate 
complaints is embodied in S. J. Res. 99 and H. J. Res. 223, 
identical measures introduced by the senator and representa- 
tive, respectively. Both have been active in the congressional 
movement to obtain action on the complaints. The measure 
offered by them follows: 


That the Interstate Commerce Commission is authorized and 
directed to institute an investigation into the rates on manufactured 
products between points in one classification territory and points in 
another such territory, and into like rates within any of such terri- 
tories maintained by common carriers by rail or water, subject to 
part I of the interstate commerce act, for the purpose of determining 
whether said rates are unjust and unreasonable or unlawful in any 
other respect in and of themselves or in their relation to each other, 
and to enter such orders as may be appropriate for the removal of any 
unlawfulness which may be found to exist: Provided, That the Com- 
mission in its discretion may confine its investigation to such manufac- 
tured products and the rates thereon as shippers thereof may specifically 
request be included in such investigation. 

Sec. 2. Section 3 (1) of part I of the interstate commerce act, as 
amended, is hereby amended to read as follows: 

“It shall be unlawful for any common carrier subject to the provi- 
sions of this part to make, give, or cause any undue or unreasonable 
preference or advantage to any particular person, company, firm, cor- 
poration, association, locality, port, port district, gateway, transit 
point, region, district, territory, or any particular description of traffic, 
in any respect whatsoever or to subject any particular person, com- 
pany, firm, corporation, association, locality, port, port district, gate- 
way, transit point, region, district, territory, or any particular descrip- 
tion of traffic to any undue or unreasonable prejudice or disadvantage 
in any respect whatsoever. 


_ The proposed amendment of section 3 inserts “region, dis- 
trict, territory” in the paragraph, and makes the first part read 
“to make, give or cause” instead of “to make or give.” 





SOUTHERN GOVERNORS’ CASE 


The Commission has assigned No. 27746, State of Ala- 
bama et al. vs. New York Central et al., for argument June 
1. It has also extended the time for filing exceptions to May 
1. Replies to exceptions, says a notice of the Commission, 
assigning the case for argument and extending the time for 
the filing of briefs, may be filed May 20. 


LOCOMOTIVE FUEL AND POWER 
The cost of fuel and power charged to yard and train serv- 
ice for Class I railroads, including switching and terminal com- 
panies, amounted to $22,065,915 in January, 1939, as compared 
with $22,898,847 in January, 1938, according to a compilation 
made by the Commission’s Bureau of Statistics. 


GOVERNMENT REORGANIZATION 


The Senate has passed H. R. 4425, the government re- 
organization bill, with amendments. Under it the Interstate 
Commerce Commission and the Maritime Commission and other 
so-called independent agencies cannot be reorganized. 


RAIL DEFICIT IN JANUARY 


Class I railroads in January, according to complete reports 
received for that month, had a net deficit of $8,721,000 after 
fixed charges, said the Association of American Railroads. In 
January, 1938, Class I railroads had a net deficit of $33,320,000 
after fixed charges. 

Class I railroads in January, 1939, had a net railway op- 
erating income of $32,901,000. The same railroads in January, 
1938, had a net railway operating income of $7,144,000. 
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Differential Rail Rates a Result of Economic Laws 


(By S. R. Truesdell, Special Assistant, President’s Office, Chicago and North Western Railway) 


cussion in print about the evil effect of differential rail rates 

in certain sections of the country. Disregarding all eco- 
nomic laws, the particular line of argument seems to be against 
certain commodity rates from southern producing territories to 
consumers in the east. It has been shown that these rates are 
higher by mileage tests than similar rates in eastern territory, 
and that, thus, apparently being discriminatory, the rates are 
retarding the economic development of the whole south. 

The third section of the interstate commerce act says: 


It shall be unlawful for any common carrier subject to the pro- 
vision of this act to make or give any undue or unreasonable prefer- 
ence or advantage to any particular person, company, firm, corpora- 
tion, association, locality, port, port district, gateway, transit point, or 
any particular description of traffic in any respect whatsoever, or to 
subject any particular person, company, firm, corporation, association, 
locality, port, port district, gateway, transit point, or any particular 
description of traffic to any undue or unreasonable prejudice or disad- 
vantage in any respect whatsoever. 


Pursuing the thought in the above paragraph the Supreme 
Court has ruled: 


That, in passing upon questions arising under the act, the tribunal 
appointed to enforce its provisions, whether the Commission or the 
courts, is empowered to fully consider all the circumstances and condi- 
tions that reasonably apply to the situation, and that, in the exercise 
of its jurisdiction, the tribunal may and should consider the legitimate 
interests as well of the carrying companies as of the traders and ship- 
pers, and in considering whether any particular locality is subjected 
to an undue preference or disadvantage the welfare of the communities 
occupying the localities where the goods are delivered is to be con- 
sidered as well as that of the communities which are in the locality of 
the place of shipment. 


I: THE last few months there has been a great deal of dis- 


There are, then, in the case of reducing these so-called dis- 
criminatory rates, three major parties to be considered instead 
of just the economic welfare of the south. The other parties to 
such a question are the carriers themselves and the communities 
to which the southern products will be shipped. Both of the 
latter can be most seriously affected by the proposed rate 
changes. These effects will be considered in reverse order since 
the matter principally to be discussed here is the effect on rail 
conditions and the reasons behind the present higher rail rates. 


Effect on Consuming Centers 


First, as to the effect on the consuming centers of the 
country, presumably in the north and east. New England is 
still struggling to survive economically from the movement of 
the cotton textile industry to the south since 1900, and has had 
to use heroic measures to build up other industry in order to 
preserve the earning power of its inhabitants against the lower 
wages, cheaper living conditions, and handiness of raw materials 
in the south. Here lies one of the greatest refutations to the 
free trade theory of economics that the displacement of indus- 
trial populations through the competition of cheaper foreign or 
internal goods can be easily adjusted into other more remunera- 
tive occupations. 

In the case of New England, great progress has been made, 
but the conversion is only partial and the effect on the depres- 
sion of income is lasting. While there can be no argument 
against the economic gain for all the people of this country 
through cheaper production of goods, there must, at the same 
time, be measured against these gains the losses elsewhere. The 
south is due to develop, it has natural advantages not possessed 
elsewhere. But such development must not be at the price of 
ruin for other great sections of the country. To what advantage 
is such development if it impoverishes eastern manufacturing or 
southern and western railroads so that their wage earners can- 
not buy the southern products? 

It is well, in this connection, to consider the present situa- 
tion of the New England skilled worker unable to work in a 
world that needs skilled labor or the farmer able to produce 
food for everyone but unable to buy the resulting products of 
their occupations. Nor should relative welfare be discounted. 
The southern advocates may count, as they have done, the num- 
ber of homes without toilets in their section of the country, but 
it is in that country that stray bathtubs have been used from 
which to feed the pigs. How much unhappiness is due to mental 
or physical misery in the south? Would not the midwestern 
farmer provide a better immediate purchaser of manufactured 
articles than the southern sharecropper, providing both had 
money? Certainly, the farmer producing foodstuffs has more to 
lose with the manufacturing east on reduced earnings than the 
southern cotton or tobacco farmer. 


The commodities that have been so far cited as discrimi- 
nated against by differential rates from the south are predomi- 
nantly manufactured goods whose industries moved to the south 
originally to get one or all of four things—closer markets, 
cheaper labor, cheaper material, or to save the freight on the 
raw material. If they did not at that time measure against these 
gains the possibility of increased costs in distributing their 
product, then the mistake made at that time should not now be 
charged up against the transportation that made the relocation 
possible. It is serious enough to have industry gradually seek 
out the habitat that produces the lowest resultant freight costs 
without incurring further loss by reducing rates to save indus- 
try from the economic effect of other factors. Industry in the 
south will certainly develop because of natural advantages, but 
not, it is hoped, at the expense of further rail impoverishment 
and abandonment. 


Rail Earnings and Population 


Railroad earnings are distributed somewhat in the same 
proportion as the population, being larger when the population 
is more dense. This is a natural result of the greater consuming 
needs of densely populated regions. The volume of goods trans- 
ported by rail, waterway, or highway in these sections is much 
greater in relationship to the men and facilities used in trans- 
port than in other parts of the country. Consequently, just as 
in a manufacturing plant, where quantity production makes 
lower unit costs, the cost of transportation is less where the 
volume is greater. More tons of freight are moved a workman, 
a car, a truck, a locomotive, a ship, or a mile of track, water- 
way, or highway, than anywhere else, and at less cost. This 
fact has been recognized in the making of rates in these sections 
by setting them at a much lower level than elsewhere. Even 
with these low rates the volume is generally sufficient to yield 
fair profits. 

The difficult point for laymen to understand is that the low 
rates have not created the volume but the volume has created 
the low rates. Rail and other transportation lines can do little 
to promote traffic but must furnish a service as cheap as possible 
for industry to use. The development of traffic lies with the in- 
dustry-planning that makes use of the transportation furnished. 
It is true that many instances can be pointed out where rates 
were made were lower than cost and have since become profit- 
able, but the ultimate volume of traffic was usually carefully 
studied and anticipated. Other exceptional cases exist where 
such below-cost rates have not resulted in profitable traffic, but 
they are not particularly important. Taken broadly, the present 
difficulty of the southern and western rail lines, described more 
completely later, is due to either lack of traffic volume or insuffi- 
cient rates for present volume. And the more immediate cause 
of difficulty is, of course, the great decrease of traffic due to 
decentralization, under-construction, and the development of 
transport competition. If these factors are permanent—and 
there seems to be little indication otherwise—then transporta- 
tion rates are insufficient. To ask for reduced rates under such 
circumstances is merely to continue robbing Peter to pay Paul. 


Traffic volume permits lower costs and lower rates because 
more tons can be handled in one train, more trains can use the 
same track, and if, as in the north and east, this traffic is fairly 
evenly balanced, the same trains and tracks can be used more 
efficiently in both directions. The variations caused by these 
differences in traffic volume are shown in the accompanying 
table for the various sections of the country and for the year 
ending December 31, 1937, which was a fairly good year. In 
general, the railroad lines in these various regions fall into three 
relative classes of density. The Great Lakes, Central Eastern, 
and Pocahontas territories have traffic volume sufficient to per- 
mit eight to nine trains a day over each mile of track, each 
train hauling from 800 to 1,800 tons of revenue freight at a total 
cost, including interest on investment and the deficit from pas- 
senger service, of from 5.5 to 10.2 mills a revenue ton carried 
one mile. Rates in these territories range from 6.2 to 9.7 mills 
a revenue ton mile and produce a profit in the Pocahontas and 
Central Eastern regions. 


The next group consists of the New England, Southern, 
Central Western, and Southwestern lines, where the traffic 
justifies five to 5.8 trains a day with 520 to 575 tons of revenue 
freight a train. Here, because of less traffic, the cost is greater, 
ranging from 10.3 mills in the Southern Region to 16.5 mills a 
ton mile in New England, and the revenues from 9.7 mills to 
15.3 mills, with a deficit as a result in all four regions. The 
revenue and expense in the Southern Region with less than half 
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as much traffic is the same a ton mile as in the Great Lakes 
Region. 

Last and lowest in traffic density is the Northwestern Re- 
gion with 3.8 trains of 666 tons a train (ore trains raise the 
average above similar sections of the country) earning 9.7 mills 
a ton mile at a cost of 11.4 mills and resulting in a deficit of 
1.7 mills a ton mile. 


Fallacy of Further Rate Reductions 


Statistics such as the above are dry material, but are pre- 
sented to give relative factors that will explain what follows, and 
it is hoped in that way to demonstrate the fallacy of any further 
reduction of rates. 

As a result of lower traffic densities outside of the eastern 
manufacturing territory, the rail lines have been operating at 
a loss under existing rates for many years. Failing to earn in- 
terest on the funds invested in them, a gradually increasing 
number of lines have failed and have been placed in reorgani- 
zation. 

The accompanying map Shows the extent of these lines in 
the poorest earning territories and the comparative lack of such 
results in the sections of the country where traffic volume is of 
sufficient density to be profitable. By consulting the last group 
of statistics in the table, the percentage of rail line in reorgani- 
zation is found to be least where earnings are greatest and most 
extensive where the deficits are largest, and these results have 
no relation to the revenue and expense a ton mile except to be 
highest where the density is lowest, as would be expected under 
such conditions. 


The southern railroads have only 24 per cent in reorganiza- 
tion at present, but any further decrease in rates would inevit- 
ably result in an increase of railroad failures in that section. 
A reduction in competitive rates from the south would ultimately 
result in a downward readjustment of rates in Western and 
Central territories to restore the balance of costs of distribution, 
and would result in further increase of rail mileage in reorgani- 
zation in these latter territories. 


If anyone doubts the necessity for such increased costs 
where density is low, one has only to recall the natural economic 
law of decreasing costs. The railroad situation is merely sub- 
ject to the law that greater production results in lower cost a 
unit of product or conversely smaller production increases the 
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cost a unit. In the Brookings report, “Income and Economic 
Progress,” the increased cost a unit in a large factory when 
production falls below capacity is shown as follows: 


Production Cost 
Per Cent Per Cent 

100 100 

90 103 

80 108 

70 115 

60 119 

40 132 

20 164 


Using the Central Eastern Region, since it showed a nomi- 
nal profit in 1937 (the Pocahontas Region has such a heavy 
specialized coal traffic and average train load that it throws the 
other regions too low for comparison) as 100 per cent of produc- 
tion, the other regions are represented by the following percent- 
age relationship for volume of business and cost. 


Production Cost 
I a a 211 59 
Central Eastern ......... Plans sal ans ch gn 100 100 
I ee he ie te oi acal lers ad 83 111 
Aa sn as vais a bon eh Aela we elec Sanaa 38 111 
Se re ee 37 121 
ES eer nna mee 32 177 
ES EEE RS Sa ea ee Pe ee ae 32 129 
ci oi i realy Sas dais abe dre 30 123 


It will be seen that rail costs, except for the New England 
Region, which has particularly adverse conditions of heavy pas- 
senger deficits, extreme competition, and unusual terminal ex- 
pense, are not out of line with the manufacturing example given. 
In fact, the rail record is considerably better than the industry 
record when the 23 per cent greater costs for the sub-normal 
volume of 30 per cent of traffic in the Northwestern Region is 
compared with a probable factory ratio of 150 per cent of cost 
for a similar volume. The Southern Region especially has a 
much better cost ratio than the industry ratio, which would be 
around 130 to 140 per cent of standard costs for such a reduced 
volume of business. 


It is quite probable, if full consideration is given to the fact 
that present rail costs, because of necessity, have been reduced 
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below a proper level, that these rail costs should be even as 
great as shown for the factory ratio cited for corresponding 
volumes of production. In special cases where there are certain 
particular local factors, such as heavy passenger traffic with its 
corresponding deficits as well as heavy terminal expense, it 
might even be expected that rail costs would approach the level 
shown in the New England Region of 177 per cent for a volume 
of 30 per cent. 

This, then, gives some comparison of rail efficiency meas- 
ured by manufacturing standards. No data are given in the 
Brookings report as to the type of industry or its detailed costs 
as represented in the percentage figures quoted, so it is not 
known how the overheads of the two undertakings compare. 
The probability is that, while the factory may have the greater 
overhead costs, there is also more flexibility possible in its man- 
agement, so that this factor of overhead costs is more than 
offset by the greater restrictions applying to the rail industry. 

It would seem that further reduction in rates coincident 
with the present low traffic volume offers no remedy for the rail 
situation. If anything is needed to restore health to the railroad 
industry it is recognition of the effect of decreased volume in 
producing greater cost a unit and some positive action by regu- 
latory bodies to increase the rail earnings up to the level of 
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these costs. To argue otherwise is to deny the existence .of 
simple economic law. 


Railroad Traffic Density, Revenue and Cost—1937, by Regions 
New Great (Cent. Poca- South- North- Cent. South- 


Operating Statistics Eng. Lakes East hontas ern west West west 
Ton miles per road mile, 
6 oa5 he aca ses 978 2515 3022 6389 1142 918 1109 955 


Freight trains per day ..5.1 8.5 8.7 95 59 38 5.3 5.1 
Revenue tons per train.. 523 818 973 1865 535 666 574 520 
Earnings Statistics 
Revenues per ton mile, 

obo Heh Seneca 63 9O.7° 95 62 $7 94 BE Bsa 
Expense per ton mile (in- 

cluding Passenger De- 


Melt), Mille. .......%. 16.5 10.3 9.3 5.5 10.3 11.4 11:2 12.0 
Profit or Loss per ton 
ee 2? 6.6: 02 047 - O@O. LP i. i 


Financial Statistics 
Mileage in  reorganiza- 


| 24 335° 1.7 0 9.3 25 11:3 3.2 
Total mileage, Thou. .... 7.3 25.9 24.3 5.9 38.5 45.5 56.7 29.9 
Per cent in reorganiza- 

MINE 2 on os dO wi aioe a wna 33.3 22.6 7.0 0.0 24.2 60.2 19.9 43.7 

*Deficit. 
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COST IN MAKING RATES 
Editor The Traffic World: 


Thomas F. Woodlock is quoted in your journal for March 
18 as saying: 


The demand of southern legislators for equalization of freight rate 
levels as between Southeastern and Official Territory contravenes that 
principle in that it disregards the cost of transportation as a necessary 
factor in the price that is charged for it. If these representatives 
had alleged in support of their demand that the cost of transportation 
in the Southeastern District was no greater than in Official Territory, 
the argument would have at least been logically sound, although untrue. 


Conclusions are stated in the article which, at the proper 
time, are debatable, but for the present I wish to direct atten- 
tion to the factual statements made by Mr. Woodlock. 


The statement quoted above refers to the demand of 
southern legislators. I do not recall any such demand as is 
quoted, as having been made by members of the Congress, 
but, if it is true that such a demand was made, discussion of 
the subject would be more appropriate if directed to the de- 
mand made in the formal complaint filed by the eight south- 
eastern states. 


In the quotation above Mr. Woodlock says: 


The demand .. . disregards the cost of transportation. 


At page 55, Volume 1, of the complainants’ brief in the 
southeastern case it is said: 


Complainants here contend that cost is an element of importance 
in fixing rates. 


On the next page it was contended that cost “becomes of 
greater force and should be given more controlling influence 
in fixing rates on the same commodities.” 

Much of the brief of complainants is directed to the im- 
portance of cost in fixing rates. As a matter of fact, Mr. 
Woodlock could have found out by reading the record that it 
was the eastern carriers who announced a principle of rate 
making which “disregards the cost of transportation as a 
necessary factor in the price that is charged for it.” 


Had Mr. Woodlock read the record or the briefs in the 
southeastern states case, he would have found that the chief 
witness for the eastern carriers several times stated that the 
carriers themselves disregarded the cost. He said: ‘We don’t 
figure cost in it at all,” and further, when asked if he gave con- 
sideration to the relative cost in the South, New England, and 
Central Freight Association territories, the witness said: “No, 
that is the last thing that has to be looked at.” (See Record of 
Testimony, 1234-1240.) 


The witness further said: “What we are vitally inter- 
ested in and one of the determining factors is what the traffic 
will bear,” and his answer further was that he thought it 
fair “to exact a higher rate from the South” even if the 
assumption be made that the costs are less to haul in the 
South than in New England (R. 1284-1286). 

An experienced cost accountant, formerly connected with 
the Interstate Commerce Commission, made extensive studies 
of the cost of transportation. These studies were based on 
the records of the Commission and especially referred to State- 
ment 3812, a study by the statisticians of the Interstate Com- 
merce Commission, which’ clearly indicated that “southern 
region costs on any of the bases stated are lower than the 
cost in any of the Eastern District regions.” (R. 2580.) 


Mr. Saunders further testified, after discussing other 
figures: 


The conclusion, of course, is that the operating costs plus revenue 
requirements is in fact less in the Southern Region than in the Eastern 
District. (R. 2594). 


Mr. Saunders discussed results if a profit should be added 
to the cost and said: 


It should be noted that with profit added the total cost under all 
of the units used is much less in the Southern Region than in any of 
the various regions in the Eastern District. (R. 2569). 


In the proposed report in the case referred to above, the 
commissioner and examiner writing the report, after discussing 
the various tables in the testimony of Mr. Saunders, and point- 
ing out that there might be defects therein, said: 


The cost for the Southern Region, even after such revision, appears 
to be below that for the Eastern District. 


Is it true that the southeastern states seek to disregard 
the cost of transportation? Is it not true that the southeastern 
states did support their demand by testimony “that the cost 
of transportation in the southeastern district is no greater than 
in official territory?” Is it “untrue” that the cost of trans- 
portation is less in the southeast than in eastern territory? 


Edgar Watkins. 
Atlanta, Ga., March 20, 1939. 


Editor The Traffic World: : 

In your issue of March 18 there appears, on page 582, a 
reprint from the Wall Street Journal of an article by Thomas 
F. Woodlock, entitled “Threat of Government Ownership.” In 
that article Mr. Woodlock makes the following statement: 


The demand of southern legislators for equalization of freight rate 
levels as between Southeastern and Official territory contravene that 
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principle in that it disregards the cost of transportation as a necessary 
factor in the price that is charged for it. If these representatives had 
alleged in support of their demand that the cost of transportation in the 
Southeastern District was no greater than in Official Territory, the ar- 
gument would have at least been logically sound, although untrue. 


Of course, I do not know what those to whom Mr. Wood- 
lock refers as “southern legislators’ may have claimed, but I 
do know that, in the pending case of State of Alabama et al. 
vs. New York Central Railroad, I. C. C. Docket 27446, it is 
alleged that the cost of transportation in the south is no 
greater than in Official Territory, although the burden of such 
cost is differently distributed among the commodities moving. 
We also offered elaborate evidence in support of this conten- 
tion and Commissioner Lee, in his report, after a thorough con- 
sideration of the evidence, finds as follows (p. 67): 


It appears to be a safe conclusion from the statistics, and the an- 
alysis thereof, presented by the witness that the cost of transporting 
freight in the Southern region is not Higher than that in the eastern 
district. 


In addition to this, the Commission’s statistical bureau has 
issued a study of relative territorial costs, entitled “Territorial 
Variation in the cost of Carload Freight Service on Class I 
Railways in the United States for the calendar year—1936,” 
in which it finds that the cost of transportation per ton mile 
in the south is lower than in the north. 

As one of counsel for the complainants in the so-called 
southern governors case, I feel it is my duty, in view of the 
foregoing, to take issue with Mr. Woodlock’s statement that 
any allegation that the cost of transportation in the south is 
no greater than in Official Territory would be “untrue.” At 
least, it should be conceded that the south claims that the cost 
within the south is no greater than within Official Territory 
and has undertaken to support this claim by proof. 

J. V. Norman. 

Louisville, Ky., March 23, 1939. 


A PLEA FOR ACTION 


Editor The Traffic World: 

This is in reference to your March 4 editorial, “The 
League and Transportation,” which has reference to the recent 
special meeting of the National Industrial Traffic League at 
Washington, D. C., and the action it is taking relative to sev- 
eral important matters pertaining to transportation and trans- 
portation bills in the committee’s hands at Washington; also 
the action taken by the League regarding the appointment of 
Mr. Amlie to the Commission. 

Regarding the action taken by the members present at 
that meeting and the vote of 75 to 24 against any further 
regulation of water carriers, the results were, no doubt, a 
surprise to a number of members like myself who did not 
take the matter seriously enough to attend the meeting to 
voice our opinion and now feel that a total vote of 99 does 
not show how the full membership of the League feels. 

Instances of this kind are taken too lightly by the shipping 
public, including myself, and, when the results are not as we 
would like to have them, we sit back and howl with disap- 
proval. The same thing happens in our local and national 
governments when parties are up for election. There are too 
many of us who holler about what a wonderful country we 
have, the freedom therein, and the authority to vote, but when 
election time comes around we neglect our duty in going to 
the polls and voting. 

Personally, I would like to see a postal card vote taken 
by membership of each traffic club in the country for impor- 
tant matters of this kind to ascertain the results. As we all 
know, there are any number of traffic men who should but 
do not belong to the Traffic League, who, however, will take 
benefit from anything the League is able to procure in the 
transportation field. 

No doubt, I am going to find myself in the same predica- 
ment Luther M. Walter found himself when he appeared be- 
fore the committee opposing the appointment of Mr. Amlie. 
You will recall that the Committee that held the hearing 
practically crucified Walter for his testimony against this gen- 
tleman and asked him a lot of questions that had no bearing 
on Amlie’s appointment. 

However, it is just too bad that there are not more of 
us like Mr. Walter in both the railroad and the industrial 
traffic departments who have enough spunk to appear before 
the committee to oppose appointments of this kind. Carriers, 
as a rule, call on the large shippers in their territory request- 
ing that they write letters or wires to their senators or mem- 
bers of committees asking them to oppose the issue. 

Anyone attending the recent traffic club dinner in Cleve- 
land, Ohio, heard the talk by the Governor of Wisconsin who 
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openly admitted that he was delighted in having the President 
take Mr. Amlie out of the state of Wisconsin and practically 
get rid of him. 

I can see no reason why any railroad man should be criti- 
cized for his opposition to any bills before Congress, for the 
simple reason that we are supposed to be living in a free 
country and the freedom of the press allows us to voice our 
opinions at all times. 

George H. Ostermann, Director of Traffic, 
The Timken-Detroit Axle Co. 
Detroit, Mich., March 17, 1939. 


TRUCKERS AND SOCIAL SECURITY ACT 


That the trucking industry was heavily burdened by taxes 
imposed on it under the social security act was the statement 
made by Roland Rice, assistant counsel of American Trucking 
Associations, Inc., in testimony before the House ways and 
means committee. Substantial decline in net income of motor 
carriers, he said, was largely due to the social security taxes. 

“We ask your consideration of the trucking business in 
relation to the demands made upon it by the social security act, 
bearing in mind that this industry has no unemployment problem 
and has never experienced one,” said he. “Already we are 
paying 4 per cent and the employes, in addition, pay 1 per 
cent. That tax increases until in ten years from now, and 
continuously thereafter, the employers pay 6 per cent and the 
employes 3—or a total of 9 per cent. The average net profit 
in this industry was not over 2 per cent before the social se- 
curity act was passed. It is definitely and dangerously less 
today. What will happen if relief from the tax is not afforded 
we cannot say, but we are confident the result will be worse 
than hazardous to investment, employment and to the public. 
Our contribution of 5 per cent on pay roll is much greater 
than that of most industries because our pay roll represents 
such a large percentage of gross—an average of about 50 per 
cent.” 

Mr. Rice said that the tax already imposed constituted a 
load that should be lifted and not increased. As a solution he 
said he suggested pegging of the tax at the 1938 rate of 5 per 
cent to avoid jeopardizing the solvency of the industry and 
others similarly situated. At the same time he recommended 
that further study be made to discover a satisfactory method 
of removing the disproportionate burden on service industries 
whose pay roll repreusented such a large percentage of gross 
revenue. 


TEMPORARY MOTOR OPERATIONS 


The Commission, by division 5, in MC F-741, Yellow Cab 
Transit Co., purchase, Jesse W. Kern, has authorized, for a 
period not exceeding 180 days, temporary lease of operating 
rights and property of Jesse W. Kern, of Evansville, Ind., dba 
Kern Motor Express, by Yellow Cab Transit Co., of Oklahoma 
City, Okla., at a total rental not exceeding $100 a month. 

In MC F-802, Campbell Sixty Six Express, Inc., purchase, 
Hubert H. Middleton, embracing also MC F-803, Same, pur- 
chase, L. C. Kirkpatrick, the Commission, by division 5, has 
authorized, for a period not exceeding 180 days, temporary 
lease of operating rights and property of Hubert H. Middleton, 
dba Middleton Truck Lines, and L. C. Kirkpatrick, dba Kirk- 
patrick Truck Lines, by Campbell Sixty Six Express, Inc. 

The Commission, by division 5, in MC F-759, Harvey Jones, 
purchase, George Stasi, has authorized, for a period not exceed- 
ing 180 days, temporary lease of operating rights of George 
Stasi, of Memphis, Tenn., dba Hi-Ball Express by Harvey 
Jones, of Springdale, Ark., dba Jones Truck Line, at a total 
rental not exceeding $50 a month. ,' 

In MC F-753, Gay’s Express, Inc., purchase, Harley I. and 
Walter H. Ormsby, the Commission, by division 5, has author- 
ized, for a period not exceeding 180 days, temporary lease of 
operating rights and property of Harley I. and Walter H. 
Ormsby, Rutland, Vt., dba Ormsby Motor Express, by Gay’s 
Express, Inc., Bellows Falls, Vt., at a total rental not exceed- 
ing $40 a week. 


MOTOR ACT PROSECUTIONS 

Payment of a fine of $200 has been made by M. O. Newlin, 
doing business as Newlin Truck Line, Houston, Tex., in the 
federal court for the southern district of Texas, who was 
charged in 20 counts with unlawfully operating as a common 
carrier in the transportation of oil field equipment between 
points in Texas, Louisiana, Arkansas and Missouri, according 
to a statement by Secretary Bartel of the Commission. A fine 
of $700 was assessed against Newlin. The fine paid was on 


the first 10 counts of the information. The fine of $500 on the 
remaining 10 counts was suspended in a probationary period 
of two years. 

Malcolm P. McLean, of Fayetteville, N. C., according to 
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information received by the Commission, has been fined $1,500 
on a plea of guilty to an information of fifteen counts, ten of 
which accused him of granting concessions, and the others, with 
having issued bills of lading without showing on the face there- 
of the information required to be shown by the orders of the 
Commission. McLean hauls a limited number of commodities 
consisting chiefly of textile products between Fayetteville and 
cities in fourteen Atlantic states, according to a statement by 
Secretary Bartel. 

The Commission has been informed, says a statement by 
Secretary Bartel, that Grady Victor Richardson and Wade F. 
Wall have been convicted of violating the motor carrier act in 
the federal court at Norfolk, Va. They were accused in an 
information consisting of five counts of granting concessions in 
respect of transportation of property. Each was fined $125, 
Says a statement by Secretary Bartel. The defendants operate 
out of Greensboro, N. C. They were accused of hauling baled 
cotton, salt, and fertilizer between March 10 and May 13, 1938, 
from Norfolk, Va., to points in North Carolina for less than 
their published rates. 

The Commission has also been advised, according to a state- 
ment by Secretary Bartel, that a permanent injunction has 
been issued by the federal court at Norfolk forbidding Walter 
S. Smith to transport property as a common carrier between 
Alexandria, Va., and Wilmington, Del., Baltimore, Md., Chester, 
Pa., and other points until he shall have obtained from the 
Commission a certificate authorizing such operations. The in- 
junction also forbids him to charge any sum greater than his 
published tariff rate and forbids him to grant concessions. He 
is also forbidden to collect charges without issuing an expense 
or freight bill in the form directed by the commission. 


RAIL AND MOTOR RATES ON CANDY 

A two numbered inquiry into rail and motor rates on candy 
and confectionery from Hersey, Pa., to Baltimore, Md., has 
been instituted by the Commission with a view to the prescrip- 
tion of minimum rates if that is deemed necessary to put an 
end to a rate turmoil. While the proceeding is a two part 
matter it is to be heard by Examiner Claude A. Rice at Wash- 
ington, April 17, as if it were a unit. 

Chronologically the matter shows that the Commission by 
division 5 instituted MC C118, candy and confectionery by 
motor carrier, Hersey, Pa., to Baltimore, Md., and set it for 
hearing by Mr. Rice on the day mentioned. Several days later, 
the entire Commission made provision for inquiring into the 
railroad rates by instituting Ex Parte No. 130, candy and con- 
fectionery by rail, Hersey, Pa., to Baltimore, Md., and also 
assigned it for hearing by Mr. Rice at the time and place ap- 
pointed for the motor rate proceeding. Candy cough drops 
as well as the commodities mentioned in the titles are covered 
by the orders. 

The matter into which Examiner Rice is to dig grew out of 
competition between contract carriers and railroads, transpor- 
tation from Reading, Pa., to Baltimore also being a factor in 
the matter, although the orders pertain only to Hersey and 
Baltimore. The row between the contract carriers and the 
railroads spread to all carriers, representatives of motor tariff 
publishing bureaus taking an interest in the matter on account 
of those they represented and the further fact that minimum 
motor rates for that territory have been prescribed. There are, 
however, no minimum rail rates and contract carriers need show 
only minimum charges. 


RAIL-TRUCK COMPETITION ON MEAT 

So as to permit the rail lines to meet truck competition, 
the Commission has modified its orders in I. and S. No. 2595, 
meats and packing house products to, from and between south- 
western and western trunk line points so the rail carriers may 
establish a rate of 74 cents on packing house products from 
Chicago, Ill., and intermediate points to Oklahoma City, mini- 
mum 30,000 pounds and 88 cents on fresh meats, fresh sausage, 
leaf lard (not rendered), hog stomach linings and fresh frozen 
pig or hog skins, in straight or mixed carloads, minimum 21,000 
pounds, without corresponding reductions from western trunk 
line packing points. 

The orders in seventeen other cases, beginning with No. 
12068, Wilson & Co., Inc., of Oklahoma et al. vs. Director Gen- 
eral et al. and ending with I. and S. No. 2533, butter and lard 
tubs, meats and packing house products from and to south- 
western points, have been modified in the same manner and 
degree as the title suspension proceeding. The modification 
was made on the peition of the southwestern lines. 


MOTOR CONCESSIONS FINE 
Because of his financial circumstances, Judge Baltzell 
in the federal court for the southern district of Indianapolis, 
imposed a fine of only $100 on Otto J. Suesz, of Indianapolis, 
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Ind., on his plea of guilty to a 12-count information, according 
to a statement by Secretary Bartel. The information charged 
the defendant with offering, granting and giving concessions to 
various consignees in violation of the motor carrier act by 
transporting property consisting of household goods for a less 
compensation than the rates shown in his tariffs, said the state- 
ment. Judge Baltzell, according to the statement, warned 
Suesz either to conduct his business lawfully or to discontinue 
operations. 

Although defendant was designated as a participant in G. 
B. Holman’s tariff, it appeared, said the statement, that the 
defendant had been operating in disregard of his tariff and 
had been more concerned in underbidding other carriers in or- 
der to obtain business than abiding by the act. Defendant, it 
said, admitted that he had not been using the table of measure- 
ments prescribed by the Holman tariff in determining the 
number of cubic feet transported. 


A. T. A. AND TRUCK SHOW 


The question of whether the American Trucking Associa- 
tions, Inc., will hold its annual meeting in Chicago at the same 
time the National Motor Truck Show is held there will be 
considered at a meeting of the executive committee of the A. 
T. A. April 17. The trucking organization has tentatively fixed 
the time for its meeting about the middle of October while 
the time for the National Motor Truck Show has tentatively 
been fixed for November 6 to 11. The Automobile Manufac- 
turers’ Association has announced that the General Motors 
Overseas Operations will not exhibit at the proposed show in 
Chicago and that the A. T. A. had advised that failure to par- 
ticipate in the truck show could not be considered a discourtesy 
to the A. T. A. Officials of the latter organization said that 
that was the case, as the A. T. A. had no connection with the 
truck show. The promoters of the truck show have asked the 


vot A. to hold its convention at the same time the show is 
eld. 





MOTOR PASSENGERS AND REVENUES 


The Commission has issued an initial statement (No. M- 
700) showing the revenues and passengers of Class I motor car- 
riers of passengers in the United States (excluding charter or 
special), for August, 1938, and 1937. The compilation, made by 
the Commission’s Bureau of Statistics classifies the truck lines 
as to regions. ‘The Commission at the same time issued state- 
ments for the months of September, October and November 
showing comparative figures for those months in 1937. 

The statements show that the carriers, totaling 158, had 
passenger revenue of $11,813,256 in August, $10,566,204 in 
September, $8,874,450 in October, and $8,342,729 in November 
last year, as compared with passenger revenue of $11,254,499, 
$9,712,983, $8,289,222 and $7,637,049 in those months, respec- 
tively, for 1937. 

They also show that 12,554,735 passengers were carried in 
August, 12,013,069 in September, 11,970,448 in October and 
11,425,431 in November last year, as compared with 12,255,156, 
11,627,166, 11,365,886 and 10,691,251 passengers carried in those 
months, respectively, in 1937. 

Class I motor carriers are those having annual gross rev- 
enues of more than $100,000. Motor carriers reporting an av- 
erage revenue a passenger carried of less than 20 cents, the 
Commission said, were considered local or suburban carriers 
and were omitted from the statements. 


MOTOR ORDERS EFFECTIVE 

The following recommended orders have become effective 
as shown: 

MC F-626, Tri-State Transit Co. of Louisiana, Inc., pur- 
chase, Mississippi-Louisiana Bus Line, Inc., et al., as of March 
16; MC F-652, Tri-State Transit Co. of Louisiana, Inc., purchase, 
W. H. Johnson and James T. Watts, as of March 16; MC 1762, 
Sub. No. 2, Framingham Motor Transportation Co., Inc., Maine 
and Vermont extension, as of March 8; MC 3708, Bertram E. 
Williams, common carrier application, as of March 6; MC 10746, 
E. L. Semke, contract carrier application, as of March 2; MC 
12122, W. T. Werner, broker application, as of March 6; MC 
19543, New York and Western Despatch, Inc., common carrier 
application, as of March 3; MC 22611, Sub. No. 1, Allen T. 
Roberts, extension of operation, school slates and chemicals, 
as of Feb. 28; MC 41837, Samuel Raymond Davis, common 
carrier application, as of March 3; MC 41837, Sub. No. 1, 
Samuel Raymond Davis, Sioux City extension, as of March 6; 
MC 38082, Sub. No. 1, Jim Nichols, extension of operations, 
Missouri, as of March 7; MC 45356, Edward C. Smutzinger, 
common carrier application, as of March 7; MC 88910, Daniel 
R. Scobell and Charles E. Weeks, common carrier application, 
as of March 6; MC 89230, Central Coach Lines, Inc., common 
carrier application, as of March 2; MC 89404, Kane and Hoch, 
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contract carrier application, as of March 6; MC 89417, L. D. 
Carter, common carrier application, as of March 8; MC 90244, 
Arthur E. Bockes, common carrier application, as of March 6; 
MC 92512, Grant A. Deterding, contract carrier application, as 
of March 8; MC 93152, Braun Canning Co., Inc., common car- 
rier application, as of March 3; MC 94459, Shepler-Curry Co., 
common carrier application, as of March 7; MC 95355, Porter 
Benson, common carrier application, as of March 6; MC 95535, 
Claude Brown Tomlinson, common carrier application, as of 
March 7; MC 1510, Sub. No. 11, Southwestern Greyhound Lines, 
Inc., extension of operations, San Antonio-Floresville, as of Jan. 
16; MC 8742, Sub. No. 3, Panhandle Stages, Inc., extension of 
operations, as of March 7; MC 12116, Peter Hollacher, broker 
application, as of March 6; MC 13084, Allen T. Wacasey, com- 
mon carrier application, as of March 6; MC 14163, Sub. No. 1, 
P. Arthur Bach, extension of operations, as of March 6; MC 
18602, Sub. No. 1, Clara T. O’Brien, extension of operations, 
as of March 8; MC 19834, Shirley Ferrell and Cecil Ferrell, 
common carrier application, as of March 6; MC 30446, Sub. No. 
1, Bruce Johnson, extension of operations, Bayonne, as of March 
8; MC 35793, Thomas James, Jr., common carrier application, 
as of March 6; MC 39430, Sub. No. 1, Toledo Transportation Co., 
Inc., Antwerp, O., extension, as of March 8; MC 43977, Sub. 
No. 1, Irene Neal, extension of operation, David City, as of 
Jan. 16; MC 45023, Sub. No. 1, Fred H. Nixon, common carrier 
application, as of March 8; MC 59180, Sub. No. 1, Bradford, 
Cross and Courson, Inc., extension of operations, Missouri to 
Iowa, Oklahoma and Tennessee, as of March 6; MC 61609, J. M. 
Bramlet, common carrier application, as of March 6; MC 64726, 
Domenick Rossi, broker application, as of March 8; MC 78762, 
Sub. No. 1, Harold C. Van Vliet, dba Van’s Auto Express, 
Kingston to Albany extension, as of March 6; MC 83386, Her- 
bert McFarland, contract carrier application, as of March 6; 
MC 84189, William Mikle Steele, common carrier application, as 
of March 6; MC 86569, Ralph Harold Cooper, common carrier 
application, as of March 6; MC 88426, Vincent Perelli, con- 
tract carrier application, as of March 6; MC 89181, W. P. Far- 
ley, contract carrier application, as of March 6; MC 89332, C. J. 
Narehood, common carrier application, as of March 6; MC 89524, 
A. M. Skinner, common carrier application, as of Jan. 16; MC 
92966, A. R. Mitchell, common carrier application, as of March 
7; MC 93458, Nicola Nitti, common carrier application, as of 
Jan. 16; MC 94199, Jacob O. Burke, common carrier application, 
as of Jan. 16; MC 94316, Roy Anson, common carrier application, 
as of Jan. 16; MC 95643, Samuel Katz, common carrier applica- 
tion, as of March 8; MC 169, Sub. No. 1, Eaton’s Transport Co., 
extension of operation, as of March 8; MC 2132, Sub. No. 1, 
Newburgh Transfer & Storage Co., Inc., extension of operations, 
Poughkeepsie-Albany, N. Y., east of Hudson River, as of March 
2; MC 6888, Sub. No. 1, H. O. Miller, extension of operations, St. 
Louis, as of March 7; MC 14870, Carlo Volpe, contract carrier 
application, as of March 7; MC 69747 Sub. No. 1, Arthur K. 
Finney, extension of operations (yarn), as of March 7; MC 
88169, Bernard J. Richter, common carrier application, as of 
March 7; MC 88411, Weddum Brothers, common carrier ap- 
plication, as of March 7; MC 88548, Ray Irvin Allen, contract 
carrier application, as of March 6; MC 88551, Clyde H. Hutch- 
inson, common carrier application, as of March 8; MC 88929, 
Helga Baggstrom, common carrier application, as of March 8; 
MC 89043, Robert Jewel Keepers, contract carrier application, 
as of March 6; MC 91030, H. & S. Trucking, Inc., contract 
carrier application, as of March 6; MC 93851, Almon M. Sund, 
common carrier application, as of March 6; MC 90965, Carl P. 
Gordon, Jr., common carrier application, as of March 9; MC 
90965 Sub. No. 1, Carl P. Gordon, Jr., extension of operations, 
Connecticut and Rhode Island, as of March 9; MC 90988, Loyd 
Robert Green, common or contract carrier application, as of 
March 6; MC 91951, Henry Freeman Owens, common carrier 
application, as of March 8; MC 92972, Roy Lee, contract car- 
rier application, as of March 6; MC 93003, C. C. Carroll, com- 
mon carrier application, as of March 6; MC 93720, Randolph 
Schumann, common carrier application, as of March 7; MC 
93920, Joseph B. Levenson, contract carrier application, as of 
March 6. 


EXCEPTIONS TO MOTOR REPORTS 
MC 30899, John Richards, common carrier application. 


Time for filing exceptions to recommended order extended to 
April 1. 


MOTOR ORDERS STAYED 
The Commission, by division 5, has stayed until its fur- 
ther order the recommended orders made in the following 
motor carrier cases: 
MC 89184, H. C. Power, contract carrier application; MC 
93509, Bessie I. Cowley, common carrier application; MC 38809, 
Sub. No. 1, James Mancuso, common carrier extension, Buffalo; 
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MC 45509, William Ashton Young, common carrier applica- 
tion; MC 88923, Earl G. Sherman, contract carrier application; 
MC 34, William Roberts, common carrier application; MC 52394, 
Federal Warehouse Co., contract carrier application; MC 59717, 
Jacksonville Bus Line Co., common carrier application. 


TRUCK LOADINGS 

In February, 212 motor carriers, operating in 40 states, 
according to reports made to the American Trucking Associa- 
tions, Inc., carried 797,031 tons of freight as compared with 
822,452 tons in January, 1939, and 633,896 tons in February 
last year. The 1936 monthly average of the A. T. A. is 782,117 
tons, and the index number, 101.90. The loading in February 
represented an increase of 1.9 per cent over the 1936 average; 
a decrease of 3.1 per cent under January this year, and an 
increase of 25.7 per cent over February last year. 


—— 


TRUCK COMPETITION ON COAL 


The Commission has modified its orders in No. 16323, Scott 
County Milling Co. et al. vs. Butler County Railroad Co. et al., 
and cases joined with it, 194 I. C. C. 763, and No. 26448, Ala- 
bama Mining Institute vs. St. Louis-San Francisco et al., so 
as to permit the railroads to establish reduced rates on coal 
from mines in southern Illinois to destinations in Missouri to 
meet what the petitioning Missouri Pacific and other railroads 
say is a very extensive truck competition. 

The fourth and sixth ordering paragraphs of the order of 
July 3, 1933, in No. 16323 and the order of July 17, 1935, in 
No. 26448 are modified so as to suspend until the Commission’s 
further order the provisions therein contained that rates on 
coal from mines in the southern Illinois group via Thebes, IIl., 
to destinations in southeast Missouri shall bear a differential 
relation to rates from western Kentucky and Alabama to the 
same destinations. 


SAND AND GRAVEL IN THE SOUTH 


With a view to enabling the railroads in the south to meet 
the competition of roadside pits and trucks, the Commission 
has suspended, until its further order, orders issued by it in 
No. 17517, rates on chert, clay, sand and gravel within the 
state of Georgia and ten formal docket cases in which it pre- 
scribed rates, thus permitting the railroads to make rates on a 
mileage scale proposed by them. 

The proposed rates, according to the petition on which the 
Commission acted, taken as a whole, represent substantital re- 
ductions, particularly as to the rates for both single and joint 
line hauls for the longer distances. On account of the devel- 
opment of road building materials at roadside sand pits and 
quarries the trucks, according to the petition, have been tak- 
ing tonnage from the establishments in which there is a con- 
siderable investment in machinery and the railroads have been 
losing traffic. In no instance, Says the rail petition, will the 
rates made in accordance with the scale exceed those pre- 
scribed by the Commission in the cases the orders in which 
have been suspended. 

The scale begins with a single line rate of 55 cents a ton 
and 65 cents a ton for a joint line haul for distances of 10 miles 
and less; becomes 110 cents for single line and 115 cents for 
joint line hauls at 100 miles and ends, so far as separate single 
and joint line hauls are concerned, with a rate of 132 cents 
for single line and 135 cents for joint line hauls. 

When the distance of 150 miles has been reached rates 
are the same for both single and joint line hauls. They are, 
149 cents for 200 miles; 195 cents for 400 miles; 250 for 640 
miles; and ends with a rate of 370 cents for 1,120 miles. 


ROAD BUILDERS’ RESOLUTIONS 


The American Road Builders’ Association has adopted 
resolutions urging the use of federal automotive excise taxes 
for highway use exclusively endorsing highway constructions 
by the contract system, calling on Congress to give prompt 
consideration to a nationwide program of super-highway de- 
velopment, commending the state of California for its Golden 
Gate and San Francisco-Oakland Bay bridges and in favor of 
the constitutional amendment method for outlawing highway 
revenue misappropriation to nonhighway projects. 


IMPROVEMENT OF WATERWAYS 


Representative Alexander, of Minnesota, spoke in the 
House, March 21, in support of extension of the upper Mis- 
sissippi River channel through the Falls of St. Anthony, to 
enable the government barge line to reach industries in Min- 
neapolis, at a cost of about $8,000,000. In his remarks he said 
propaganda against waterways “is going so far as to urge 
and insist on the scrapping of all the improved waterways and 
the elimination of the federal barge line operation.” 
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N. Y. SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


The Shippers’ Conference of Greater New York is seeking 
to ascertain the sentiments of its members on the subject 
of the New Jersey lighterage case known as I. C. C. Docket 
28204, State of New Jersey vs. B. and O. et al. 

“This is the complaint of the State of New Jersey,” Secre- 
tary R. H. Goebel said in his memorandom accompanying the 
questionnaire, “alleging that the practices of the rail carriers 
and the application and exaction of rates and charges to and 
from points in New Jersey are in violation of sections 1, 2 and 3 
of the act by unduly giving preference to New York City, vari- 
ous enterprises in that city and the shippers of freight to and 
from New York City, and the traffic so shipped, and it asks 
the Commission to prescribe rates it may deem just and 
reasonable.” 

It was pointed out by Mr. Goebel that, in the lighterage 
case tried some years ago, the Conference decided to take no 
part, owing to the fact that many firms holding membership 
had locations in both New Jersey and New York. This time, 
however, it was deemed best to ascertain if there had been 
a change of attitude with regard to the new case so as to 
decide definitely if the Conference wanted to become a party 
to the proceedings, and if so to help to prepare the record 
in the case. 

Attorney General John Bennett, of New York state, has 
announced that he has appointed Parker McCollester, who 
represented the state in the previous lighterage case, to con- 
duct the state’s fight in the pending case. He will also repre- 
sent the Chamber of Commerce of the State of New York as 
he did before when the chamber led the fight on behalf of 
New York’s commercial organizations. The Merchants’ Asso- 
ciation, the Brooklyn Chamber of Commerce and the Queens- 
borough Chamber of Commerce, and other organizations will 
be parties to the case. 


PUERTO RICAN SHIPPING CASE 


Questions of law were prominent in the argument, March 
22, before the Maritime Commission in No. 500, Puerto Rican 
rates. In that case the respondent steamship companies filed 
a motion to quash subpenas that had been issued by the Mari- 
time Commission, the effect of which was to challenge the 
power of the commission to suspend an entire tariff. The argu- 
ments were on a proposed report made by Examiner John A. 
Russell (see Traffic World, Jan. 28, p. 211). 

In behalf of the government of Puerto Rico and the Depart- 
ment of Interior, William G. Rigby said that carriers operating 
under conference agreements must accord equality of service 
and rates from Atlantic and Gulf ports to Puerto Rican origins. 
Discontinuance of their service between Gulf ports and Puerto 
Rican ports, he added, resulted in undue and reasonable pref- 
erence and prejudice in violation of section 16 of the shipping 
act. 

R. H. Hupper, in behalf of the carriers, admitted that it 
was the duty of carriers to initiate rates and said that the rates 
so initiated were prima facie reasonable. Recent increases in 
the operating costs of steamship companies, he said, had made 
necessary increased rates for greater revenues to meet these 
increased operating costs. 

O. P. M. Brown, attorney for the Maritime Commission, 
said that the general counsel’s office, within about ten days, 
would submit a memorandum dealing with the questions of law 
that had been raised in connection with the proceeding. 

Governor Winship, of Puerto Rico, took part in the proceed- 
ing to the extent of calling the attention to the expansion and 
growth of the island and its necessity for more steamship serv- 
ice. 


RIVERS AND HARBORS CONGRESS 


President Roosevelt said in a message to the National 
Rivers and Harbors Congress, meeting in Washington March 
23 and 24, that the great strides made in the last six years 
in the effective development of waterways and the solution of 
flood control problems were in no small measure due to the 
comprehensive and integrated program developed and for- 
warded by the waterway organization. 

“Proper deliberation that leads to sponsorship of the 
worthy projects and omission of the unsound can only result 
in lasting economy to the people and permanent benefits to 
the welfare of the nation,” said the President. “It is gratify- 
ing at a time when world events force us to attend more 
closely our system of national defense to know that your 
organization has through the years of its existence advocated 
a rational development of our waterways, an element of our 
communication system essential to the safety and defense of 
the nation.” 
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Major General Schley, chief of army engineers, reviewed 
the progress of improvement of rivers and harbors for navi- 
gation and for flood control. Major General Ashburn, retired, 
president of the Inland Waterways Corporation, spoke ex- 
temporaneously on the government barge line operations and 
waterway transportation. Addresses on waterway improve- 
ment projects were made by a number of members of Congress. 

Chairman Land, of the Maritime Commission, spoke on 
the work of the commission in building up the American mer- 
chant marine. 

“If it is private operation of the merchant marine that our 
citizens want, there is but one way to get it,” said he. “That 
is to give this industry more American business.” 

Cornelius H. Callaghan, manager of the Maritime Asso- 
ciation of the Port of New York, spoke against the St. Law- 
rence waterway project. 

Lachlan Macleay, president of the Mississippi Valley As- 
sociation, attacked the recommendations of the committee of 
six and the bill embodying those recommendations. He said 
if this bill were passed it would effectually eliminate low cost 
water carriers from our inland waterway system. He charged 
that I. C. C. docket No. 26712, the joint rail-barge rate case, 
was now in its fifth year and that it was an outrageous waste 
of time and money of the people that such delays in important 
cases should persist. 


BEAUMONT PORT COMPLAINT 


Alleging relative unreasonableness, undue prejudice against 
Beaumont and undue preference for Houston, Galveston and 
Texas City, Tex., and New Orleans and Lake Charles, La., in 
rates on traffic to and from ships, Beaumont, Tex., organiza- 
tions have sent a complaint to the Commission, Port Commis- 
sion of Beaumont Port Commission and Beaumont Chamber of 
Commerce ‘asking it to establish rates, except on cotton, on 


-export, import, coastwise and intercoastal commerce, including 


the insular possessions that will remove the alleged violations 
of law. The complaint is signed for the organizations men- 
tioned by O. L. Caywood, Doss H. Berry and J. H. Rauhmann. 

Violations are alleged to occur or result from the applica- 
tion of mileage rates on freight having origin or destination 
in Colorado, Kansas, New Mexico, Oklahoma and Texas to 
the Texas ports mentioned for the equalization of Galveston 
and Texas City, Tex., in which distances are disregarded “while 
contemporaneously holding rates on like traffic to and from 
Beaumont to the relationships to the contemporaneous rates to 
or from Houston resulting from the application of the respec- 
tive short line distances to and from Beaumont and Houston, 
or to relationships of arbitrary determination resulting from 
the specific rates made arbitrarily higher to or from Beaumont, 
in respect of the greater distances, or to differences of purely 
accidental origin and measure resulting from the lack of rates 
of like kind and context on the same traffic to or from Beau- 
mont as to or from Galveston, Houston and Texas City.” 

The complaint specifically brings into issue rates on petro- 
leum and products, cottonseed and vegetable oils, etc., horses, 
mules, etc., ore and smelter products. With regard to Lake 
Charles and New Orleans, the complaint says: 


That the accordance to the ports of Lake Charles and New Or- 
leans, La., and the shippers thereat and there-through, or rates on 
export, import, coastwise and intercoastal traffic destined for or re- 
ceived in movement by vessel to and from points in foreign countries 
and in the United States, including the insular possessions thereof, 
which are lower in amount than the rates contemporaneously published, 
maintained and applied on like traffic to and from Beaumont, Texas, 
from and to the same points of origin and destination, unduly advan- 
tages the ports of Lake Charles and New Orleans, La., and the ship- 
pers thereat and therethrough, and unduly disadvantages the port of 
Beaumont, Texas, and the shippers thereat and therethrough, to their 
undue and unjust injury and hurt. 


INTERCOASTAL MEETING POSTPONED 


Harry S. Brown, chairman of the Intercoastal Freight Rate 
Association, has announced postponement of the meeting it 
was to have held to discuss problems confronting the inter- 
coastal trade, because of the postponement until April 24 of 
the Maritime Commission’s investigation of the intercoastal 
rate situation. 

Mr. Brown said the commission’s inquiry would halt any 
rate war that might have developed through the withdrawal 
of the American-Hawaiian and Luckenbach lines from the asso- 
ciation. These withdrawals, under conference rules, were to 
become effective April 24. The lines resigned in protest against 
rate practices of the Calmar and Shepard lines, the latter 
operating outside of the conference. The McCormick Steam- 
ship Company has also served notice of its intention to meet 
less-than-carload rates of the Calmar Line made possible to 
the latter by its rule applying to mixtures of carload shipments, 
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Assuming that the resignation of the Luckenbach Steam- 
ship Co. and American-Hawaiian Steamship Co. from the North 
Atlantic Intercoastal Conference, reported in the press, means 
the initiation of a rate war, Rene A. Stiegler, executive general 
agent of the New Orleans Port Commissioners, has suggested 
a plan for minimizing if not preventing it, to the Maritime 
Commission. He has suggested that that body not only use 
its power to prescribe rates but to “consider that any rate 
war rates filed with it be classified as ipso facto maximum 
reasonable rates, and that no advance be permitted in those 
rates so established without a full hearing by the commission.” 

Mr. Stiegler says that inasmuch as their resignation is 
apparently based on their intention to take some drastic action 
with respect to their north Atlantic competition, the logical 
conclusion is that these two lines intend to initiate a rate war 
on traffic moving between the Pacific coast and the north 
Atlantic ports. 

After saying that there was a rate war in the north At- 
lantic which disastrously affected movement of cargo through 
the Gulf, Mr. Stiegler pointed out that after rate wars were 
over rates were usually “hiked” to higher levels to recoup 
losses. Mr. Stiegler said New Orleans insisted that there be 
no discrimination against the Gulf. He expressed the opinion, 
however, that the commission could avert a rate war and that 
it could induce the steamship lines to exercise discretion by 
invoking its maximum rate powers. 


TRADE WITH CZECHOSLOVAKIA 

The United States, while not recognizing any legal basis 
for the occupation of Czechoslovakia by Germany, through the 
Treasury Department, has instructed customs collectors to treat 
goods from the extinguished republic as being products of 
Germany for the purpose of marking provisions under the tariff 
act of 1930 and determining rates of duty. 

The Post Office Department, on account of requests from 
business houses and individuals for the stoppage and return 
of mail addressed to the former republic, has ordered that all 
mail in transit to that country be held temporarily in the cus- 
tody of American postal employes. Any one desiring to recall 
mail, says the departmental notice, should ask the local post- 
master to wire to the Second Assistant Postmaster General in 
Washington as to his mail. 


M. C. HEARINGS 

The Maritime Commission has announced that hearing in 
No. 470, in the matter of agreements Nos. 1438, 5260, 5261, 
5262, 5263, and 5264, including amendments thereto, will be 
held May 15 before Examiner A. L. Lansdale, in room 304, 45 
Broadway, New York, N. Y. 

The Maritime Commission has further postponed from 
March 24 to April 7 hearing in No. 516, North Carolina Line 
—rates to and from Charleston, S. C., before Examiner John A. 
Russell, in the court room of the Post Office building, Meeting 
and Broad streets, Charleston, S. C. 


NEW ORLEANS COMMERCE REPORT 


The board of engineers for rivers and harbors, War Depart- 
ment, and the Maritime Commission, have announced the pub- 
lication of a revised report, port series No. 5, on the port of 
New Orleans, La. The revised report, according to a state- 
ment by the War Department, contains a detailed study of the 
waterborne commerce of New Orleans in the 10-year period, 
1927-36, a summarized statement of the 1937 traffic, and a study 
showing the origin of the inbound foreign and intercoastal 
traffic and the destination of the outbound foreign and inter- 
coastal traffic in 1936. It said that in the 10-year period, the 
waterborne commerce averaged 13,688,586 tons, 2,722,640 tons 
of which was internal traffic. Foreign traffic, it said, accounted 
for 44.4 per cent of the total commerce of the port and coast- 
wise traffic for 35.7 per cent. 

In the calendar year 1937, the latest year for which statis- 
tics were now available, according to the statement, the water- 
borne commerce of New Orleans totaled 17,173,058 short tons, 
the highest recorded tonnage since 1929 when the total was 
17,173,859 tons. The statement pointed out that the port was 
served by 8 common carriers by rail in addition to a short 
line railroad, and by 3 terminal lines. 


DANGEROUS ARTICLES BY WATER 


The Bureau of Marine Inspection and Navigation of the 
Department of Commerce has prepared and is circulating 
among marine shipping concerns a proposed code of rules and 
regulations to govern the transportation, storage, and stowage 
of inflammable explosive and otherwise dangerous cargoes. The 
rules are being circulated so that the shipping industry may 
comment on them and suggest changes. 

Under these rules masters of vessels will accept dangerous 
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articles and stow them in ships when the articles are in con- 
tainers complying with the specifications and marking require- 
ments prescribed by the Interstate Commerce Commission for 
observance in the moving of such articles by land. 

The Commission’s bureau that prepares specifications for 
containers and the marking thereof and the Department of 
Commerce bureau have been working on these regulations 
since 1935. It is the hope of those working on the rules and 
regulations of the Department of Commerce and the Commis- 
sion that the rules and regulations resulting from their efforts 
will be accepted for international application. 


VEHICLE AND TRAILER RATES 


The Maritime Commission has declined to suspend the 
proposed reductions in the proportional rates on motor vehicles 
and trailers from Detroit, Mich., to Cleveland, O., on traffic 
destined beyond, published in supplements Nos. 3 and 4 to 
Erie Steamship Company’s tariff U. S. M. C. No. 2, to become 
effective March 27 and April 3, 1939, respectively. 

The action of the commission in declining to suspend the 
protested changes is without prejudice to any decision which 
may be reached in any subsequent formel proceeding. 


M. C. C-2 SHIPS TO BE NAMED 


The Maritime Commission has announced that its C-2 ships 
now under construction will be named for 20 of the most famous 
American clippers. It said that the vessels would be named 
Donald McKay, Flying Cloud, Lightning, Rainbow, Nightingale, 
Stag Hound, Shooting Star, Flying Fish, Sword Fish, Surprise, 
Comet, Raven, Challenge, Northern Light, Sweepstakes, Sea 
Witch, Hornet, Twilight, Sea Serpent and Meteor. The first 
of these vessels, it said, would be launched in April, and at 
short intervals thereafter one or more would come off the 
ways of the builders. 


EXPANSION OF PANAMA CANAL 


Secretary of War Woodring has recommended to Congress 
expansion of the facilities of the Panama Canal as a national 
defense measure. He has transmitted to Congress a report from 
the governor of the canal on an investigation of the means of 
increasing the capacity of the canal for the future needs of 
shipping. 

Though the House committee on merchant marine and 
fisheries has held hearings on proposals for the construction 
of Nicaraguan or Mexican canals members have indicated that 
nothing will be done with those projects, but that attention 
will be given the proposals to enlarge the facilities of the 
Panama Canal. 


VESSEL MANNING SCALES 
The Maritime Commission has amended its manning scale 
requirements for the vessels, Extavia, Exhibitor, Exmouth, 
Executive and Examelia, of American Export Lines, Inc., to 
apply to class D tonnage. Formerly the vessels were of class C 
tonnage. 


MERCHANT MARINE LEGISLATION 


Chairman Bland, of the House committee on merchant 
marine and fisheries, has introduced H. R. 5130, a bill giving 
effect to the legislative recommendations made last week by 
the Maritime Commission (see Traffic World, March 18, p. 611). 


AUTOMOBILES ON GREAT LAKES 


The Nicholson Universal Steamship Co. has asked the Mari- 
time Commission to suspend certain provisions of Erie Steam- 
ship Co. USMC 2 proposing reduced proportional rates on 
motor vehicles and trailers, scheduled to become effective 
March 27 and April 3, between Detroit and Cleveland. 


DISPOSAL OF VESSELS 


The House has passed H. R. 2382 amending sections 704 
and 706(a) of the merchant marine act, 1936, as reported by 
the committee on merchant marine and fisheries. Chairman 
Bland said the bill simply gave the Maritime Commission au- 
thority to negotiate with respect to sale of government shipping 
lines, the present law compelling competitive bidding. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 





eee ae 


— 


ms 


en ed eS ee EER OI Ee AO 8 


March 25, 1939 


PERFECT SHIPPING CAMPAIGN 


The following principles advocated in the 1937 Perfect 
Shipping Month campaign, Sears Roebuck and Company in 1938 
reduced the number of claims for loss and damage, as compared 
with 1937, by 15,642 and for a sum amounting to more than 
$275,000, W. J. Williamson, general traffic manager for the 
company, told those attending the Perfect Shipping Month 
luncheon of the Traffic Club of Chicago at the Palmer House, 
March 21. Other speakers were Robert S. Henry, assistant 
to president, Association of American Railroads, and Don L. 
Quinn, president of the Don L. Quinn Company, container test- 
ing laboratories. 

Whenever claims were filed by any of the ten traffic de- 
partments of the company, duplicate copies were made for the 
general office in Chicago, Mr. Williamson said, in outlining the 
methods by which loss and damage had been reduced. These 
copies were filed under each of more than 60,000 items of mer- 
chandise. When frequent claims were filed under the same 
item, it revealed the need for a study of causes. Most of the 
reduction in claims was brought about by the improvement in 
the containers. The cost of lighter but better containers, he 
said, was offset by a saving in freight charges on 1,000,000 
pounds and by more rapid and efficient car loading. 

Although Sears Roebuck and Company recover more than 
90 per cent of their claims, the unrecoverable loss resulting 
from claims exceeds $250,000 a year, Mr. Williamson said. 
This indicates, he said, the importance of study by consignee 
and shipper alike of the causes of loss and damage. 

Mr. Henry expressed to shippers the appreciation of the 
railroads for their cooperation in claim prevention work. 


Shipping Containers 


Mr. Quinn in his address said: 

Shippers, as a rule, approach any discussion of the merits of their 
own shipping containers with an attitude of disconcerting complacency; 
that is, ‘‘what may be true for many is not true for me, because I 
have no complaints from my customers and have very few loss and 
damage claims.”’ 

If my present convictions are right, you are not going to do your 
share in this ‘‘perfect shipping month’”’ so long as you think your own 
containers and methods are right; and all you have to do is lend your 
moral support to a program aimed at someone elise. 

The first of my generalities is this one: If your shipping container 
and your methods were to be studied by a competent container ex- 
pert, either in the laboratory or after they have served their purpose 
in transportation, they would be found wanting in that they do not 
have a reasonable factor of safety for the common hazards of trans- 
portation. 

Second: Your reactions to such a statement is that you are not 
having any complaints from your customers. 

Third: If confronted with any definite evidence to the contrary, 
your reaction would be that your cases are amply strong for this serv- 
ice if the carriers handle the cars with reasonable care. In other words, 
the average reaction of shippers to contentions such as I am now mak- 
ing is to alibi their own packing practices, which I suppose is natural. 

The carriers handle more than 2,000,000 claims a year. In addition, 
there are the claims filed with the express company, those with motor 
truck carriers, and those for parcel post. These figures don’t prove any- 
thing, except that millions of claims for loss and damage are filed 
every year by somebody. 

Starting some three years or so ago, the carriers segregated dam- 
age to articles in containers from that catch-all group called ‘‘unlocated 
damage.’’ All damage to articles in containers now amounts to half the 
entire loss and damage paid by the carriers and the percentage is fol- 
lowing a steady upward curve. While this total includes articles in 
every kind of containers, boxes and crates represented in numbers at 
least 85% of all containers. 

Now as to the alibi, that we do not have any complaints about our 
containers from our customers. The Freight Claim Prevention Bureau 
of the carriers recently analyzed a large number of claims for damage 
to furniture items. It found that 97% of all claims, excepting those 
from the mail order houses and chain stores, were filed by the con- 
signees. So far as could be determined, the shippers had no part in this 
97% of those claims. Presumably they knew nothing about them. 

In 1936, I supervised the inspection of over 1,600 cars of canned 
foods in car lot shipping, at warehouses in Chicago and in New York. 
These cars were chosen at random. There were over 500 claims filed 
against those particular cars. In other words, one car out of three had 
a claim. The point I want to make is that every one of those 500 
claims was filed by a consignee, and inquiries developed the fact that 
not in a single instance was the shipper advised that a claim had been 
filed against his shipment. 

In 1924 the Freight Container Bureau of the carriers reported on a 
very thorough survey of the performance of shipping containers in 
L. C. L. freight shipping. You may be interested in the final summa- 
tion of that report. I will quote the summary in relation to fibreboard 
shipping containers, because these containers represent at least half of 
all containers in service, and the conclusions for them are typical of 
the others: 

“Solid Fibre Containers: Poor and improper closing of flaps; ad- 
hesives not properly applied; using gummed tape alone; slack pack- 
ing; lack of inside packing materials. 


“Corrugated Containers: Same as for solid fibre boxes, but even 
more so.”’ 
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Those who conducted that survey were qualified experts, carefully 
trained for that work, and operated under pains-taking supervision. 
Because of that, one should be impressed with the fact that the con- 
tainers themselves escaped every criticism, and every failure seemed 
to be directly a responsibility of the shipper in packing and closing 
the containers. 

Containers may have escaped criticisms in 1924; but containers, 
both wood and fibre, and crates, too, cannot escape criticism today, 
which leads me to another generality; and that is, containers, wood 
and wirebound and plywood, and fibreboard, and crates, too, have been 
following a steadily downward curve in their serviceability merit. 

And to this generality there are exceptions, a number of high class 
manufacturers who are making better boxes today than they ever 
made before; but the woods are full of chiselers. Of course, I know 
you will say: ‘‘We don’t buy of these chiselers.’”’ Maybe you don’t, 
but their influence extends far beyond their own production. 

As long as I have been connected with shipping containers, the con- 
tainer industry production capacity has been about twice the average 
consumption. That was true 30 years ago; and it is true today. For at 
least 10 years back, the competition has been largely between manufac- 
ture of the same constructions, rather than competition between groups, 
and it is there that the chiselers enter into the picture. And here is 
why he can operate. The average purchasing agent is competent to 
judge accurately between the cost merits and the weight merits of 
containers proposed for his use. He is also a competent judge of the 
convenience of these several recommendations insofar as storing and 
packing are concerned, and he is no mean judge of the eye-appeal 
factor. 

But how is he going to judge the serviceability merits of all the dif- 
ferent proposed containers? He listened to the arguments of the sales- 
men, many of whom use propaganda instead of facts. He tries to 
weigh the facts given him, and he may even make some rough han- 
dling or some experimental shipping tests; but in the last analysis, he 
is directly influenced by the sales arguments of the container sales- 
men. The average purchasing agent undoubtedly tries to differentiate 
as to quality merits just as he differentiates between cost and weight, 
and convenience and eye-appeal, and finally makes his decision, but for 
lack of facts about serviceability merits, costs and those other factors 
decide the issue. 

The responsible container manufacturers have worried their heads 
off trying to find a means whereby buyers could have facts instead of 
fancies upon which to predicate quality. Many of them have set up 
box testing laboratories of their own, so that the products offered 
shippers could be tested and dependable facts developed for the infor- 
mation of the buyers. Others have made constant use of commercial 
testing laboratories with the same object in view. But even such lab- 
oratory data are not sufficient to greatly influence the picture, because 
they reach too few shippers. 

A year or so ago, the authorities among the carriers sent an in- 
spector out to pick up samples of corrugated containers from various 
shippers in the New York district. He picked up 75 samples from as 
many shippers. Every one of those 75 fell way below the minimum 
requirements of Rule 41. They all had liners calipering around 14- 
point, whereas the minimum regulations called for 16-point liners; and 
they were sub-standard in other requirements, also. When these ship- 
pers were advised that their containers were below standard and 
could not be used in freight shipping, every one countered by saying 
that he was depending on the freight classification certificate printed 
on the boxes which is a guarantee by the container manufacturer that 
the boxes do comply with the freight classification regulations. In 
other words, he fell back on the manufacturer. When, therefore, the 
authorities approached the manufacturers about these sub-standard 
boxes, every one of them retorted that the boxes were made for motor 
truck shipping in the New York Metropolitan district and were not 
intended for shipments by freight. They made this alibi statement in 
spite of the fact that they had no moral or legal right to place that 
railroad classification stamp on those boxes. 

What is the result? Loss and damage claims to articles in boxes 
and crates are climbing, with all the attending grief for everybody 
such a result make inevitable. The only ones who can correct these 
evils are you. You shippers hold the key to the problem. If you could 
be jarred loose from what I like to call that smug complacency, which 
seems to say, ‘‘It is not my ocntainers which are sub-standard, but the 
other fellows’ ’’; if you could be induced to examine your containers 
and methods of packing, both in your own plant, and far more prefer- 
ably, after they have performed in shipping service; if you could be so 
interested in the subject that you would exercise the same thoughtful- 
ness in connection with these containers that you exercise in all your 
other activities, you will then be doing your part in making APRIL— 
THE PERFECT SHIPPING MONTH—a successful program. 





GREAT LAKES ADVISORY BOARD 


Some four hundred industrial and railroad representatives 
attended the forty-seventh regular and sixteenth annual meeting 
of the Great Lakes Regional Advisory Board, in Cleveland, Ohio, 
March 22. 

The forecast of railroad carloadings for the second quarter 
of 1939 as compared with the second quarter of 1938 shows an 
anticipated loading of 348,905 cars as compared with 246,522 
cars in the same period last year—an increase of 41.5 per cent. 

The new officers of the board elected are: H. J. Carroll, 
general traffic manager, Goodyear Tire and Rubber Company, 
Akron, president; W. E. Maloney, traffic commissioner, Corn 
Exchange, Buafflo, vice-president; Andrew H. Brown, transpor- 
tation commissioner, Cleveland Chamber of Commerce, general 
secretary; Frank J. Armstrong, traffic manager, United States 









































































































































PAGE 678 


Radiator Corporation, Detroit, chairman of the executive com- 
mittee. 

A joint luncheon of the board, the Traffic Club of Cleveland, 
and the Cleveland Chamber of Commerce was a feature of the 
meeting. Samuel B. Botsford, executive vice-president, Buffalo 
Chamber of Commerce, made an address on “The St. Lawrence 
Waterway Project Viewed in the Light of Present Conditions.” 

The forecast of carloadings follows: 





Quarterly Total 
-——Carloads———, Estimated 











Advisory Board Classification Actual Estimated Per Cent 
Commodity 1938 1939 Increase 
SOURED Ls is csccrs cheese sbwn buen ss 20,102 21,509 6.9 
2. Flour, meal and other mill products 35,262 35,931 1.9 
3. Hay, straw and alfalfa ........... 1,941 1,718 11.5* 
7. Fresh fruits other than citrus ..... 377 350 7.1° 
Ee ah als aban Sine bathe sees ® 842 1,263 50.0 
9. Other fresh vegetables ........... 731 700 4.2* 
er re eT ee 4,396 4,265 3.0* 
oe a ee bac wee sehosa dsb eness 4,724 6,000 27.0 
13. Ore and concentrates ...........-..+. 27,852 75,000 169.2 
14. Gravel, sand and stone ............ 14,995 20,243 35.0 
nn chent ska cesan bos bie sess oos 5,739 5,928 3.3 
16. Lumber and forest products ...... 2,508 2,376 5.3* 
17. Petroleum and petroleum products. 23,857 24,215 1.5 
18. Sugar, syrup and molasses ....... 774 851 10.0 
OS eS eae errr rs 20,513 23,913 17.0 
20. Machinery and boilers ............ 3,546 3,329 6.4* 
EE, chee Ces ab KAD S bus bee es 4,288 4,716 10.0 
22. Brick and clay products .......... 2,990 3,170 6.0 
NE ee 8,507 10,404 22.3 
24. Agric. implements and_ vehicles, 
other than automobiles ............. 1,226 1,048 14.6* 
25. Automobiles, trucks and parts .... 47,662 86,950 82.4 
an. Pertilimers, Git kinds ..........00+.5 3,403 3,519 3.4 
27. Paper, paperboard and prepared 
PE cL Chia tauehak sche sa ceeke bene 6,460 7,577 17.3 
29. Canned goods—all canned food 
PEE -vikeshansseoW esd 52 04000300 3,827 3,930 2.7 
Total all commodities listed ...... 246,522 348,905 41.5 
*Decrease. 


MIDWEST BOARD ESTIMATES 


Following are the estimates of the Midwest Shippers Advis- 

ory Board for the second quarter of 1939: 
-————Quarterly Total 
7~——Carloads———, Estimated 











Advisory Board Classification Actual Estimated Per Cent 
Commodity 1938 1939 Increase 

DIE, Saas Walch abt behind ok Sis be 69,000 51,750 25* 
2. Flour, meal and other mill products 26,500 26,500 o 
3. Hay, straw and alfalfa ........... 1,365 1,500 10 
Sa ee SOR TIES oie kcnkicncxnsieen's 539 625 14.1 
DOE: ciccncbwsnc ie be pwesa sense. 804 1,250 55.5 
9. Other fresh vegetables ............ 730 675 7.5* 
De MS Siac cicccketisiess-veueh eas 37,000 40,700 10 
11. Poultry and dairy products ....... 14,200 14,625 3 
a ee 131,000 137,550 5 
13. Ore and concentrates .............. 12,750 19,625 50 
14. Gravel, sand and stone ............ 47,000 42,300 10* 
Oe ee ee rer eer 77 77 s 
16. Lumber and forest products ...... 26,200 30,130 15 
17. Petroleum and petroleum products. 68,100 71,200 4.5 
18. Sugar, syrup and molasses ....... 4,150 4,275 3 
ee Ee errr 34,340 65,200 90 
20. Machinery and boilers ............ 5,420 5,420 “ 
DS - Aarkisucas shes uh xhanesansxias 20,700 22,356 8 
22. Brick and clay products .......... 6,500 7,800 20 
i Se ON I ns vise cinwidecinw ox 4,175 4,592 10 
24. Agric. implements and_ vehicles, 

other than automobiles ............. 18,200 13,470 26* 
25. Automobiles, trucks and parts .... 10,700 13,775, 25 
26. Fertilizers, all kinds .............. 5,300 5,830 10 
27. Paper, paperboard and prepared 

CPR ee ee ae eee 12,500 13,375 7 
28. Chemicals and explosives ......... 2,500 2,750 10 
29. Canned goods—all canned food 

De ete eT es aa. 12,040 12,880 7 

Total. all commodities listed ...... 571,790 610,230 6.7 


*Decrease. 


HONEY CONTAINERS 


The division of simplified practice of the National Bureau 
of Standards has announced that simplified practice recom- 
mendation R156-37, containers for extracted honey, has been 
reaffirmed by the standing committee of the industry. 

This program, which establishes a simplified list of capaci- 
ties for glass and tin containers, originally became effective 
February 1, 1937. 

Copies of the recommendation may be obtained from the 
Superintendent of Documents, Government Printing Office, 
Washington, D. C., for five cents each. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


OOo Oo Orr Oooo Ber Ber Ber Orr Ser Oe Oeo Boe See Gor Ger Gor Ooo Bor See Boor Ooo Ore Ooo Pre Bor Oreo Boor Gor Ser Gor Sor Gor Ger Ger Gor Gor®: 


Tariff iInterpretation—Stop in Transit for Partial Unloading 


California.—Question: On June 23, 1938, X Company 
shipped a carload containing two combine harvesters from 
Stockton, Calif., to Van Sycle, Ore., with instructions to stop the 
car at Maryhill, Wash., for partial unloading. A 42 ft. 6 in. flat 
car was ordered and a 50 ft. flat furnished at carrier’s conveni- 
ence. The total net weight of shipment was 25,790 pounds and 
was routed Southern Pacific, Portland, Spokane, Portand & 
Seattle, Pasco, Northern Pacific. 

Freight charge was originally prepaid at the through Class 
A rate of 93 cents based on actual weight from Stockton to Van 
Sycle, Ore., plus a charge of $6.93 per car for the stop at Mary- 
hill, Wash., to partially unload. Copy of corrected freight bill 
enclosed. 

On September 14, 1938, and November 3, 1938, corrected 
freight bills were issued increasing charge to the combination 
of —— Class A rates over the stopover point (Maryhill, Wash.), 
as follows: 


Stockton to Maryhill....... 92 cents per 100 lbs. on weight of 25,790 Ibs. 
Maryhill to Van Sycle...... 56 cents per 100 lbs. on weight of 24,400 Ibs. 
(the minimum carload weight for 42. ft. 6 in. cars) 


On behalf of the shipper, we have filed for cancellation of 
the alleged balance due, contending that the charge as originally 
assessed was correct, on the ground that Item 2290 of North 
Pacific Coast Freight Bureau Tariff 63-I, I. C. C. 515, of W. J. 
Bohon, Agent, authorizes stop for partial unloading at one 
directly intermediate point at charge of $6.93 per car under 
rates named in Pacific Freight Tariff Bureau Tariff 1-R, I. C. C. 
1295, of J. P. Haynes, Agent. Item 900 of Tariff 63-I provides 
that specific rules in tariffs take precedence over rules therein. 

The carriers contend that transit cannot be taken on this 
shipment since Item 415, page 83, of Pacific Freight Tariff Bu- 
reau Tariff 1-R, is restrictive in that it must be authorized in 
connection with “individual rate items” of the tariff. This item 
has now been clarified. 


Our position is the combined harvesters move under class 
rates named in Section 3 of this tariff (under index numbers) 
and that the restrictions set forth in Item 315 have reference to 
commodity rates named in “individual rate items” of this tariff. 

An interesting sidelight on this matter is that prior to 1933 
several hundred carloads of harvesters moved annually from 
Stockton to the Northwest Territory, the majority of which were 
stopped to partially unload in transit and it was not until the 
resumption of shipments last year that any question on transit 
privileges arose. We have checked the present Item 415 back to 
1929 and find no substantial change in the wording. 

We shall certainly appreciate your opinion on this matter 
as we have been unable to locate any decision dealing with a 
similar situation. 

Answer: Our interpretation of Item 415, of Agent Haynes’ 
Tariff I. C. C. 1295, which was effective with December 6, 1937, 
and unchanged at the time of movement, is that the applicable 
rate on the shipment is the combination of the rates to and from 
the point at which the stop is made. 

The Class A rate of 93 cents is not published in what could 
be considered an individual rate item, but even if it were pub- 
lished in what could be considered as an individual rate item, 
stopping in transit to partly unload would not be specifically 
provided. 

As we interpret Item 415 the only rates published in this 
tariff that are subject to stopping in transit to load or unload 
privilege are those rates that specifically provide for stopping in 
transit immediately in connection with individual rate items, 
except as provided in Item 2035 of N. P. C. F. B. Tariff No. 
63-H, Alternate Agent W. J. Bohon’s I. C. C. No. 485, which 
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latter item is brought forward in Item 2035 of Agent Bohon’s 
I. C. C. 515. All other carload shipments so stopped are subject 
to the rate to and from the point at which the stop is made. 

If the view is taken that the restrictions set forth in Item 
415 have reference only to commodity rates in “individual rate 
items,”’ and that as your shipment moved under class rates in 
Section 3, with the result that your rate is not in an individual 
rate item, it therefore is not restricted from stopping to partially 
unload, how about Item 900 of Tariff No. 63-I? Item 900, which 
appears in Section 1 of the transit tariff, provides: ‘Partial 
unloading privileges shown in this section apply: First: On traf- 
fic moving under tariffs which make specific reference to Inter- 
state Commerce Commission number or State Commission 
numbers to this tariff or to preceding or superseding issues 
thereof. Second: In connection with all tariffs carrying general 
note stating that shipments moving thereunder are subject to 
charges and rules and entitled to privileges as per published 
tariffs which are lawfully on file with the Interstate Commerce 
Commission, or various State Commissions. Specific rules pro- 
vided in tariffs will take precedence over rules provided herein.” 
According to the position you take, Item 415 makes no provision 
for shipments moving under class rates in Section 3 and, there- 
fore, you are entitled to the stopping privileges. However, in the 
light of Item 900 of the transit tariff you cannot use the tariff 
for the reason no reference is made connecting your rate with 
this tariff. 


Tariff Interpretation—Motor Carrier Quantity Shipments 


Wisconsin.—Question: Please refer to Item 35-I, page 37 
of Supplement No. 61 to Midwestern Motor Freight Tariff Bu- 
reau Tariff No. 1, F. P. Willette’s MF-I. C. C. No. 2. 

A question is raised here as to whether a mixed quantity 
shipment could be billed at the higher minimum weight and 
lower rate where the actual weight is less than the minimum 
weight specified. A deficit in weight is involved here and while 
some tariffs specifically specify that the deficit may be charged 
at 4th class rate, the item in question does not make such pro- 
vision. Section 4 of Rule 13 of the National Motor Freight 
Classification No. 3 has some bearing on this, we believe, al- 
though here shipments moving under volume ratings are re- 
ferred to and not quantity shipments. 


Keeping Rule 13 in mind, would you consider it legally 
proper to base the charges on mixed shipments moving under 
Item 35-I of the rate tariff referred to, using the higher mini- 
mum weight and lower rate when actual weight is less than 
higher minimum and charge deficit at 4th class, or should the 
actual weight be used at the rate provided for the next lower 
minimum quantity weight, eliminating the deficit entirely. 

Your opinion will be greatly appreciated. 


Answer: It is usual where an item contains rates with vary- 
ing minimums to provide an alternative rule in connection there- 
with under which the lowest charge under those rates which are 
applicable to the shipment may be applied. Such charge must 
be based on the actual weight of the shipment, but not less than 
the minimum weight prescribed in connection with the rate used. 

In the present instance there is no alternative rule provided 
in connection with the rate contained in the item to which you 
refer. In the absence thereof or a provision for the application 
of the 4th class rate to the deficit in weight, it is our opinion 
that the actual weight at the rate provided for the next lower 
minimum quantity weight and not the higher minimum weight 
and lower rate when the actual weight is less than the higher 
minimum must be applied. 


Routing and Misrouting—Conflict Between Marks on Package 
and Address in Bill of Lading 


New York.—Question: Our warehouse in Chicago made a 
shipment for us consisting of one drum weighing 55 Ibs., con- 
signed to Omaha, Nebr., and another drum weighing 815 lIbs., 
consigned to Minneapolis, Minn. The 815 lb. drum contained 
liquid material, and the 55 lb. drum contained dry material. 

The warehouse company in issuing bills of lading showed 
the correct names and addresses of the consignees but in mark- 
ing the drums they marked the 815 lb. drum for Omaha, Nebr., 
and the 55 Ib. drum for Minneapolis, Minn. 

Will you please advise what the responsibility of the carrier 
is in a case of this kind? 

Answer: The Commission has held that in case of conflict 
the marks on the package and not the destination in the bill of 
lading controls the routing of the shipment. The Commission’s 
opinion in C. S. Brackett Co. vs. Great Northern Express Co., 
29 I. C. C. 667, and American Agricultural Chemical Co. vs. B. 
& A. R. R. Co., 28 I. C. C. 398, clearly hold that the marks on 
the package govern. On page 668 of the opinion in the first 
named case the Commission said that it had recently held in- 
formally that when a shipper prepares a bill of lading providing 
for the carriage of property to a particular destination, and 
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marks a different and erroneous address on the package, the 
carrier will not be held responsible for the freight charges in- 
curred in transporting the property to the destination shown on 
the package, although the correct destination is shown in the 
bill of lading; that the present case is clearly within this prin- 
ciple; that in view thereof, the Commission did not find that in 
following the instructions marked on the package the defendant 
was guilty of misrouting. The Commission cited the following 
cases: Parlin & Orendorff Plow Co. vs. United States Express 
Co., 26 I. C. C. 561; American Agricultural Chemical Co. vs. 
B. & A. R. R. Co., 28 I. C. C. 398. 

Pennsylvania. — Question: Recently we made a shipment 
from our inland shipping point, for the account of one of our 
customers, for export to one of their foreign customers. The 
shipment moved by motor truck, under a released or limited 
liability rate, direct to port of export, without transfer, where 
case was refused by pier receiving clerk for the reason that one 
case weighed only 423 lbs. whereas the dock receipt showed the 
weight at 461 lbs. Whereupon the truck driver left the pier and 
drove, with the shipment, to his local city office, reported the 
incident to his local city manager, who called the customer’s 
steamship broker, and related the incidents as they were given 
to him by the truck driver and also made the statement that the 
case in question was in perfect condition and on the strength of 
this statement obtained permission from the broker to return 
the shipment to the steamship company’s pier and accept a dock 
receipt showing the reduced weight, which was subsequently 
accepted by the steamship company on that basis, and was for- 
warded to the foreign destination. 

Upon arrival at foreign customer’s place of business, the 
case was opened and found to contain only 154% dozen pairs 
hosiery, whereas there was packed in this case 208% dozen 
pairs, disclosing a shortage of 53% dozen pairs. The opening of 
this case further disclosed that the space required for the miss- 
ing goods was filled with various articles incidental to the truck- 
ing business, such as blankets, blocking, ropes, etc. 


After investigating the case thoroughly, the motor truck 
company acknowledged the fact that the movement of the truck 
was not on its regular schedule, the truck being four hours late 
in making the run and the driver claims to have slept during 
the period of delay. 


The motor truck company eventually acknowledged full re- 
sponsibility for the pilferage and offered settlement on the basis 
of 50 cents per pound of the weight of the missing merchandise. 
We understand that by application of the released rate rules, 
the carrier’s liability is limited, however, in view of the gross 
negligence shown, on the part of the driver, we should like to 
know whether or not a greater liability can be claimed of the 
carrier, and what action would be required to establish a claim 
for the amount in excess of 50 cents per pound. 


Answer: While the rule is by no means of universal appli- 
cation, the view sustained by the great weight of authority is 
that contracts of carriage providing that the carrier’s liability 
for loss of or injury to goods entrusted to it for shipment shall 
not exceed an agreed valuation, when they are fair, open, and 
reasonable, and made for the purpose of furnishing the basis of 
the liability assumed, and the rates to be charged for the trans- 
portation are valid and will be sustained, whether or not the 
loss or injury is due to the carrier’s negligence. (Kansas City 
Southern R. Co. vs. Carl, 227 U. S. 639, 33 S. Ct. 391, 57 L. ed. 
683; Chicago, etc., R. Co. vs. Miller, 226 U. S. 513, 33 S. Ct. 155, 
57 L. ed. 323, and Southeastern Express Co. vs. Pastime Amuse- 
ment Co., 299 U. S. 28). While it is frequently stated that a 
consideration is necessary to sustain a contract of this nature, 
there is a just and reasonable consideration moving to both the 
carrier and the shipper in such cases, the consideration for the 
shipper being the opportunity to ship at a lower rate than that 
called for by the unrestricted basis of shipment. 


In its decision in Southeastern Express Co. vs. Pastime 
Amusement Co., 229 U. S. 28, the Supreme Court of the United 
States in reversing the Supreme Court of South Carolina said: 

The federal statutes controls. Adams Express Co. vs. Croninger, 
226 U. S. 491, 505, 506; Kansas City Southern Rwy. Co. vs. Carl, 227 
U. S. 639, 650-652; Georgia, Florida & Alabama Ry. Co. vs. Blish Co., 
241 U. S. 190, 196, 197. The words of the statute ‘‘are comprehensive 
enough to embrace all damages resulting from any failure to discharge 
a carrier’s duty with respect to any part of the transportation to the 
agreed destination.’’ The statute thus applies to damages caused by 
delay in making delivery. New York, Philadelphia & Norfolk R. R. Co. 
vs. Peninsula Exchange, 240 U. S. 34, 38; Georgia, Florida & Alabama 
Rwy. Co. vs. Blish Co., supra. The underlying principle is that the 
carrier is entitled to base rates upon value and that its compensation 
should bear a reasonable relation to the risk and responsibility assumed. 
Kansas City Southern Rwy. Co. vs. Carl, supra. The broad purpose of 
the federal act is to compel the establishment of reasonable rates and 
to provide for their uniform application. Special contracts are not per- 
mitted to give any advantage to a particular shipper. Chicago & Alton 
R. R. Co. vs. Kirby, 225 U. S. 155, 166. The liability in this instance 
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is thus governed by the provisions of the applicable tariff and no recov- 

ery could be had in excess of the amount permitted by its terms. 

Tariff Interpretation—Application of Intermediate Rule—Team 
Track Delivery Points 


Connecticut.—Question: I am interested in carload traffic 
moving under class rates originating in Michigan destined to 
New London, Conn., for delivery on New Haven R. R. Public 
Team Track at New London. Shipments originate at Michigan 
points served by Grand Trunk Western Ry. 

In order to get the benefit of the fastest service available 
to New London, would like to use the following routes: G. T. W.- 
C. N.-C. V. switch to New Haven at New London, this route 
providing third morning delivery against fourth and fifth a. m. 
via Buffalo, N. Y., or Springfield, Mass. 

C. F. A. Class Rate Tariff specifically refers to G. T. W. 
I. C. C. A-2344 for destination rate bases and routing thereto, 
but no routing is shown via G. T. W.-C. N.-C. V. which would 
provide delivery to N. H. R. R. at New London. N. H. R. R.’s 
Switching Tariff I. C. C. F-3391 does not provide for any switch- 
ing charge on cars for team track delivery and obviously C. V. 
Ry. Absorption Tariff does not provide for absorption of switch- 
ing charges when for N. H. R. R. team track delivery. 

G. T. W. Routing Guide I. C. C. A-2344, Sup. 20, page 12, 
under heading: “Class Rates to Intermediate Points,” reads as 
follows: 

To any point not named in this tariff which is intermediate to a 
point to which class rates are published herein through such unnamed 
point, apply to such unnamed point the class rate published herein to 
the next more distant point, provided such unnamed point is located 
not more than 15 miles from such next more distant point. 


Waterford, Conn., is eight miles west of New London lo- 
cated on the main line of the N. H. R. R. and rates are provided 
to Waterford in I. C. C. A-2344 via G. T. W.-C. N.-C. V. New 
London, N. H. R. R. 

Will greatly appreciate your advice as to whether or not 
my contention is correct. 

Answer: In its decision in Diamond Match Co. vs. Director- 
General, 92 I. C. C. 68, it was found that team track delivery 
points in the Philadelphia Switching District were intermediate 
to Baltimore, Md., although traffic to Baltimore did not pass 
through such team track delivery points. 

Based upon the decision in this case, it is our opinion that 
the rate to Waterford, Conn., may be applied on shipments de- 
livered on the team tracks of the New Haven Railroad at New 
London, Conn., under the intermediate rule published in G. T. 
W. Routing Guide I. C. C. A-2344, Sup. 20 thereto. See, also, in 
this connection Lautz Marble Corp. vs. Erie Railroad Co., 136 
I. C. C. 183, and General Petroleum Corporation vs. Atchison, 
T. & S. F. Ry. Co., 146 I. C. C. 194. 


Tariff Interpretation—Commodity Rate Removes Application of 
Class Rate Except Under Alternative Provisions 


idaho.—Question: The regular class rate is cheaper than a 
rate quoted in Union Pacific Railroad Ore Tariff 6019-E, between 
same points and over the same route. Tariff 6019-E does not 
state “that if any other tariff quotes a cheaper rate between two 
points and over same route, cheaper rate will apply.” 

In the face of the omission of this clause from Tariff 6019-E, 
are we entitled to use the cheapest rate in existence? 

Answer: Except where there are tariff provisions for the 
alternative application of the lower of either the class or com- 
modity rate published to apply between given points, the com- 
modity rate must be applied, even though higher than the class 
rate. Goerres Cooperage Co. vs. C. M. & St. P. Ry. Co., 21 
I. C. C. 5, 6; Central California Traction Co vs. C. M. & St. P. 
Ry. Co., 24 I. C. C. 732, 736. 

If, however, the class rate applies via routes over which the 
commodity rate does not apply, the class rate may be applied 
via such routes. 

The Commission has held, however, that a commodity rate 
which exceeds the class rate is an abnormality which requires 
special justification. Grain and Grain Products to Southeast, 
123 L. C. C. 569, 572. 


NEW COMPLAINTS FILED 


No. 28213, Richard Young Co., New York, N. Y., vs. B. & M. et al. 

Rates, pickled sheep skins, Hoboken, N. J., to Gloversville, N. 
Y., and from Gloversville to Peabody, Mass., in violation of sec- 
tions 1 and/or 6. Asks reparation. (Leo Tessler, 1148 Manor Ave., 
New York, N. Y.) 

No. 28214, John I. Haas, Inc., Washington, D. C., vs. Oregon Electric 
et al. 

Rates and charges, hops, carloads, Salem, Ore., to Atlanta, Ga., 
in violation of sections 2 and 3, the undue preference alleged being 
for shippers to destinations such as Chattanooga, Tenn., Norfolk, 
Va., and other points. Asks reparation. (T. W. Greve, 310 Bona 
Allen Bldg., Atlanta, Ga.) 

No. 28215, Valley Steel Products Co., and Mid-Valley Steel Co., St. 
Louis, Mo., E. St. Louis, Ill., and Cairo, Ill., vs. A. T. & S. F. et al. 
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Rates and charges, used and discarded scrap thread protectors, 
from various points in the United States to St. Louis, E. St. 
Louis and Cairo, in violation of sections 1, 2, 3 and 6. Asks new 
rates, a cease and desist order, and reparation. (Luther M. Walter, 
John S. Burchmore, Nuel D. Belnap and Robert N. Burchmore, 
2106 Field Bldg., Chicago, III.) 

No. 28216, pick-up of live stock in Illinois, Iowa and Wisconsin. 

Investigation instituted by the Commission on its own motion 
into and concerning the lawfulness of the rates, charges, allow- 
ances, rules, regulations and practices published in tariffs of the 
Chicago & North Western; Burlington; Chicago Great Western; 
Milwaukee, Rock Island; and the Illinois Central providing for 
pick-up service for live stock or allowances in lieu thereof at sta- 
tions in Illinois, Iowa and Wisconsin when destined to Chicago, 
E. St. Louis, Peoria or Springfield, Ill., Indianapolis, Ind., and 
Madison, Wis. 

No. 28217, Baldwin Laboratories, Inc., 
A. & S. et al. 

Unreasonable rates and ratings, floor, furniture or vehicle polish 
or wax, less-than-carloads, from and to points in Official Classi- 
fication territory. Ask reasonable rates and ratings and repara- 
tion. (Edgar O. Anderson, 2218 S. Michigan Ave., Chicago, Ill.) 

No. 28219, St. Paul Scrap Iron & Metal Co., St. Paul, Minn., vs. A. 
CC. & Zz... al. 

Unreasonable rates, scrap rubber, St. Paul, Minn., to Akron, O. 
Asks reparation. (L. Goldberg, St. Paul, Minn.) 

No. 28220, Virginia Lumber Co., Savannah, Ga., vs. Ocean Steamship 
Co. of Savannah and Boston & Maine. 

Alleges that freight charges assessed on pine poles from Savan- 
nah, Ga., to Boston, Mass., and forwarded to Nashua, N. H., were 
unreasonable in violation of sections 1 and 6. Asks reparation. 
(W. R. Alexander, P. O. Box 1188, Savannah, Ga.) 

No. 28221, Brotherhood of Railway and Steamship Clerks; Freight Han- 
dlers, Express and Station Employes vs. Railway Express Agency, 
Inc., et al. 

Alleges that defendants have instituted a new and different ar- 
rangement for the division of express transportation earnings, 
which departs materially from the terms approved by the Com- 
mission in Finance No. 7316, in violation of section 5. Asks that 
the railroads and the express company put into effect a method 
approved by the Commission as just and reasonable. (George M. 
Harrison and Horace A. Bacus, Cincinnati, O.) 


No. 28222, Arkell and Smiths, Canajoharie, N. Y., vs. C. C. & O. et al 
Rates, paper bags, printed, Wellsburg, W. Va., to Kingsport, 
Tenn., in violation of sections 1 and 6. Asks reparation. (Lewis 

H. Rubin, 150 Nassau St., New York, N. Y.) 


MC C-117, Stream Line, Inc., Chicago, Ill., vs. Central States Motor 
Freight Bureau, Inc., and Illinois-Minnesota Motor Carriers’ Con- 
ference, Inc., et al. 

Allege violation of the motor carrier act and rules of the Com- 
mission in the publication of tariffs proposing to reduce rates on 
packing house products without consulting complainant; also in 
publishing rates on glass and other commodities. Asks a cease and 
desist order and an order requiring the publication of rates and 
charges the Commission may deem reasonable and just. (F. M. 

Sushansky, 333 N. Michigan, Ave., Chicago, IIl. 


MC C-119, food products, Pittsburgh, Pa., to New Jersey. 

Investigation instituted by the Commission into and concerning 
the reasonableness and lawfulness otherwise of minimum charges 
and the rules, etc., affecting such charges and the value of service 
thereunder, on food products, including tomato juice and tomato 
pulp, advertising matter, stationery and materials, supplies, and 
equipment, used or useful in the manufacture and packing of food 
products, by motor, from Pittsburgh, Pa., to Camden and Harri- 
son, N. J., as shown in MF-I. C. C. No. 2 of Frank Lilly, Turtie 
Creek, Pa. 

MC C-118, candy and confectionery by motor carrier, Hershey, Pa., to 
Baltimore, Md. 

Investigation instituted by the Commission, division 5, on its 
own motion, into and concerning the reasonableness and lawful- 
ness otherwise of the minimum rates and charges, etc., applicable 
to the transportation of candy, candy cough drops, and confection- 
ery, by motor common or contract carriers from Hershey, Pa., to 
Baltimore, Md. 


Ex Parte No. 130, candy and confectionery by rail, Hershey, Pa., to 
Baltimore, Md. 

Investigation instituted by the Commission, on its own motion, 
into and concerning the reasonableness and lawfulness otherwise 
of the minimum rates and charges, etc., applicable to the trans- 
portation of candy, candy cough drops, and confectionery by rail- 
road from Hershey, Pa., to Baltimore, Md. 

No. 28223, National Tank Co., Tulsa, Okla., vs. Sand Springs Railway 
Co. et al. 

Rates, light gauge tanks, Hale Station, Okla., to Gladewater, 
Tex., diverted in transit to Longview, Tex., in violation of section 
1. Asks reparation. (A. L. Billings, Jr., Box 1588, Tulsa, Okla.) 

No. 28224, S. Schapiro & Sons, Inc., Baltimore, Md., vs. B. & O. et al. 

Charges, paper stock, Burlington, N. C., to Philadelphia, Pa., 
with stop-off at Baltimore, Md., in violation of sections 1 and 6. 
Asks reparation. (Edgar O. Anderson and L. V. Brandt, 2218 S. 
Michigan, Ave., Chicago, Il.) 

No. 28225, Chrysler Corporation, Detroit, Mich., vs. Grand Trunk et al. 

Demurrage charges accruing on freight at Chrysler plants at 
Detroit and Highland Park, Mich., in the strike period between 
March 8 and April 7, 1937, in violation of sections 1, 2, 3 and 6, 
the complaint alleging that car detention was caused by the illegal 
possession of complainant's plants by striking employes. Ask cease 
and desist order and reparation amounting to $7,043. (N. J. Bren- 
nan, Detroit, Mich.) 


Saegertown, Pa., et al. vs. 


ee 


ines: 


IP a AS A TOE IN a 


 =er te 


\S- 
il- 


Tr, 
on 
1.) 
al. 


al. 
at 
en 


zal 
ise 
en- 





March 25, 1939 





Doings of the Traffic Clubs 





The new officers of the Cincinnati Traffic Club are: presi- 
dent, L. E. Sauer, district freight agent, Clinchfield Railroad; 
first vice president, R. A. Ellison, traffic manager, Service 
Bureau Company; second vice president, J. J. McGuinn, gen- 
eral agent, M. & St. L.; third vice president; W. B. Daly, 
assistant general traffic manager, Kroger Grocery and Baking 
Company; secretary, H. F. Oehlschlaeger, general agent, Mo- 
non; treasurer, E. A. Doyle, manager, National Carloading 
Corporation. The club will have a buffet supper, free to 
members, March 27, at the Hotel Alms, after which members 
will attend the boxing matches at Xavier Field House. 





The Brooklyn Traffic Club observed “Railroad Night” at 
its dinner meeting March 9. The speaker was Charles A. 
Arentzen, assistant freight traffic manager, Lackawanna Rail- 
road. The club will have a dinner dance at the Stewart Manor 
Country Club March 25 and its annual dinner April. 20. 
Joseph C. Taylor, the new president of the Birmingham 
Traffic and Transportation Club, Inc., 
of Birmingham, Alabama, is traffic 
manager of the Alabama Power Com- 
pany, Birmingham. He is a charter 
member of the club and was a member 
of the board of governors in 1929 and 
1930. He organized and established 
the traffic department of the Alabama 
Power Company January 1, 1921, and 
has been connected with the company 
for the last twenty-two years, two 
years as auditor of disbursements and 
previously in the purchasing and ac- 
counting departments. He was born 
and reared in Montgomery, Alabama, 
and started his business career with 
the railroads there, having been em- 
ployed by the Louisville and Nashville, Seaboard Air Line, and 
Southern Railway in various capacities. 











The Woman’s Traffic Club of Chicago has elected officers 
as follows: president, Gerturude K. Micon; first vice president, 
Eleanor W. Luebker; second vice president, Dorothy F. Jami- 
son; recording secretary, Bernice Emery; corresponding sec- 
retary, Catherine M. Quinn; treasurer, Louise Campbell. The 
speaker at the April 3 meeting will be J. W. Williamson, gen- 
eral traffic manager, Sears, Roebuck, and Company. 





The meeting of the Pacific Traffic Association March 23 
was devoted to a discussion of freight claim prevention. The 
scheduled speakers were Paul S. Armstrong, California Fruit 


Growers Exchange, and T. E. McCue, Crane and Company, 
Los Angeles. 





The dinner meeting of the Los Angeles Transportation 
Club March 21 was devoted to the subject of claim prevention. 
The scheduled speaker was J. T. Gallaspy, special representa- 
tive, freight claim division, A. A. R. Invitations to attend were 
extended to the Los Angeles Women’s Traffic Club, Rail and 
Water Club, and Los Angeles Traffic Managers’ Conference. 
Dinner was served in the club rooms and the meeting after- 
wards was held in the Pacific Electric Auditorium. 





The Traffic Club of the New Haven Chamber of Commerce 
will hold its annual dinner April 27 at the Taft Hotel. 

The scheduled speaker at the meeting of the Oakland 
Traffic Club March 21 was E. T. Litchfield, consulting engineer 
and vice president, Wells Fargo Bank and Union Trust Com- 
pany, San Francisco, who was to discuss current topics of in- 
terest to American industries. 





The Transportation Club of St. Paul held its March 21 
meeting under the auspices of the Northwest Shippers Advisory 
Board. It was devoted to consideration of perfect shipping and 
careful handling. The speakers scheduled were H. R. Flynn, 
of the A. A. R. Freight Container Bureau, and G. E. Hunt, 
traffic manager, Butler Brothers, Minneapolis. 

The educational committee of the Miami Valley Traffic 
Club has arranged for a meeting March 30 in the main dining 
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room of the Van Cleve Hotel, Dayton, Ohio, at which the 
speaker will be Charles W. Braden, general traffic manager, 
National Distillers Products Corporation, New York. His sub- 
ject will be “The Romance of Rail Transportation’—a steriop- 
ticon narrative of the development of rail transportation. The 
club has planned activities as follows: April 29, dinner dance; 
May 4, golf outing; June 8, annual picnic; June 15, golf outing; 


July 13, golf outing; August 10, golf outing; September 7, final 
golf outing. 


The Junior Traffic Club of Chicago will have its annual 
dinner at the Palmer House April 13. 

The Traffic Club of St. Joseph, Mo., has completed a mem- 
bership drive in which 149 names were added to the roster. 
The winning team was honored at the club’s dinner March 14, 
at which there were 220 members present. The club will have 
a dinner dance April 11. 





The South Bend Transportation Club held its fifteenth 
annual dinner in the Rotary Room of the Oliver Hotel, March 
14 with the largest attendance in its history—404 guests and 
members. The principal speaker was James E. Gheen, humorist. 


The Junior Traffic Club of Minneapolis March 22 con- 
ducted its second educational quiz, based on questions regarding 
the rules and regulations governing the use of the bill of lading. 
The club believes it is the first to adapt a popular radio novelty 
to its educational program. It offers the use of the questions 
and answers in this series to any other traffic club that may 
be interested in conducting a similar program. 

The members of the Women’s Traffic and Transportation 
Club of. New Orleans will visit the Vieux Carre, or French 
quarter of the city Saturday afternoon, March 25. The tour 
will be conducted by a guide well-informed on the history of 
old New Orleans. 





Personal Notes 





Announcement is made by J. J. Kelleher, vice-president of 
the United Fruit Company, of the appointment of W. V. Harloe 
as general traffic manager. He has served for nineteen years as 
freight traffic manager, and will now have jurisdiction over 
both the freight and passenger departments. He has announced 
the appointment, with headquarters at New York, of Andrew 
J. Brady as freight traffic manager in charge of freight rates, 
and Warren J. Bennett as freight traffic manager in charge 
of solicitation. 


The appointment of G. C. Christy as general superintendent 
of equipment is announced today by the Illinois Central 
System. 

John D Hardy, of New York, has been appointed general 
superintendent of the U. S. railway mail service effective May 
1, succeeding S. A. Cisler, who is retiring after 46 years of 
service. Mr. Hardy has been superintendent of the New York 
division of the service and has been with the postal department 
37 years. 

Harry H. Brown, former vice-president of the Great North- 
ern Railway, died March 21 at his home in St. Paul. He re- 
tired January 1, 1938. 

G. T. F. Screiber has been appointed general agent and 
H. E. Schuneman commercial agent, Seaboard Air Line, at 
Pittsburgh. 

R. F. Atwood, general freight agent, Rock Island, at Kan- 
sas City, Mo., will retire April 1. 

The New York Chapter of the Skal Club of North America, 
branch of an international organization of travel and transport 
executives, has elected the following officers: Chairman, John 
F. Brennan, passenger traffic manager, U. S. Lines; vice-chair- 
man, Godfrey MacDonald, assistant passenger traffic manager, 
Grace Line; secretary, Maxine Meisell, passenger traffic man- 
ager, French National Railroad; assistant secretary-treasurer, 
Edward Tietze, manager, agency department, Raymond- 
Whitcomb. The executive committee is composed of these 
officers: Charles A. Fisher, manager, Pickfords Travel Serv- 
ice; George Hanson, passenger traffic manager, Swedish-Ameri- 
can Line; J. Russell Grant, assistant general passenger agent, 
New York Central Lines; James J. Mafiner, vice-president, 
Thomas Cook and Son—Wagons-Lits, Inc.; William F. Mc- 
Grath, central manager, Anchor Line; Leon C. Morrier, man- 
ager, agency department, Unitel Air Lines; Frank Philgus, 
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director, Philgus Travel Service; Pierre Rousselle, assistant 
passenger traffic manager, French Line. 

E. S. Binnings, of New Orleans, has been appointed the 
agent for the Compania de Navegacion de Cuba, S. A., at the 
port of New Orleans. He is also agent for the French Line 
and other steamship companies. R. R. Olmstead, of Houston, 
Tex., has been appointed agent for Texas and Sabine District. 

R. J. Foreman has been appointed general freight traffic 
manager of the Grand Trunk-Canadian National Railways with 
jurisdiction over the system freight services in Canada and 
the United States, succeeding R. W. Long, retiring after more 
than fifty years of active traffic experience. Mr. Foreman has 
been manager of the foreign freight department. 

B. C. Crook has been appointed acting general agent, 
freight department, Union Pacific, at San Francisco. 

J. F. Dolard has been appointed assistant general freight 
and passenger agent, M. K. T. of Texas, at San Antonio. 

Winfield S. Burton, foreign freight traffic manager, West- 
ern Maryland, died March 22 at his home in Homeland. 

E. Benton Fehr has been appointed general traffic man- 
ager, Jacob Ruppert Brewery, New York. 


J. J. Hogan has been appointed traveling freight and 
passenger agent, C. M. St. P. & P., at Portland, Ore., succeed- 
ing C. H. McCrimmon, resigned. 


LESS CARLOAD FREIGHT WITHOUT WAYBILL 


One of the established “requirements” of handling package 
freight has been abandoned in an experiment on the Chicago 
& North Western Railway. 

The shipper Has always furnished shipping directions and 
a bill of lading on a duplicate form. To accompany the ship- 
ment, and with some delay and expense, the railroad has copied 
these directions on a waybill form. All L. C. L. shipments 
from Chicago to local stations on the Chicago & Norfth West- 
ern and Chicago, St. Paul, Minneapolis & Omaha Railway are 
being forwarded without waybills; the shipper’s original direc- 
tions or shipping ticket accompany the shipment in lieu of a 
waybill. 

Since the originating station must have an exact record 
of the document on which the shipment is forwarded, for the 
Chicago experiment this is obtained by photographing the 
shipping ticket on a moving picture film in a camera which 
handles about ninety tickets a minute. This is the permanent 
record and is run through a projecting machine to permit a 
typist to abstract the essential items for report and accounting 
purposes. The machine has been employed at the North West- 
ern’s Chicago station for the last year for making “passing 
records” of waybills. 

It is proposed to extend the same procedure to other large 
stations and from present indications, it is stated, it may be 
possible to make the arrangement universal if shippers can 
be induced to furnish extra copies of shipping tickets for sta- 
tion record. Many shippers are said to have indicated a 
willingness to do this, anticipating much benefit from having 
their own directions followed in the movement of freight, thus 
eliminating mistakes due to errors in copying by station forces, 
and some delay due to such copying. 

It may eventually be possible and desirable, says the 
North Western, to move carload freight on the same basis. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Rail- 
way Employes’ Department, A. F. of L., has been authorized 
to represent the carmen, power house employes and railway 
shop laborers, and the mechanical department foreman em- 
ployed by the Joplin Union Depot Co.; and the International 
Brotherhood of Electrical Workers, operating through the rail- 
way employes’ department of the A. F. of L., to represent 
coal pier operators employed by the Virginian, for the pur- 
poses of the railway labor act. 

The board has also certified that certain labor organiza- 
tions, operating through the railway employes’ department, 
A. F. of L., have been designated to represent the crafts or 
classes of machinists, boilermakers, blacksmiths, electrical 
workers, sheet metal workers, and power house employes and 
railway shop laborers, employed by the Kansas City Southern; 
and the United Shop Crafts of the Kansas City Southern to 
represent the craft or class of carmen (including coach clean- 
ers) employed by the K. C. S., for the purposes of the railway 
labor act. 








FOR SALE—Interstate Commerce Commission Decisions, Volumes 
1 to 89, both inclusive, and Volume 91. In excellent condition. Make 
offer. Address Mr. S. R. Barnett, T. M., Wesson Oil & Snowdrift 
Company, Inc., 210 Baronne St., New Orleans, La. 
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Docket of the Commission 





NOTE—liItems in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


March 27—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 29914—S. O. Hege, Lexington, N. C., certificate or permit. 
MC 74118, Sub. 1—J. Shuford’s Trucking, Lincolnton, N. C., cer- 
tificate to extend operations. 


March 27—Cincinnati, O.—Netherland Plaza Hotel—Examiner Sharp: 
24984—Growers and Shippers League of Florida et al. vs. A. C. L. et al. 
27776 and Sub. 1—F. M. Gaissert et al. vs. A. B. & C. 
27809—Gentile Bros. Co. et al. vs. A. & R. et al. 

27824 and 27827—Kroger Grocery & Baking Co. vs. A. B. & C. et al. 

27665 and Subs. 1 through 10, incl.—La Mantia Bros. Arrigo Co. et al. 
vs. A. C. L. et al. 

27760—Dr. P. Philips Co. et al. vs. A. C. L. et al. 

27847—-Atlantic Commission Co. vs. A. C. L. et al. 

27894—Estate of J. E. Corcoran et al. vs. A. B. & C. et al. 

27922—-John Bolone Lafate et al. vs. P. M. et al. 

28126—Caruso & Cohen, Inc., et al. vs. A. B. & C. et al. 


March 27—Concord, N. H.—State Comm.—Examiner Brooks: 
MC 48388—J. E. Faltin Motor Transportation, Manchester, N. H., 
certificate or permit. 


March 27—Des Moines, la.—Kirkwood Hotel—Jt Bd. 138: 
MC 94566—R. D. Plumley, Ralston, Ia., certificate. 
MC 94572—Service Transfer Co., Sac City, Ia., certificate. 
MC 95279--C. Keiser, Rockwell City, Ia., certificate. 
MC 95339—A. C. Renfro, Lake City, Ia., certificate. 


March 27—Frankfort, Ky.—Federal Bldg.—Examiner Bradford: 
MC 4410—Doyle Transfer Line, Carrollton, Ky. 


March 27—Frankfort, Ky.—Federal Bldg.—Jt. Bd. 37: 
MC 4411—Doyle Transfer Line, Carrollton, Ky. 


March 27—Indianapolis, Ind.—State Comm.—Examiner Harrison: 
MC 73449, Sub. 2—Central Truckaway System, Inc., Indianapolis, cer- 
tificate to extend operations. 
MC 94430—A. Weiss, Mongo, Ind., certificate or permit. 
March 27—Kansas City, Mo.—Hotel President—Examiner Snider: 
1. & S. 4601—Commodities between St. Louis district and Missouri. 
March 27—Mobile, Ala.—Cawthon Hotel—Jt. Bd. 14: 
MC 50655, Sub. 3—Gulf Transport Co., Mobile, Ala., certificate to 
extend operations. 


March 27—New Orleans, La.—Jung Hotel—Examiner Simmons: 
MC 8768, Sub. 2—Security Storage & Van Co., Inc., New Orleans, 
certificate to extend operations. 


March 27—Philadelphia, Pa.—Chamber of Com.—Examiner Fichthorn: 
MC 35753, Sub. 1—M. Chasen, Philadelphia, certificate to extend 
operations. 
MC 89820—A. M. & A. Transfer, Prospect Park, Pa., certificate. 
MC 93397—Ems Storage and Moving, Philadelphia, certificate. 


March 27—Philadelphia, Pa.—Ben Franklin Hotel—Examiner Vinskey: 
MC 89925—O. W. Brate, Philadelphia, certificate. 
MC 89940—M. Weinstein, Philadelphia, certificate. 


March 27—Roanoke, Va.—Hotel Patrick Henry—Jt. Bds. 108 and 292: 
MC 89625—Farmers Supply Co., Danville, Va., permit. 
MC 94549—J. W. Ferrell, New River Depot, Va., certificate. 


March 27—Roswell, N. M.—U. S. Court—Jt. Bd. 33: 
MC 94668—C. L. ‘‘Blackie’’ East, Eunice, N. M. 


March 27—Sioux Falls, S. D.—County Court—Jt. Bd. 148: 
MC 95675—E. Christensen, Vermillion, S. D., certificate. 


March 27—Sioux City, la.—Warrior Hotel—Jt. Bd. 138: 
MC 90729—H. E. Edwards, Massena, Ia., certificate or permit. 
MC 95682—N. Pehrson, Laurel, Neb., certificate. 


March 27—Wheeling, W. Va.—McLure Hotel—Examiner Messer: 
MC 44947, Sub. 1—Deioma and Meininger, Dover, O., permit to ex- 
tend operations. 
MC 87379—C. H. Hooker, Dennison, O., certificate or permit. 


March 28—Carisbad, N. M.—LaCaverna Hotel—Jt. Bd. 33: 
MC 36190, Sub. 1—D. F. Ware, Hobbs, N. M., certificate to extend 
operations. 
March 28—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
MC 19936—R. D. Fowler Motor Lines, Inc., High Point, N. C., cer- 
tificate. 
MC 73838—Holland Brothers, Statesville, N. C., certificate. 
MC 2058—Hipp & Cress, Salisbury, N. C., certificate or permit. 
March 28—Columbus, O.—State Comm.—Jt. Bds. 9 and 60: 
MC 59142, Sub. 1—F. Fairall Construction Co., Uhrichsville, O., per- 
mit to extend operations. 
MC 89747—Ohio Transfer Co., Dayton, O., permit. 
March 28—Concord, N. H.—State Comm.—Jt. Bd. 189 and Examiner 
Brooks: 
MC 89911—T. E. Kelley & Son, Ashland, N. H., permit. 
MC 34930, Sub. 1—Prue Motor Transportation, Epping, N. H., cer- 
tificate to extend operations. 





NN Sam 


-. 





t- 


T- 


er 


«Sad 





————— 


a 


- 


March 25, 1939 

























March 28—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 138: 
MC 94368—Danielson Service Station, Gowrie, Ia., permit. 
MC 94394—F. E. Watrous, Coon Rapids, Ia., certificate. 
MC 94404—H. C. Messenger, Lake City, Ia., certificate. 


March 28—Indianapolis, Ind.—State Comm.—Jt. Bds. 60 and 208: 
MC 25082, Sub. 2—W. Norman, Cambridge City, Ind., certificate to 
extend operations. 


March 28—Jacksonville, Fla.—Hotel Mayflower—Examiner Fuller: 
28163—Eppinger & Russell Co. vs. A. C. L. et al. 
1. & S. 4590—Pick-up and delivery service at Howey, Fla. 


March 28—Kansas City, Mo.—Hotel President—Examiner Snider: 
1. & S. 4602—All freight between St. Louis and Kansas City. 


March 28—Nashville, Tenn.—State Comm.—W. A. Hill: 
MC C-97—Cotton goods to Cookeville and Nashville, Tenn. 
MC C-99—Southern Motor Carriers Rate Conference vs. M. & K. Motor 
Express, lessee and operator of Manners Motor Express. 
1. & S. 4589—Cotton piece goods in the south. 


March 28—New York, N. Y.—Hotel New Yorker—Jt. Bd. 67: 
MC 89688—T. N. W. Trucking Co., New York, permit. 
MC 91447—Ace Forwarding Co., New York, certificate or permit. 
MC 92314—Schmitz & Lowe, Inc., Newark, N. J., certificate or permit. 


March 28—Philadelphia, Pa.—Chamber of Com.—Examiner Fichthorn: 
MC 88420—Scotty’s Moving & Storage, Camden, N. J., certificate. 


March 28—Richmond, Va.—State Comm.—Examiner Maidens and Jt. 
Bd. 108: 
MC 51012, Sub. 3.—J. T. Bryant, Petersburg, Va., certificate to ex- 
tend operations. 


March 28—Shreveport, La.—Chamber of Com.—Examiner Simmons: 
MC 66294—T. E. Collins, Shreveport, certificate or permit. 


March 28—Sioux Falls, S. D.—County Court—Examiner Livingstone and 
Jt. Bd. 230: 
MC 91320—J. W. Jones, Wagner, S. D., certificate or permit. 
MC 94865—L. Tokle, Canton, S. D., permit. 


March 28—Sioux City, la.—Warrior Hotel—Examiner Dunn: 
MC 94017—C. P. Norton Truck Service, Shenandoah, Ia., certificate. 
MC 95650—Erickson Truck Lines, Fremont, Neb., certificate. 


March 28—Wheeling, W. Va.—McLure Hotel—Jt. Bds. 118 and 61: 
MC 43406—Union Warehouse Holding Co. operating Union Motor 
Freight Terminal, Wheeling, license. 
MC 89950—E. Lewis, Steubenville, O., certificate. 
MC 89962—L. W. Rawson, Toronto, O., certificate. 


March 29—Boston, Mass.—Hotel Manger—Examiner Brooks: 
MC 31600—P. B. Mutrie Motor Transportation, Inc., Boston. 
MC 39099—Old Colony Forwarding Corp., New York, certificate or 
permit. 


March 29—Columbus, O.—State Comm.—Jt. Bd. 59: 
MC 546—R. D. Ward, Marietta, O., certificate or permit. 


March 29—Dallas, Tex.—Baker Hotel—Jt. Bds. 33 and 210: 
MC 12149—Page-Way Stage Lines, Inc., Roswell, N. M., license. 
MC 89819—F. Young, Millsap, Tex., certificate. 


March 29—Des Moines, la.—Kirkwood Hotel—Jt. Bds. 92 and 138: 
MC 94030—L. H. Lane, Nodaway, Ia., certificate. 
MC 94429—W. D. Caldwell, Des Moines, permit. 


March 29—Indianapolis, Ind.—State Comm.—Jt. Bds. 9 and 73: 
MC 89383—H. G. Warren, Winchester, Ind., certificate. 
MC 94528—A. H. Young, Elkhart, Ind., permit. 


March 29—New York, N. Y.—Hotel New Yorker—Jt. Bds. 67 and 159: 
MC 86617—Franklin Trucking Co., Salisbury Mills, N. Y. 
MC 88582—Triano Trucking Co., Belleville, N. J. 


March 29—Philadelphia, Pa.—Chamber of Com.—Examiner Fichthorn: 
MC 2681—R. Rittenhouse, Norristown, Pa., certificate or permit. 
MC 43599—Atlantic Transfer, Boyerstown, Pa., certificate. 

* MC 2681, Sub. 1—R. Rittenhouse, Norristown, Pa., certificate to ex- 

tend operations. 


March 29—Portland, Ore.—Multnomah Hotel—Jt. Bd. 5: 
MC 62907—I. C. Ramseyer, Salem, Ore., certificate or permit. 
MC 18258—Burright Motor Truck, Salem, Ore., common carrier ap- 
plication. 


March 29—Richmond, Va.—State Comm.—Jt. Bds. 68 and 12: 
MC 29530—F. W. Rose, Waverly, Va., certificate or permit. 
MC 95609—H. H. Scott, Warsaw, Va. 

MC 88980—M. T. Stone, Beaver Dam, Va. 


March 29—Salisbury, Md.—Federal Bldg.—Examiner Vinskey and Jt. 
Bd. 40: 
MC 72993, Sub. 2—Lokey’s Express, Salisbury, permit to extend 
operations. 
MC 89862—V. O. Murray, Frankford. Del., permit. 


March 29—Sioux Falls, S. D.—County Court—Examiner Livingstone: 
MC 95661—J. Lind & Son, Madison, S. D., certificate. 
MC 95717—E. J. Dybdahl, Scotland, S. D., certificate. 


March 29—Sioux City, la.—Warrior Hotel—Examiner Dunn: 
MC 89465—Rosenthal Transfer & Storage Co., Inc., Sioux City, Ia., 
certificate. 


March 29—St. Louis, Mo.—Coronado Hotel—Examiner Sharp: 
24984—Growers and Shippers League of Florida et al. vs. A. C. L. et al. 
27776 and Sub. 1—F. M. Gaissert et al. vs. A. B. & C. 
27809—-Gentile Bros. Co. et al. vs. A. & R. et al. 

27824 and 27827—Kroger Grocery & Baking Co. vs. A. B. & C. et al. 

27665 and Subs. 1 through 10, incl.—La Mantia Bros. Arrigo Co. et al. 
vs. A. C. L. et al. . 

27760—Dr. P. Philips Co. et al. vs. A. C. L. et al. 

27847—-Atlantic Commission Co. vs. A. C. L. et al. 
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27894—Estate of J. E. Corcoran et al. vs. A. B. & C. et al. 
27922—-John Bolone Lafate et al. vs. P. M. et al. 
28126—Caruso & Cohen, Inc., et al. vs. A. B. & C. et al. 


March 29—Tallahassee, Fla.—State Comm.—Jt. Bd. 64: 
MC 89934—Hill’s Transfer & Storage, Tallahassee, certificate. 
MC 94453—T. L. Lodge, Boston, Ga., certificate or permit. 


March 29—Washington, D. C.—Argument: 
Ex Parte MC 26—Extent and area of municipality of Boston and com- 
mercial zone. 


March 30—Boston, Mass.—Hotel Manger—Examiner Brooks: 
MC 61520, Sub. 1—J. Nazarian, Watertown, Mass. 


March 30—Chicago, ill.—Hotel Sherman—Examiner Sharp: 
24984—-Growers and Shippers League of Florida et al. vs. A. C. L. et al. 
27776 and Sub. 1—F. M. Gaissert et al. vs. A. B. & C. 
27809—Gentile Bros. Co. et al. vs. A. & R. et al. 

27824 and 27827—Kroger Grocery & Baking Co. vs. A. B. & C. et al. 

27665 and Subs. 1 through 10, incl.—La Mantia Bros. Arrigo Co. et al. 
ve: Aa: C.. bs. et ai. 

27760—Dr. P. Philips Co. et al. vs. A. C. L. et al. 

27847—Atlantic Commission Co. vs. A. C. L. et al. 

27894—Estate of J. E. Corcoran et al. vs. A. B. & C. et al. 

27922—-John Bolone Lafate et al. vs. P. M. et al. 

28126—Caruso & Cohen, Inc., et al. vs. A. B. & C. et al. 


March 30—Chicago, IIl.—Hotel Sherman—Jt. Bd. 17: 
MC 38899—Fulton Motor Service, Chicago, certificate or permit. 


March 30—Columbus, O.—State Comm.—Examiner Borroughs: 
MC 87031, Sub. 1—Myers Transfer & Storage, Huntington, W. Va., 
certificate to extend operations. 
MC 89685—E. Roth, Pedro, O., permit. 


March 30—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 89003—City Cartage Co., Dallas, certificate. 
MC 89923—Red Ball Storage & Transit Co., Fort Worth, Tex., cer- 
tificate. 


March 30—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 92: 
MC 91075—W* Hansen, Estherville, Ia., permit. 
MC 91128—P. Hemann, Staceyville, Ia., certificate or permit. 
MC 91169—W. Hirsch, Thompson, Ia., certificate or permit. 


March 30—Dover, Del.—Hotel Richardson—Examiner Vinskey: 
MC 94132—J. H. Annett, Farmington, Del., cértificate. 
MC 95086—J. W. Pepper, Georgetown, Del., certificate. 


March 30—EI Paso, Tex.—Hotel Paso Del Norte—Jt. Bds. 127 and 33: 
MC 31321, Sub. 1—Southwestern Fuel and Transfer Co., El Paso, 
Tex., certificate or permit to extend operations. 
MC 64590, Sub. 1—H. L. Williams, Wink, Tex., certificate to extend 
operations. 


March 30—Greensboro, N. C.—U. S. Court—Examiner McCaslin: 
MC 5712—Bondurant Motor Lines, Mt. Airy, N. C. 
1. & S. M-606—Glass bottles or jars, Pa. and W. Va. to High Point, 
B.C. 
MC 29624—Textile Truckers, Inc., Mount Airy, N. C., certificate or 
permit. 


March 30—Indianapolis, Ind.—State Comm.—Jt. Bd. 21: 
MC 91173—A. Hoagland, North Manchester, Ind., permit. 
MC 94527—A. M. Housour, Wakarusa, Ind., permit. 


March 30—Jacksonville, Fla.—Mayflower Hotel—Jt. Bd. 205: 
MC 45795—Seminole Travel & Tours, Jacksonville, license. 
MC 72954—Lanier Travel Service, Jacksonville, license. 


March 30—Nashville, Tenn.—U. S. Court—Examiner Fuller: 
28133—M. E. Derryberry Co. et al. vs. A. G. S. et al. 


March 30—Nashville, Tenn.—U. S. Court—Jt. Bd. 25: 
MC 89811—L. & N. R. R. Co. 


March 30—New York, N. Y.—Hotel New Yorker—Jt. Bd. 3: 
MC 89707—Johan Corp., Passaic, N. J., certificate. 
March 30—Philadelphia, Pa.—Chamber of Com.—Examiner Fichthorn: 
1. & S. M-568—Minimum charges in Del., N. J., N. Y. and eastern Pa. 
March 30—Pittsburgh, Pa.—Federal Bldg.—Examiner Messer: 
MC 405—Michael and Girard, Uniontown, Pa., certificate or permit. 
MC 89885—J. McGill, Coalport, Pa., certificate. 


March 30—Portland, Ore.—Multnomah Hotel—Examiner Stephan: 
MC 45030—Northwestern Motor Freight, Portland, certificate. 

March 30—Portland, Ore.—Multnomah Hotel—Jt. Bd. 81: 

MC 19336—Thompson & Bookshnis, Portland, certificate or permit. 
MC 45030, Sub. 1—Northwestern Motor Freight, Mfiton, Ore., cer- 
tificate to extend operations. 

March 30—Sioux Falls, S. D.—County Court—Examiner Livingstone: 
MC 94731—L. P. Caldwell. Sioux Falls, S. D., certificate or permit. 
MC 95424—C. Vander Werf, Colton, S. D., certificate. 

March 30—Sioux City, la.—Warrior Hotel—Jt. Bd. 93: 

MC 50898—L. W. Zentmire, Rushville, Neb. 


March 31—Columbus, O.—State Comm.—Examiner Borroughs: 
MC 50404, Sub. 2—T. B. Longshore, Ironton, O., permit to extend 
operations. 


March 31—Davenport, la.—U. S. Court—Jt. Bd. 144: 

* MC 17043—Central West Shippers, Manchester, Ia., 

permit. 

March 31—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 92: 
MC 90402—F. R. Carman, Bondurant, Ia., certificate or permit. 
MC 90579—M. B. Cuthbertson, Toledo, Ia., certificate or permit. 
MC 21471, Sub. 1—Bruce Transfer & Storage Co., Des Moines. 

March 31—Dover, Del.—Hotel Richardson—Examiner Vinskey: 
MC 93222—H. N. Morgan, Cheswold, Del., certificate or permit. 
MC 95179—W. Anderson, Dover, certificate. 





certificate or ” 



























































1. 


















































PAGE 684 





418 South Market St., Chicago 











is Now Promptly Told of 
in 


The Traffic Bulletin 


The Information Regularly Carried in This 
Publication Includes the Following: 











Central Freight Association Docket 

Central Freight Association Hearings 

Central Freight Association Coal, Coke & Iron Ore Docket 

Eastern Commodity Rate Revision Committee Hearings 

Illinois Freight Association Docket 

National Diversion and Reconsignment Committee Hearings 

New England Freight Association Docket 

New England Freight Association Hearings 

Southern Freight Association Docket 

Southern Freight Association Dispositions 

Southern Freight Association Coal & Coke Committee Docket 

Southern Ports Foreign Freight Committee Docket 

Southwestern Freight Bureau Docket 

Southwestern Freight Bureau Hearings 

Texas-Louisiana Freight Bureau Docket 

Transcontinental Freight Bureau Applications 

Transcontinental Freight Bureau Dispositions 

Trunk Line Association Docket 

Trunk Line Association Hearings 

Trunk Line Coal & Coke Committee Docket 

Trunk Line Coal & Coke Committee Hearings 

Western Trunk Line Docket 

Western Trunk Line Hearings 

Western Trunk Line Dispositions 

Joint Hearings of Rate Committees 

Fourth Section Applications 

Fourth Section Orders 

Short Notice Applications of Railroads 

Short Notice Permissions, Railroad and Truck 

New Tariffs and Supplements Filed with the I. C. C. by Rail- 

roads and Trucks 

Tariffs Rejected by the I. C. C. 

Investigation and Suspension Orders 

Suspension Orders Vacated 

Released Rate Orders 

Express Tariffs Filed with the I. C. C. 

Air Tariffs 

U. S. Maritime Commission Tariffs 

U. S. Maritime Commission Short Notice Applications 

U. S. Maritime Commission Short Notice Permissions 

U. S. Maritime Suspension Orders 

U. S. Maritime Commission Orders Vacating Suspension 

Tariffs Returned by the Maritime Commission 

Consolidated Classification Docket 

Adoption Notices 

= of Railroads, Trucks, Steamship Lines Filing First 
a) 

Embargo Notices, Modifications and Cancellations 

Intercoastal Steamship Docket 





Samples and full information free on request 
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March 31—El Paso, Tex.—Paso del Norte Hotel—Jt. Bd. 33: 
MC 34209, Sub. 1—Oilfield Transportation Co., Ranger, Tex., cer- 
tificate to extend operations. 
MC 94936, Sub. 1—T. Shores, Odessa, Tex., certificate to extend 
operations. 


March 31—Indianapolis, Ind.—State Comm.—Jt. Bds. 72 and 21: 


MC 89759—Isler Cartage, Inc., Indianapolis, certificate. 
MC 94526—R. W. Ransberger, Mishawaka, Ind., permit. 


March 31—Jacksonville, Fla.—Mayflower Hotel—Jt. Bd. 64: 


MC 93160—J. M. Gooding, Woodbine, Ga., permit. 
MC 100146—Roofing carriers, Jacksonville, permit. 


March 31—Lincoin, Neb.—U. S. Court—Examiner Dunn: 


MC 90998—Gregory Brothers, Reynolds, Neb., certificate or permit. 
MC 94863—W. Gregory, Reynolds, Neb., certificate. 
MC 94934—O. W. Ruyle, Liberty, Neb., certificate. 


March 31—Philadelphia, Pa.—Chamber of Com.—Examiner Fichthorn: 


1. & S. M-598—Insecticides and fungicides, Camden, N. J., to N. Y. 
and Pa. 


March 31—Pittsburgh, Pa.—Federal Bldg.—Examiner Messer: 
MC 18119—W. T. Abel, Finleyville, Pa., certificate or permit. 
MC 95108—G. H. Schwartz, Pittsburgh, permit. 


March 31—Portiand, Ore.—Multnomah Hotel—Jt. Bd. 81: 
MC 86970, Sub. 1—Columbia Basin Transportation Co., College Place, 
Wash., certificate to extend operations. 


March 31—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 78191—B. Phillips Transportation Co., Portland, certificate or 
permit. 


March 31—Sioux Falls, S. D.—County Court—Examiner Livingstone: 
MC 95548—A. W. Schwartz, Miller, S. D., certificate. 


March 31—Sioux Falls, S. D.—County Ct.—Jt. Bd. 147: 
MC 94748—G. Sankey, Chandler, Minn., certificate. 
March 31—Trenton, N. J.—State Comm.—Examiner Haley and Jt. Bd. 
67: 
MC 58998, Sub. 1—Anchor Warehouse Co., Inc., Trenton, certificate 
to extend operations. 
MC 89649—S. D. Fast Freight, Trenton, permit. 


March 31—Washington, D. C.—Argument: 
27879—Railroad Comm. of Calif. et al. vs. A. & R. et al. 
26650—American Fruit Growers, Inc., et al. vs. A. C. & Y. et al. 
27752—F. G. Hilvert Distributing Co. et al. vs. A. C. & Y. et al. 
27926—Miller-Johns Co, et al. vs. A. C. & Y. et al. 


April 1—Boston, Mass.—Manger Hotel—Examiner Brooks: 
MC 3717, Subs. 1 and 2—J. Coyle, Boston, certificate to extend op- 
erations. 


April 1—Dallas, Tex.—Baker Hotel—Examiner Simmons: 
MC 14612, Sub. 1—A. W. Dunn Transfer Co., Marshall, Tex., cer- 
tificate to extend operations. 


April 1—Des Moines, ‘la.—Kirkwood Hotel—Examiner Frizzell: 
MC 23259—J. Ruan, Des Moines. 


April 1—El Paso, Tex.—Hotel Paso del Norte—Jt. Bd. 77: 
MC 89858—Ramon’s Transfer & Taxi, El Paso, certificate. 


April 1—Indianapolis, Ind.—State Comm.—Examiner Harrison: 
MC 38533, Sub. 1—G. C. Welsh, St. Elmo, IIl., certificate to extend 
operations. 


April 1—Lincoin, Neb.—U. S. Court—Examiner Dunn: 
MC 89728—O. B. Ommert, Elwood, Neb., certificate. 


April 1—New York, N. Y.—Hotel New Yorker—Examiner Driscoll: 
MC 92366—Shapiro’s Express, Paterson, N. J., certificate or permit. 


April 1—Orlando, Fla.—Angebilt Hotel—Jt. Bd. 205: 
MC 94994—Fischer Truck Line, Winter Garden, Fla., permit. 


April 1—Pittsburgh, Pa.—Federal Bldg.—Examiner Messer: 
MC 20556—McFeaters Motor Freight, Grove City, Pa., certificate. 


April 1—Portland, Ore.—Multnomah Hotel—Examiner Stephan: | 
MC 26067, Sub. 1—Eiseman Transfer, Walla Walla, Wash., cetrificate 
to extend operations. 


April 1—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 26067—J. Eiseman Transfer, College Place, Wash., certificate or 
permit. 


April 1—Pueblo, Colo.—Federal Bldg.—Examiner Snider: 
28112—Clyde Hess et al. vs. Union Pacific et al. 


April 1—Trenton, N. J.—State Comm.—Examiner Haley: 
MC 88650—J. Mond, Clayton, N. J., permit. 
April 3—Baltimore, Md.—State Comm.—Examiner Vinskey and Jt. Bd. 
112: 
MC 2185, Sub. 1—Parkville Trucking Co., Parkville, Md., permit to 
extend operations. 
MC 89730—E. F. Enoch Co., Inc., Baltimore, certificate. 
MC 94777—Keim’s Transfer, Baltimore, permit. 


April 3—Boston, Mass.—Manger Hotel—Examiner Brooks: 
MC 89936—Norwood Taxi, Inc., Norwood, Mass., certificate. 
MC 93060—The Race Horse, Ltd., Dover, Mass., permit. 
MC 94207—D. M. Weymouth, Cambridge, Mass., certificate. 
April 3—Columbus, Ga.—U. S. Court—Jt. Bd. 157: 
MC 58923, Sub. 2—Georgia Highway Express, Inc., Atlanta, Ga., cer- 
tificate to extend operations. 
April 3—Dallas, Tex.—Hotel Baker—Examiner Simmons: 
1. & S. M-608—Handling merchandise orders and contract in south- 
west. 
April 3—Des Moines, !a.—Kirkwood Hotel—Examiner Frizzell: 
MC 90221—R. Bickel, Cromwell, Ia., certificate or permit. 
MC 95130—R. W. Shields, Webster, Ia., certificate. 
MC 94827—G. Kelley, Early, Ia., certificate. 
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April 3—Detroit, Mich.—Hotel Fort Shelby—Examiner Sharp: 
24984—-Growers and Shippers League of Florida et al. vs. A. C. L. et al. 
27776 and Sub. 1—F. M. Gaissert et al. vs. A. B. & C. 
27809—Gentile Bros. Co. et al. vs. A. & R. et al. 


April 3—New York, N. Y¥Y.—Hotel New Yorker—Examiner Driscoll: 
MC 89697—J. G. Krajicek, Elizabeth, N. J., certificate. 
MC 89817—T. Pierro, Grantwood, N. J., certificate. 


27824 and 27827—Kroger Grocery & Baking Co. vs. A. B. & C. et al. “aac ts & ims ere rye yee 
27665 and Subs. 1 through 10, incl.—La Mantia Bros. Arrigo Co. et al. 5 

vs. A. C. L. et al. April 3—Odessa, Tex.—Federal Bldg.—Jt. Bd. 33: 
27760—Dr. P. Philips Co. et al. vs. A. C. L. et al. MC 89581—C. L. East, Eunice, N. M., certificate. 
27847—-Atlantic Commission Co. vs. A. C. L. et al. April 3—Pittsburgh, Pa.—Federal Bldg.—Examiner Messer: 
27894—-Estate of J. E. Corcoran et al. vs. A. B. & C. et al. MC 87382—J. H. Hiti, Mt. Pleasant, Pa. 


27922—-John Bolone Lafate et al. vs. P. M. et al. 
28126—Caruso & Cohen, Inc., et al. vs. A. B. & C. et al. April 3—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
April 3—Indianapolis, Ind.—State Comm.—Examiner Harrison: MC 52005, Sub. 1—Pihl Transfer and Storage Co., Portland, certif- 
MC 2993—M. N. Hardy & Son., Scottsburg, Ind., permit. icate to extend operations. 
MC 89900—Minger Freight Lines, Indianapolis, certificate. MC 94531—Irvington Transfer & Storage Co., Portland, certificate. 
April 3—Lincoin, Neb.—U. S. Court—Jt. Bd. 44: April 3—Rapid City, S. D.—Harney Hotel—Jt. Bd. 230 and Examiner 
MC 89623—Sutton Oil Co., Chappell, Neb., certificate. 


Livingstone: 
April 3—Memphis, Tenn.—Peabody Hotel—Jt. Bd. 4: MC 89379—Triangle I Ranch and Lodge, Rapid City, certificate. 
* MC 2743, Sub. 5—Dixie Greyhound Lines, Inc., Memphis. MC 93941—E. Dyer, Belle Fourche, S. D., certificate or permit. 


MC 94016—Corbett Transfer, Summerville, Pa., permit. 





1939 MARKS 


125 YEARS « PEACE 


BETWEEN THE 
NITED STATES AND CANADA 


50 YEARS THE SOO LINE 


HAS OFFERED FAST THROUGH SERVICE 
BETWEEN THE TWO FRIENDLY COUNTRIES. 
Route your frieght in care of the Soo Line 
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April 3—Trenton, N. J.—State Comm.—Examiner Haley: 
MC 17493—Delaware Valley Transportation Co., Inc., Washington, 
N. J., certificate. 
MC 93114—M. K. Laubach Transportation Co., Phillipsburg, N. J., 
certificate. 


April 4—Baltimore, Md.—State Comm.—Examiner Vinskey: 
MC 93863 and Subs. 1 and 2—H. M. Withington, Baltimore, permit 
and to extend operations. 
April 4—Boston, Mass.—Manger Hotel—Examiner Brooks: 
1. & S. M-604—Petroleum, Providence, R. I., to Worcester, Mass. 
MC C-113—Petroleum, Providence, R. I., to Worcester, Mass. 


April 4—Des Moines, la.—Kirkwood Hotel—Examiner Frizzell: 
MC 92881—H. M. Youngblood, Churdan, Ia., certificate or permit. 
MC 94268—S. Scott, Leon, Ia., certificate. 
April 4—Kansas City, Mo.—Hotel President—Jt. Bd. 140: 
MC 29472, Sub. 2—Hargleroad Transport Service, Hastings, Neb., 
certificate to extend operations. 


April 4—Lincoin, Neb.—U. S. Court—Examiner Dunn and Jt. Bds. 44 
and 31: 
MC 1156—Spahn Transfer, Gering, Neb., certificate or permit. 
MC 62053 and MC 59277—W & H Transfer Co., Scottsbluff, Neb., cer- 
tificate or permit. 
MC 89717—Cornhusker Motor Freight Lines, Inc., Gering, Neb., cer- 
tificate. 


April 4—New York, N. Y.—Hotel New Yorker—Examiner Driscoll: 
MC 93729—Dunn’s Express & Transportation Co., Woodbridge, N. J., 
certificate. 
April 4—New York, N. Y.—Hotel New Yorker—Jt. Bd. 3: 
MC 3, Sub. 1—Garden State Lines, Inc., Passaic, N. J. 
MC 13492, Sub. 3—North Boulevard Transportation Co., North Bergen, 
N. J. 
MC 18823, Sub. 1—Downtown Bus Co., Jersey City, N. J. 
MC 29854, Sub. 1—Hudson Bus Transportation Co., Inc., Jersey City, 
N. J. 
MC 66582, Sub. 4—Orange & Black Bus Lines, Rutherford, N. J. 
MC 89741—Bergen & Central Bus Co., Jersey City, N. J., certificate. 
April 4—Pittsburgh, Pa.—Federal Bldg.—Examiner Messer: 
MC 1103—Kofman’s, Bellefonte, Pa., certificate or permit. 
MC 47649—T. L. Rosensteel, Vandergrift, Pa., certificate or permit. 


April 4—Portland, Ore.—Multnomah Hotel—Examiner Stephan: 
MC 93013—Rose City & Park Rose Trans. Co., Portland, certificate. 


April 4—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 16766—J. M. Pullen, Portland, common carrier application. 
MC 63956, Sub. 1—L. L. Bolton, The Dalles, Ore., certificate to ex- 
tend operations. 
MC. 94427—Maddox Transfer & Storage, Portland, certificate. 
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April 4—Rapid City, S. D.—Harney Hotel—Jt. Bds. 303 and 270: 
MC 89461—Fitzgerald Transfer, Rapid City, S. D., permit. 
MC 95618—E. Follum, Spearfish, S. D., certificate. 


April 4—Salt Lake City, Utah—State Comm.—Examiner Olentine: 
MC 89659—Arrowhead Gas and Oil Co., Cedar City, Utah, permit. 


April 4—Trenton, N. J.—State Comm.—Examiner Haley: 
MC 94893—H. Suydam, Hightstown, N. J., certificate. 


April 4—Washington, D. C.—Examiner Molster and Howard: 
Finance 12272—Application of G. M. & O. and G. M. & N. for au- 
thority to acquire properties of M. & O. and merge the properties 
of G. M. & N. 
Finance 12273—Application of G. M. & O. and G. M. & N. for au- 
thority to issue securities. 


April 5—Baltimore, Md.—State Comm.—Examiner Vinskey: 
MC 89737—W. E. Smith, Baltimore, permit. 
MC 89800—J. F. Schultz Transfer Co., Baltimore, certificate. 


April 5—Boston, Mass.—Manger Hotel—Examiner Brooks: 
MC 94224—A. G. Roderick Taxi & Trucking, Salem, Mass., certificate. 
MC 94251—Meltzer & Mindes, Dorchester, Mass., permit. 
MC 94342—P. E. McGaffigan, Everett, Mass., certificate. 


April 5—Bridgeport, Conn.—Federal Bldg.—Examiner Naftalin: 
1. & S. M-630—Drugs, between New Haven and New York metro- 
politan area. 


April 5—Cleveland, O.—Hotel Carter—Examiner Sharp: 
24984—-Growers and Shippers League of Florida et al. vs. A. C. L. et al. 
27776 and Sub. 1—F. M. Gaissert et al. vs. A. B. & C. 
27809—Gentile Bros. Co. et al. vs. A. & R. et al. 

27824 and 27827—Kroger Grocery & Baking Co. vs. A. B. & C. et al. 

27665 and Subs. 1 through 10, incl.—La Mantia Bros. Arrigo Co. et al. 
vs. A. C. L. et al. 

27760—Dr. P. Philips Co. et al. vs. A. C. L. et al. 

27847—Atlantic Commission Co. vs. A. C. L. et al. 

27894—-Estate of J. E. Corcoran et al. vs. A. B. & C. et al. 

27922—-John Bolone Lafate et al. vs. P. M. et al. 

28126—Caruso & Cohen, Inc., et al. vs. A. B. & C. et al. 


April 5—Des Moines, ta.—Kirkwood Hotel—Examiner Frizzell and Jt. 


Bd. 53: 
1. & S. M-586—Groceries and store supplies—Omaha to Ill. and Ia. 
MC 3258, Sub. 1—Treloar Trucking Co., Chicago, certificate. 


April 5—New York, N. Y.—Hotel New Yorker—Examiner Driscoll: 
MC 91373—M Kennedy Co., Brooklyn, N. Y., certificate. 
MC 93713—M. Lieberman & Sons, Brooklyn, N. Y., certificate. 
MC 93855—A. G. Malling, Port Chester, N. Y., certificate. 


April 5—Oklahoma City, Okla.—Skirvin Hotel—Jt. Bds. 39 and 180: 
MC 89596—Kramer Oil Co., Oklahoma City, permit. 
MC 89963—Chevalley Trucking Co., Dewey, Okla., certificate. 


IS$STHESIDEAL PORT FOR EXPORTS, IMPORTS AND 


COASTWISE TRAFFIC 
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FAST SERVICE 
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QUICK DISPATCH 


WRITE FOR SHIPPERS’ DIGEST OF GALVESTON—FREE 
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(Kansas City Office: 
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66 
= if you are my 


nephew, there’s no sense 


in your starting out on 
your business career like 
an old fogey. Frankly, I 
was shocked yesterday at 
your old-fashioned meth- 
ods—I didn’t even see an 
Ediphone in your office. 
Don’t you know, lad, that 
men who use Ediphone 
Voice Writing work only 
two-thirds as hard and 
accomplish more than 
men who do not! 

“And take that efficient 
secretary of yours. You 
kept her hanging around 
for 20 minutes while you 
talked on the telephone. 
Then you dictated a 
memo to her based on 
the “phone conversation. 
Then you held up the rest 
of your dictation while 
she typed the memo 
(which you wanted to get 
out right away). That 
used to go in the old 


SAY IT TO THE 


The Traffic World 


days, but not now. With 
an Ediphone you don’t 
have to wait for your sec- 
retary and she doesn’t 
have to interrupt her 
work to be with you. 
“But don’t get the idea 
that the Ediphone is only 
for dictating letters. It 
records appointments, 
disposes of details, takes 
down your thoughts— 
lets you give instructions 
to your secretary any min- 
ute you want to, even 
when she isn’t there. 
Honestly, boy, if I’'d had 
an Ediphone ten years 
earlier, ’'d have cut my 
work down to nearly half 
—enjoyed life more—and 
perhaps tucked away my 
nest egg years earlier.” 


Take a tip: telephone the 
Ediphone, your city, or write 
Dept. X3, Thomas A. Edison, 
Inc., West Orange, N. J. In 
Canada, Thomas A. Edison of 
Canada, Ltd., 610 Bay St. 


Toronto. 
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TOP fishing around for a solution to your ship- 

ping problems and specify Precision Ttanspor- 
tation, the unexcelled merchandise freight service 
of the Norfolk and Western Railway. Thousands of 
shippers throughout the country have found that the 
Norfolk and Western's freight service is dependable, 
fast and economical. 


Call or write the railways nearest representative. 


a 
RICHMOND. & 
i? VA. 





Ediphone 


| 
EDISON OICEWRITER | 
| 


PRECISION TRANSPORTATION 
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Aprii 5—Pittsburgh, Pa.—Federal Bldg.—Jt. Bds. 74, 206 and 27: 
MC 94724—Jasway Trucking, Windber, Pa., permit. 
MC 94879—R. Kingsinger, Somerset, Pa., certificate. 
MC 95589—G. Kocis, Sharon, Pa., certificate. 
April 5—Portland, Ore.—Multnomah Hotel—Jt. Bd. 45: 
MC 29740, Sub. 1—North Bank Truck Line, Inc., Bingen, Wash., cer- 
tificate to extend operations. 


MC 34121, Sub. 1—Hinds Trucking & Fuel, North Bonneville, Wash., 
certificate to extend operations. 
April 5—Rapid City, S. D.—Federal Bldg.—Examiner Livingstone and 
Jt. Bd. 270: 


* MC 91397 and MC 95422—H. Kissick, Belle Fourche, S. D., certificate 
or permit and certificate. 


April 5—Springfield, !!1.—State Comm.—Examiner Harrison: 
MC 95716—G. Johnston, Vermilion, Ill., certificate. 


April 5—Washington, D. C.—Examiners Way and Valentine: 
Fourth section application 16791—Lumber from Virginia. 


POSTAL RECEIPTS 


Postmaster General Farley has announced that postal re- 
ceipts for February amounted to $56,543,389, an increase of 


QUAKER LINE 


and 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Albany, New York, Philadelphia, Baltimore, Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 
and 
San Diego, Los Angeles, San Francisco, Oakland, Stockton, Sacramento, 
Portland, Seattle and Tecoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 


Albany—D & H Building Chicago—327 S. LaSalle St. 
Philedelphie—The Bourse Pittsburgh—Gulf Bldg. 
Norfolk—111 E. Plume Street Detroit—General Motors Bidg. 
Beltimore—Keyser Building Savenneh—Cotton Exchange Bidg. 
Boston—33 Broad Street Jacksonville—P. O. Box 1866 


Ship Via 
the route of 
SERVICE 
and 
ECONOMY 


— PORT HOUSTON — 


The rapid movement of your ship- 
ments thru shorter routings and quick 
dispatch. 


Investigate Houston’s facilities when 
shipping to or from the Southwest. 


J. Russell Wait 
Director of the Port 
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2.68 per cent over the same month a year ago. He said that 
postal earnings for the first eight months of the current fiscal 
year totaled $494,672,673, which represented an increase of 
more than four million dollars over the same period last year. 

Mr. Farley pointed out that inasmuch as postal receipts 
were recognized as the most reliable of all business indexes, 
they accurately reflected the marked upswing in business and 
industry which had been noted throughout the country in the 
last few months. He also said that this sharp upward trend 
in postal receipts forecast an even greater improvement in 
business conditions in the months ahead. 


CHANGES IN DOCKET 


Hearing in MC 60743, Sub. 1, assigned for March 23, at Knoxville, 
Tenn., was cancelled. 

Hearing in MC 61396, Sub. 1, 
City, Ia., was cancelled. 

Argument in MC-C 65 and Sub. 1, assigned for March 21, at Wash- 
ington, D. C., was cancelled. 

Hearing in MC 88280, assigned for March 22, at Syracuse, N. Y., 
was cancelled. 

Hearing in I. & S. M-614, assigned for March 22, at Wichita, Kan., 
was cancelled and reassigned for April 27, at the Court & Customs 
Bldg., St. Louis, Mo., before Examiner Dawson. 

Hearing in 24984, 27776 and Sub. 1, 27809, 27824, 27827, 27665 and 
Subs. 1 through 10, inclusive, 27760, 27847, 27894, 27922, and 28126, as- 
signed for March 27, at Pittsburgh, Pa., was cancelled and reassigned 
for March 24, at the Federal Bldg., Pittsburgh, Pa., before Examiner 
Sharp. 


Hearing in MC-F 637, assigned for March 23, at Richmond, Va., 
was cancelled. 


= Muber 
S. Calumet Ave. 
Chicago MOTOR EXPRESS 


Deily Refrigerator Service Between 
CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all points In Kentucky, Tennessee, North Carolina, South Carolina and Georgla 


assigned for March 24, at Sioux 


A $2.90 Traffic Library 


These manuals, published by THE TRAFFIC WORLD, 
cover many phases of traffic management, both funda- 
mentals and technical aspects. They are written by recog- 
nized authorities in the field and should be read and kept 
for handy reference by every traffic man. 


Industrial Traffic Management 
By G. Lloyd Wilson (2 volumes) Price 75 cents 


Railroad Organization, Operation and Traffic 
By G. Lloyd Wilson Price 50 cents 


Air Transportation 
By G. Lloyd Wilson Price 50 cents 


Motor Freight Transportation and Regulation 
By G. Lloyd Wilson Price 50 cents 


Principles of Freight Traffic 
By G. Lloyd Wilson Price 50 cents 


Selling Railroad Transportation 
By Charles E. Parks Price 50 cents 


Selling Highway Freight Transportation 
By Charles E. Parks Price 50 cents 


Traffic Law 


By G. Lloyd Wilson Price 50 cents 


TRAFFIC WORLD manuals may be ordered at the single copy prices 
listed; any two for 75 cents; three or more, 35 cents each. 
Postage is prepaid. 


Complete Set of Above Booklets—$2.90 Postage Prepaid 


Please send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 














March 25, 1939 


FREDER CKSBURG 


@)) ASHLAND 


RICHMOND 


The Traffic World 


HERE'S WHY3 


A PLANT location in Virginia on the 
Richmond, Fredericksburg and 
Potomac Railroad offers: 

1—Ideal climatic conditions eliminate 
economic losses of cold, snowy winters. . 
and debilitating summer temperatures. 


2—Excellent transportation facilities be- 
cause this railroad connects with the 
Pennsylvania Railroad and the Baltimore 
& Ohio Railroad to the North and West 
and with the Atlantic Coast Line and 
Seaboard Air Line to the South. 


3—Native labor, both skilled and un- 
skilled, is available from a contented, 


home-loving people. Mild climate makes 
living costs lower. 


4—-Soft water in abundance and quality 
is available from both public supply sys- 
tems and surface non-tidal streams. 


§—Low-cost electric power, both steam 
and hydro-electric, is available in 
smaller communities and rural areas, as 
well as in the cities and towns. 


6—Reasonable taxes that compare fa- 
vorably with most states. Virginia has 
no sales or luxury tax. 


7—Close to markets. Convenient pas- 
senger service to New York in 6 to 7 
hours; Jacksonville and Boston in 1314 
hours. Half the population in the United 
States in less than 20 hours. Fast freight 
sercice reaches millions of consumers 
within 48 hours. 


Address: John B. Mordecai, Traffic Manager, 


Richmond, Va. 


RICHMOND, FREDERICKSBURG 
AND POTOMAC RAILROAD 
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Tiers 2 tons 108 in. in 25 
seconds, 


-rovide modern equipment 
to lighten labor’s load. 


Here’s the greatest advance in freight handling in 
40 years (since the invention of the hand truck.) It’s 
the Clark “‘Carloader” which enables one man to load a 
car in two hours — eliminates all hand trucking — speeds 


shipments, 


LOAD to the ROOF'! 


Full cars cut freight costs. Safely packed loads reduce 
damage. Speedy loading and unloading decrease demurrage 
charges. These are only three of the savings made by Clark 
“Carloader” — an epoch-making development in material 
handling equipment that reduces the cost of finished goods by 
cutting the cost of handling and shipping them. 


Write today for a copy of the “Clark Carloader Method”. 


CLARK TRUCTRACTOR 


DIV. CLARK EQUIPMENT COMPANY 
130 SPRINGFIELD PLACE - BATTLE CREEK, MICHIGAN 


CLARK CARLOADER 








